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1%-ton shown with 12-foot body—2-ton model also available 


: You cant help looking twice at 
—- a handsome Studebaker truck 






¥%-ton shown with 8-foot platform stake— 
1-ton model also available 





It’s America’s stand-out new truck 
in low-cost performance, too! 






























1-ton shown with 9-foot closed van body— 
1%-ton model also available 





1Y%4-ton shown with bottler’s body— 
2-ton model also available 





2-ton shown with 14-foot platform stake— 
1¥2-ton model also available 








CALIFORNIA man credits 

his Studebaker ’49er truck 

with a good 50 per cent saving 
in maintenance time. 

A South Carolina hauler 
finds he can cover a 740-mile 
route on considerably less gas- 
olinethan his former truck used. 

A New York oil refinery’s 
agent says—‘‘People cluster 
around our new Studebaker 








Ya-ton, 6Y2-ft. pick-up—also available 
are %-ton and 1-ton 8-ft.-pick-ups 








truck everywhere we make a 
delivery. Everyone thinks it’s 
the best looking truck they’ve 
seen.” 

Yes, a new Studebaker ’49er 
is revolutionary in styling and 
structure—in time-saving, cost- 
saving improvements. 

It’s the world’s first truck 
with engine, ignition and wir- 
ing within arm’s reach when 
you lift the hood. 

It has an exclusive new kind 
of roomy, weather-tight, wide- 
vision cab—a low cab floor 
that saves strenuous climbing 
—wide doors with ‘‘hold- 
open” stops—foot-controlled 
“air-scoop” ventilation — cab 
steps are weather-protected, 
enclosed inside the doors. 


STUDEBAKER 
TRUCKS 


NOTED FOR LOW COST OPERATION 


Studebaker Corp’n, South Bend 27, Ind., U.5.4+ 
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GONDOLAS —It is apparent that gondola | 
supply will tighten up within the next 
few weeks and that the railroads will — 
have considerable difficulty in meeting 
requirements for this type of equipment — 
during most of 1949—-AAR Car Service 
Division Report (Jan. 20, 1949). 










THE PENNSYLVANIA IMPROVES SERVICE TO INDUSTRY WITH PROGRESSIVE FREIGHT CAR CONSTRUCTION 


This gondola car FLOORING. Unlike ordinary gondoles. 
H haedies aii ypes of opens top freight Coceuwe the fast ie Golke 
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Atthe Chicago Railroad 
Fair, the Pennsylvania 
Railroad displayed this 
panel in one of a series 
of PRR gondolas 
quipped with Nailable 












Steel Flooring. 
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NAILABLE STEEL FLOORING 























yf 
make a TAKES EVERY KIND OF GONDOLA FREIGHT 
inks it’s 
. they’ve 
cer ’49er Gondola supply tightens up not only because Gondolas with NAILABLE STEEL FLOORS don’t 
ling and there aren’t enough gondolas, but also because make these wasteful, empty trips because they 
ng, cost- most of them can’t be used for every kind of carry both rough freight and finished goods. 
' open-top freight. Wood floor gondolas take They take nails easily, hold them tight, and make 
‘st truck blocked loads but suffer severe damage when an excellent surface for blocked and skidded 
and wirt- used for rough and heavy freight . . . and con- loads. Made of tough, corrosion-resistant 
ch when ventional steel floor gondolas take rough and N-A-X HIGH-TENSILE steel, they stand up under 
heavy freight but can’t take blocked loads the roughest magnet and clamshell loading. 
lew _ because they’re not nailable. They’re double-duty cars—100 per cent efficient. 
1 e- 
“ pone Many plants and loading areas use more of Because they make a minimum of empty 
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‘“thold- cars on hand are the wrong type for FLOORS increase effective car supply. 
sntrolled loading, wasteful, empty movement They ease car shortages because they’re 
on — cab between plants and areas is required more useful to shippers. If you would 
rotected, to get the right cars in the right place. Oncar Laces ste, like to see one, write us. 
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PATENTS PENDING 


GREAT LAKES STEEL CORPORATION 


Penobscot Building « Detroit 26, Michigan 
UNIT OF NATIONAL 


Steel Floor Division e 


STEEL CORPORATION 





NO), | 


Py qa 


Allow Engines to Run at most Efficient 
Operating Speeds 


Pulling out under full load, making time 
on the hills, or high-balling on the straight- 
away—there is an operating speed range 
that’s best for your engine—best for per- 
formance, for operating economy, and for 
engine life. Eaton 2-Speed Axles permit 
engines to run in this top-efficiency range 
under all conditions of road and load. This 
results in lower operating and maintenance 
costs, and longer life for the entire vehicle. 


M ore Th vier a Million Eaton 2-Speed Axles are available for most 
Eaton 2-Spee d Axles trucks of the 1% ton class and larger. See 
in Trucks Today your truck dealer for complete information. 
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Axle Division 


EATON MANUFACTURING COMPANY 


CLEVELAND, OHIO 


inal PRODUCTS 


SODIUM COOLED VALVES © POPPET VALVES © FREE VALVES © TAPPETS © HYDRAULIC VALVE LIFTERS © VALVE SEAT INSERTS ¢ PERMANENT MOLD GRAY IRON CASTINGS « ROTOR PUMPS 


© STAMPINGS © LEAF AND COIL SPRINGS © DYNAMATIC DRIVES, BRAKES, AND DYNAMOMETERS 


SPRING LOCK WASHERS « SNAP RINGS © COLD DRAWN WIRE © HEATER-DEFROSTER UNITS 
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“AT YOUR “BRANCH” 
SERVING WISCONSIN 


Spot stocks with Hansen Storage in 
Milwaukee, and you can unfreeze funds 
tied up in a branch warehouse, often 
only partly filled . . . and serve your 
Wisconsin customers much faster and 
better too. 


Let Hansen worry about idle labor and 
other overhead when sales drop or 
movement of goods falls off. You pay 
Hansen only for space actually used, 
and gain new flexibility in distribution 
costs. 


And today as more l.c.l. 
become unavoidable, the savings under 
present freight rates by shipping car 
load that Hansen may show you, rein- 
force all the many other money-saving 
reasons why you should. . . 


shipments 


GET THIS REPORT 
REGULARLY—FREE 
An unvarnished picture 
of conditions in Wiscon- 
sin published by the 
Milwaukee Journal. 

Write Hansen, and you'll 
get it regularly (without 
obligation). 


* 120 NORTH JEFFERSON STREET 








UESTIONS AND 


1" 


Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
attention will be paid to anonymous communications or questions from nonsubscribers, 


In this column will be published answers to questions relating to traffic, of general reader interest. 4 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 


practical traffic problems. 


work, nor do we undertake to render legal opinions. 


We do not desire to take the place of the traffic man, but to help him in his 


The right is reserved to refuse to answer any 


question that does not seem to be of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. 


Tariff Interpretation— 


Applications of Increases Under 
Freight Forwarder Motor Tariff 


Question—lIllinois 


We would like to get an interpreta- 
tion of the application of Item No. X-4- 
A, in Supplement No. 75 to Freight For- 
warders Tariff, Westbound No. 2, I.C.C.- 
F.F. No. 2. 

Our interpretation of the application 
of increases in rates under the above 
quoted item leads us to believe that the 
increases to be applied are those con- 
tained in Freight Forwarders Master 
Tariff No. 4, Section 2. 

Item No. X-4-A, in Supplement No. 75 
starts out by stating “Except as other- 
wise provided in Notes 1, 2 or 3... .” 

Note 1 states that rates and charges 
will not be increased as provided in this 
item (X-4-A). 

Note 2 states that where in tariffs or 
supplements rates and charges are not 
subject to Item No. X-1, such rates and 
charges will be increased in accordance 
with Section 2 of Master Tariff No. 4. 

Item No. X-1-G has been cancelled in 
Sup. 75, brought forward from Sup. 72, 
effective Dec. 31, 1948. It would then 
appear that there is no application of 
Item X-1 at all, therefore a conflict 
exists in Notes 1 and 2 of Item X-4-A. 

If the forwarders have been increas- 
ing the rates improperly because of this 
confliction, can we recover excess charges 
due to the improper wording of the 
tariff application? 


Answer 


Item X-4-A, of Supplement No. 175 
to Freight Forwarders Tariff, Westbound 
No. 2, 1L.C.C. F.F. No. 2, reads in full as 
follows: 


Except as otherwise provided in Notes 1, 
2 or 3, or in connection with individual rates 
or charges, when reference is made to this 
item increase rates and charges in accordance 
with Section 1 of Freight Forwarders Tariff 
Bureau, Inc., Master Tariff No. 4 of In- 
creased Rates and Charges, I.C.C.-F.F. No. 28, 
T. J. Fox, Agent. 

Note 1—Where in tariffs or supplements 
rates and charges are not subject to Item X-1 
or Freight Forwarders Tariff Bureau, Inc., 
Master Tariff No. 3-A of Increased Rates and 
Charges, I.C.C.-F.F. No. 25, T. J. Fox, Agent, 
such rates and charges will not be increased 
as provided in this item. F 

Note 2—Where in tariffs or supplements 
rates and charges are not subject to Item No. 
X-1, such rates and charges will be increased 
in accordance with Section 2 of said Master 
Tariff No. 4. 

Note 3—Increase charges in Item No. 400 
= ess with Table 14 of said Master 

ariff. 


We believe that the above item should 
be read as follows: 

The first paragraph provides that 
Section 1 of the Master Tariff 4 applies, 
except as provided in Notes 1 and 2. 


Note 3 and individual rates will not he 
taken into consideration, as they apply 
only to the charges in Item No. 400 and 
in other individual items. 

Note 1 should read—Where in tariffs 
rates are not subject to Item X-1 or 
Master Tariff 3-A, such rates and charges 
will not be increased as provided above, 
instead they will be increased as pro- 
vided in Note 2. Note 2 is to be read ex- 
actly as it is quoted above. 

Therefore if, prior to the cancellation 
of the Item X-1 series, individual] tariffs 
or supplements were not subject to Item 
X-1, or Master Tariff 3-A, such rates 
would not be increased according to Sec- 
tion 1 of Master Tariff 4; instead, they 
would be increased according to Section 
2 of Master Tariff 4. 

At the time of the cancellation of the 


Item X-1 series, Note 1 of Item X-4-A] 


should have been amended by eliminat- 
ing the reference to Item X-1, and Note 
2 of Item X-4-2 should have been elimi- 
nated in its entirety as it can serve no 
useful purpose since the cancellation of 
the Item X-1 series. ' 

Such cancellation and amendmeni 
would have had the effect of voiding all 
reference to Item X-1 wherever it ap- 
peared in the individual tariffs or sup- 
plements, thereby making all such rates 
and charges subject to increases accord- 
ing to Section 1 of Master Tariff 4. 

Increases in excess of those stated 
above to be applicable are, in our opin- 
ion, overcharges and recoverable as 
such. 


Tariff Interpretation— 


Failure to Comply with Tariff Provision 
for Prepayment of Freight Charges 
on Shipment 


Question—Indiana 


We have noted the Commission’s rul- 
ing in a report and order dismissing the 
complaint in MC-C-894, Armour & C0. 
v. Tri-State Motor Transport, Inc., 4% 
set forth on page 47 of the January 2, 
1949, issue of the Traffic World. 

Our particular interest is in regard to 
the ruling that a rule in the tariff per- 
mitting volume shipments to be stop) 
in transit for partial unloading did not 
apply to the shipment because the 
charges had not been prepaid, as [re 
quired by the rule. 

In the light of this part of the over 
all ruling, what would be your opiniol 
as to the application of classification rat- 
ings on commodities which require pre- 
payment of freight charges? According 
to the Commission’s ruling in MC-C-8%, 
would you say any such commodities 
shipped with freight charges “collect 
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were not entitled to the rating provided 
in the classification, and if not so en- 
titled, what would be the applicable 
classification rating for such commodi- 
ies? 

"are would appreciate your opinion on 
this particular question. 


Answer 


In our answer to Wyoming, on page 
7 of the February 12, 1949 Traffic World, 
under the above caption, we expressed 
the opinion that where, in connection 
with a Classification rating there is a 
requirement that the freight be prepaid, 
it is a matter for the Commission to 
determine what the applicable charge 
should be, if there is no rating for the 
shipment of the goods without prepay- 
ment of the freight charges. 


Tariff Interpretation— 


Component Parts Versus Complete 
Article 


Question—Texas 


A question has arisen in connection 
with a recent less carload shipment 
which we received and on which we 
would appreciate a ruling. 

The shipment consisted of “2 boxes of 
Geared Chain Hoist Parts”, originating 
at Springfield, Ohio and consigned to us 
at Houston, Texas. Charges were as- 
sessed on the basis of $3.45 per CWT, 
which is the second class rate, as per 
Item 31910 of Consolidated Freight Clas- 
sification No. 18, under the description 
“Machinery Parts, NOIBN”. 

It is our contention that the correct 


rate is $3.15 per CWT, or Class 70, as 
per Item 875 series of Southwestern 
Lines’ Tariff No. 252-B. Item 875 refers 
to Item 877, which carries the descrip- 
tion “Hoist, Chain, with Gears, Rachets 
or Worms”. It is our recollection that 
there have been decisions of the Inter- 
state Commerce Commission to the effect 
that parts of an article should carry no 
higher rating than the completed article 
itself, unless it is so specifically pro- 
vided by description. If this is the case, 
we contend that the shipment described 
above should carry the Class 70 rating, 
rather than come under the generic de- 
scription provided in Item 31910 of the 
Consolidated Freight Classification. 


Answer 


In the absence of a provision such as 
that set forth in Sears, Roebuck & Co. 
v. American-Hawaiian S. S. Co., 246 
I.C.C. 659, to the effect that where parts 
for complete articles are not specifically 
provided for in the tariff, the rate ap- 
plicable to complete article will apply, 
the parts rating must be applied on the 
articles shipped. 


See the reports of the Commission in 
Thornhill Wagon Co. v. Chesapeake & 
O. Ry. Co., 161 I.C.C. 90; Federal Com- 
press & Warehouse Co. v. Alabama, 
GS.R.R. Co., 144 I.C.C. 59, and Moore 
Shipbuilding Co. v. Cincinnati, I. & W. 
R.R. Co., 118 I.C.C. 3. In the case first 
mentioned above the Commission said: 


Complainant contends that a farm-wagon 
body being an essential part of a complete 
farm wagon, it is unreasonable and in viola- 
tion of the foregoing rule to charge a higher 
rating on a part or piece than for a com- 
plete article. We do not so construe the rule. 
The rating for the complete article is based 


5 


upon a composite of the transportation 
characteristics of all of its parts in the 
proportions in which they are present, but 
it is obvious that the transportation charac- 
teristics of any given part may be such as to 
entitle it, when shipped separately, to a 
rating either higher or lower than that 
applying in connection with the complete 
article. 


Tariff Interpretation— 
Application of All-Commodity Rates 


Question—New York 


We must disagree with your answer to 
New York, on page 5 of the December 
llth issue, under the above caption. 

It is our contention that the shipper 
could invoke Rule 33 of Consolidated 
Freight Classification No. 18 (Multiple 
Load Rule), billing the consignment as 
follows: 

Bill of Lading No. 1 
15,000 pounds of 3rd class commodity 

5,000 pounds of 2nd class commodity 
5,000 pounds of 5th class commodity 


25,000 pounds as minimum 30,000 pounds 

Bill of Lading No. 2 

(Same as Bill of Lading No. 1) 

15,000 pounds of the 3rd class com- 
modity is not more than 50% of the all- 
commodity minimum weight and does 
not, therefore, violate the tariff rule. 


Answer 


As there is no prohibitory provision in 
the tariff which is the subject of the 
answer to which you refer, the provisions 
of Rule 33 ofthe Consolidated Classifica- 
tion could, no doublt, be applied to 
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“Thank you for quick and efficient service. We were well satisfied with 
everything, and wish to compliment the mell-mannered and efficient men, 
and their way of doing their work” . . . so writes Mr. R. H. P. of Alex- 
andria, Virginia concerning his recent move by Mayflower. 


You will be glad to know that this report is typical of 
scores received from: customers every day on May- 
flower's Customer Report Cards. It proves that May- 
Ower service, standardized on highest quality, pays 
off... that you can depend on Mayflower every time 


++. everywhere! 


Mayflower’s organization of selected ware- 
house agents provides on-the-spot repre- 
sentation at the most points in the United 
States and Canada. Your local Mayflower 
agent is listed in the classified section of 
your telephone directory. 


AERO MAYFLOWER TRANSIT COMPANY 


Indianapolis 
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freight moving at rates published in this 
tariff, provided that the freight moved 
on two bills of lading, and not on one bill 
of lading, as we understand the shipment 
moved. 


Tariff Interpretation— 


Application of Rule 5 of Motor 
Freight Classification 


Question—California 


We would appreciate your opinion and 
reference to relevant cases bearing on 
the following situation. 

Several shipments of loose hard rubber 
battery boxes were tendered and accepted 


for shipment by a motor carrier from 
Los Angeles to Dallas, Texas during the 
effectiveness of Rule 5, Section 6(a), of 
National Motor Freight Classification No. 
9, as published in the Classification itself, 
reading as follows: 


The provisions of this Section shall be ap- 
plied only in cases where freight has unin- 
tentionally been accepted in an unauthorized 
container or form. It does not provide alter- 
nate or acceptable containers or forms of 
shipment and it may not be used in the 
regular application of rates or ratings or for 
quoting rates or ratings in advance of ship- 
ment. 


Several shipments were transported 
and bills of lading read “hard rubber 
battery boxes.” The bills of lading do 
not show that these battery boxes were 


ARE YOU LOSING 


THESE 


6 IMPORTANT 
EXTRAS? 





only GREYVAN 


provides them . . . and at no extra cost! 


Why deprive your company of 
any of these important advan- 
tages when you can have ail of 
them at no extra cost by having 
Greyvan move your employees? 


Get more than your money’s 


OVER 400 BRANCHES AND AGENTS 


GRE VAN 


GREYVAN LINES, INC. 


worth by specifying GREYVAN 
Phone the 
listed 


in your classified directory for 


on every move. 


Greyvan representative 


complete information. 
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packed in any type of container and 
would therefore indicate that they «ere 
being shipped loose. 

The provisions of Rule 5, Sectio. 6, 
of the Classification are not applic2ble, 
except when the freight has been un- 
intentionally accepted in an unaut ior. 
ized container. This would imply, or the 
carrier’s part, a lack of knowledge o/ the 
packing requirements in connection ‘vith 
the rates or ratings applicable at the ‘ime 
of acceptance of the shipment. 

We do not believe that lack of knowl- 
edge of tariff provisions on the part of 
the carrier’s agents can be advanced to 
create an unintentional act for the pur. 
pose of penalizing a shipper. Actually, 
there are no rates published for move. 
ment of battery boxes loose in LTL 
quantities, and if the act of the carrier 
in deliberately accepting these containers 
loose and transporting them does not 
allow the imposition of penalties pro- 
vided by Section 6 of Rule 5, then we 
feel there is nothing unlawful in the 
carrier assessing charges based on Classi- 
fication ratings. We are not contending 
for the lower commodity rate on this 
traffic. 


Answer 


Under the findings of the Commission 
in Kalamazoo Sled Co. v. Penna. R. Co, 
167 I.C.C. 587; Cobb Co. v. Missouri-K-T 
R. Co., 163 I.C.C. 24; Crown Iron Works 
v. Chicago, St. P. M. & O. Ry. Co., 163 
I.C.C. 29; Lincoln Mfg. Co. v. Cincinnati, 
I. & W. R. Co., 161 1.C.C. 411; Southern 
Package Corp. v. Alabama G. S. R. Co, 
191 I.C.C. 408, there appears to be no 
basis for not applying the provisions of 
Section 6 of Rule 5 of the National Motor 
Freight Classification, on the ground that 
shipments improperly packed were ac- 
cepted by the carrier because of a lack of 
knowledge of the packing requirements 
of the classification: See, in this con- 
nection, Elgin Butter Tub Co. v. Ann 
Arbor R. Co., 213 I.C.C. 735, in which 
the Commission said: 


The law imposes upon the shipping public 
the duty of ascertaining the tains nF con- 
ditions under which shipments may be 
made, and noncompliance with tariff re- 
quirements affords no basis for a finding 
that the applicable rates were unreasonable. 
Reed Tobacco Co. v. Chesapeake & O, Ry. 
Co., 51 I.C.C. 201. 


Claims— 


Filing With Freight Forwarder is Not 
Filing With Line Haul Carrier 


In our answer to California, on page 
1724 of the June 5, 1948 Traffic World, 
under the caption “Claims—Filing with 
Freight Forwarder Is filing with the Line 
Haul Carriers,” we quoted from the de- 
cision in Acme Fast Freight, Inc., ¥. 
Chicago, M. St. P. & P. R. Co., 166 Fed. 
2d 778. 

In No. 65, Chicago, M. St. P. & P. R. 
Co. v. Acme Fast Freight, Inc., de 
cided April 4, 1949, the Supreme Court 
of the United States reversed the de 
cision of the Circuit Court of Appeals 
cited above. The Supreme Court held 
that freight forwarders are not entitled 
to status and privileges of carriers, 2 
their filing of loss and damage claim 
against carriers whose services they us 
but are subject to a nine months period 
for the filing of such claims agaist the 
carriers, like other- shippers. 
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a" ARE pleased with the outstanding performance of [ i OB 
e & O. Ry. our Ford F-7 Big Job,” reports Howard G. Spindler N Y THE FORD 

of Duluth, Minnesota. “Its roadability . . . the ease with 

which it handles our big vans .. . and its gas economy HAS ALL THESE FEATURES! 


puts it on the top of our list in our fleet of 22 trucks.” 


- is Not Owners and drivers sing the praises of the new Ford % New 145-h.p. Ford V-8 engine for top performance. 
Big Jobs. Owners like Big Job extra power and low cost %& Ford exclusive concentric dual-throat carburetor 

a, on me operation. They claim the new 145-horsepower engine Oe GHD GUE, SNE Seema. 

ac we Outsaves engines much smaller in size. Drivers are enthusi- 

Piling with ; ed 

th the Line astic about the ease and comfort of the Million Dollar Cab 


%& New heavy duty 5-speed transmissions for oper- 
ating flexibility. 


% Big Ford power-operated brakes for sure-footed 


“ ~ . and its Ford Level Action suspension. Both are impressed stopping; rear 16-inch by 5-inch on the F-8. 
it, Inc., ¥. . : oe ‘ 
S s0n a by Ford Bonus Built construction, characteristic of 139 de Pend Supet Quadeun Depend wate with wancum obit 
” plus models in a full truck line. Bonus Built is the super- for performance flexibility in Model F-8 (single- 
‘i strong construction that contributes to long truck life. speed axle also available); single-speed Quadrax 
“ & P. fe 5 8 Hypoid Axle in Model F-7. 
nc., de- 
reme Court %& Large diameter (10-inch) wheel bolt circle with 8 
ed the de studs to allow for extra-strong hub construction. 
of Appeals, =n ant %* Million Dollar Cab with Ford Level Action suspen- 
Court + | | ii | BG sion for greater driving comfort. 
10t entitl i 


‘ | %* Nationwide service from over 6,400 Ford Dealers. 
carriers, 
age claims . - %* Ford Bonus Built construction for long truck life. 


es they us, Gross Vehicle Weight Ratings: F-8 up to 21,500 Ibs., F-7 up to 


nths period BUILT STRONGER TO LAST LONGER 19,000 Ibs. Gross combination ratings: F-8 up to 39,000 Ibs, 


against the F-7 up to 35,000 Ibs. 
“USING REGISTRATION DATA ON 5,444,000 TRUCKS, 
‘ FE INSURANCE EXPERTS PROVE FORD TRUCKS LAST LONGER! 


Nation-Wide Warehousing and Distribution 


Warehouse and Distribution 
Facilities as Follows: 


BUFFALO 13, Buffalo Merchandise Ware- 


» Inc. 
CHICAGO 7, Crooks Terminal Whses., Inc. 
CLEVELAND 13, The Cleveland Stevedore Co. 
GREEN BAY, WIS., Leicht Transfer and 
Storage Co. 
HOUSTON: Universal Terminal Warehouse Co. 
KANSAS CITY 7, Crooks Terminal Ware- 
houses, Inc. 
LOS ANGELES 21, Overland Terminal Ware- 
house Co. 


MILWAUKEE 2, Hansen Storage Co. 


PORTLAND 9, ORE., Rudie Wilhelm Ware- 
use Co., Inc. 


FRANCISCO 11, 
Transfer Co 


SCRANTON 3, PA., Quackenbush Whse. Co. 
SEATTLE 1, Seattle Terminals, Inc. 


SAN Overland Freight 


Interlake Jerminabs: 


271 MADISON AVE., NEW YORK 16 MURRAYHILL 5-8397 
George G. Roddy, Vice Pres. and Gen. Mgr. 


The LIFELINE of INDIANA 


More and more shippers 
are specifying Monon. The 
reason is Service-With-A- 
Plus. 


next shipment. 


MONON 


THE HOOSIER LINE 


Chieago, Indianapolis and Lovisville 
Railway Company 


Try Monon on your 








TRAFFIC Wortp 


MUVUELUUCULUUUOLUCUUUUAUUUALULUUALOUUAEOGUGLGUUUEUEOGEOEUOEUAUCEUAUAEUAOU AOAC 


BACKHAULS 


Things Traffic Men Were Talking About Twenty-Five Years Ago 


From Files of Traffic World 


(VUHUAUUUUUUUOUUOULUEUUUUUUOUOUEUUUUUOUUULUULUGUOEGEUOUOUGUGUOUUUUUUUOE LUAU 


ITTLE has been heard in recent 

years in complaint about the way 

the Commission handles its fourth 

section applications and the manner in 

which it grants or rejects such applica- 

tions, as provided in the interstate com- 
merce act. 


Twenty-five years ago that was one of 
the most hotly disputed subjects in the 
transportation field. After the opening 
of the Panama Canal, the railroads, in 
a desperate attempt to regain some of 
the traffic that took to the ships, en- 
gaged themselves in long litigation over 
rates blanketed over a vast eastern area 
on traffic destined to the Pacific Coast. 


Their most _ strenuous opponents 
came from intermountain territory 
where shippers and receivers could not 
see the justice of according to more dis- 
tant point rates the same, or sometimes 
lower than they enjoyed on the same 
commodities. 


The opposition eventually took the 
form of attempts to take out of the law 
that provision which gave the Commis- 
sion a certain amount of discretion in 
enforcing the long-and-short-haul pro- 
visions of the fourth section. 


Best known of these attempts was the 
Gooding bill, named after the Senator 
from Idaho, who introduced it and was 
its most ardent proponent. 

As chairman of the Senate interstate 
commerce committee, he submitted to 
the Senate a report recommending the 
adoption of his bill, which would have 
stricken from the fourth section the part 
that said “that upon application to the 
Commission such common carrier may 
in special cases, after investigation, be 
authorized by the Commission to charge 
less for a longer than for shorter dis- 
tances for the transportation of passen- 
gers or property... .” 


A considerable storm arose over the 
action of the committee. In the April 
5, 1924, issue of the Traffic World there 
appeared a story about a circular of 
the National Industrial Traffic League 
complaining of the way in which the 
committee had conducted its hearings. 
J. P. Haynes, chairman of the League’s 
fourth section committee, the circular 
said, had been heard only because the 
railroads had graciously accorded him 
some of their time, the Senate commit- 
tee having failed to reply to his request 
for time of his own. “The attempt was 
made throughout the hearing,” said the 
League circular, “to show the issue as 
only of interest to the intermountain 
states.” 

Commenting on the action of the Sen- 
ate committee editorially, the Traffic 
World condemned. the. “indecent: haste?’ 


with which the measure had been rushed 
through the committee, and scored the 
“biased and ex parte action by the pro- 
ponents of the bill, whose aim was to 
please their constitutents in the so- 
called intermediate country.” ‘The com- 
mittee, it added, “went through the form 
of hearing some of the representatives of 
the (opposing) side, but it did not wait 
for the opinion of the Commission which 
it had asked to present its views, and 
its report to the Senate is as one-sided 
as such a document could be. . . . We 
hope that when the bill comes up for 
discussion on the floor, wiser and fairer 
counsel will prevail and it will not pass.” 

Of course, as those who are familiar 
with the fourth section understand, the 
Gooding bill was not passed. 


* * od 


Those who believe that recent pro- 
posals, that all less-carload traffic on 
the railroads be turned over to the Ex- 
press Agency for handling, are nev, will 
be interested to discover, if they turn 
back to the April 5, 1924, issue of the 
Traffic World, that such a plan, in con- 
siderable detail, was proposed a quarter 
century ago by a committee of top ex- 
ecutives of the American Railway Ex- 
press Company. 

The committee suggested the organi- 
zation of a nationwide concern to han- 
dle all less-carload freight on a pick-up 
and delivery basis, with its own truck- 
ing equipment, and under a new and 
radically different system of rates. 

It asked railroads, shippers and com- 
mercial organizations to cooperate in 
working out the system. Rail and ex- 
press officials would be charged with 
raising the capital to provide facilities 
and equipment to handle every ton of 
less-carload freight. 

The scale of rates, the committee said, 
would “be an approximate equivalent of 
the present less-carload tariffs plus 
average trucking costs.” Under such 4 
scale, it added, “rates in some instances 
might be Iower and in some instances 
higher than the present less-carload plus 
truckage, but the differences should not 
be great, and on the average such a Sys- 
tem would be satisfactory.” 


What Are the Results 
Of Our Railroad 
Consolidation Policy? 


Dr. William L. Leonard discusses 
why little progress towards a 
well-integrated railroad system 
has been made. 

Page 73 
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First in heavy-duty truck sales for I7 straight years! 


1. Rated first in value by America’s 


most exacting truck buyers! 


For 17 straight years, registration figures 
for new trucks with gross weight ratings 
over 16,000 Ibs. have shown International 
Trucks in first place. Would America’s 
most exacting truck buyers have given 
Internationals that vote of confidence un- 
less they knew Internationals were the 
best value in the heavy-duty truck field? 


ee 
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2. Backed up by the nation’s largest exclusive 


truck service organization! 


4,700 International Truck Dealers and 170 
Company-owned Branches and Service 
Stations stand ready to keep International 
heavy-duty trucks operating at peak effi- 
ciency. Factory-trained mechanics and 
special tools are on hand to give Interna- 
tional Trucks the diagnosis, service, test- 
ing and repairs to correct any trouble. 
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5. You don’t stay first in sales for 17 straight years unless you're first in value! 


No matter what model International Truck 


you buy—heavy, light or medium-duty— 
you get the same basic values that have 
made International Trucks first in the 
heavy-duty truck field for 17 straight years. 

You get a rugged truck that hasn’t been 
weakened by a single compromise with 
passenger car engineering. 


You get a truck specialized to meet your 
particular requirements by truck engi- 
neers. You have 22 basic International 
Truck models and 1,000 truck combina- 
tions to choose from. 


For real truck value, see your nearest 
International Truck Dealer or Branch be- 
fore you buy any truck. 


INTERNATIONAL 


INTERNATIONAL HARVESTER COMPANY 


3. Precision-engineered parts 


help keep the leader leading! 


Replacement parts have a place on the 
all round truck team that keeps Interna- 
tionals ahead of the field. They’re pre- 
cision-engineered parts, just like the orig- 
inals. They’re made to fit and do a better 
job and last longer. Ample inventories of 
parts and approved accessories are avail- 
able at all Dealers and Branches. 










































4. inexpensive factory-rebuilt exchange units 


are important, too! 


Owners of heavy-duty International Trucks 
also save money on crankshafts, clutches, 
carburetors, transmissions, differentials, 
brake shoes and electrical equipment. 
Complete International units, recondi- 
tioned and factory-rebuilt, are priced way 
below new ones and covered by new unit 
International warranty. 


International Harvester Builds 
McCormick Farm Equipment... Farmall Tractors 
Motor Trucks . . . Industrial Power 
Refrigerators and Freezers 


Tune in James Melton and “Harvest of Stars” 
NBC, Sunday afternoons 


TRUCKS 


CHICAGO 


MAPPING ANOTHER MOVE? 


call your nearby ALLIED REPRESENTATIVE! 


satisfied users — ALLIED is America’s ac- 


As so many Traffic and Personnel Managers 
know from experience, nothing could be more 
reassuring to the employee you’re moving 
for the first time than the news that ALLIED 
will handle the job. Nationally advertised 
—nationally approved by many thousands of 


%K The name of the nearest ALLIED representative in your 
community is listed in the Classified ‘phone book. Call him. 


knowledged leader in long-distance moving. 
Our representatives’ vast experience in 
long-distance moving will prove invaluable 
in expediting your personnel transfers. Next 
time, call your nearby ALLIED representative. 


“ te Guaranty Seal. 
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* ALLIED VANS display 
\ the Good Housekeeping 
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WORLD’S LARGEST LONG-DISTANCE MOVERS 
OF HOUSEHOLD GOODS + OFFICE FURNITURE AND EQUIPMENT 
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LATE NEWS 


TRAFFIC AND TRANSPORTATION NEWS TOO LATE TO CLASSIFY 


Tight Box Car Supply in 
Summer Likely, N.E. Board 
Of Shippers Told, at Boston 


A seriously tight box freight car situa- 
tion would probably develop on the rail- 
roads of the United States during the 
summer months, it was predicted by 
Ww. E. Callahan of Washington, D.C., 
manager, open-car section, car service 
division, Association of American Rail- 
roads, in an address, April 13, before the 
New England Shippers Advisory Board 
at its meeting in Boston, Mass. 

Reporting to 1,200 shippers and re- 
ceivers of freight from all parts of New 
England, at the second in a two-day 
spring meeting of the board, Mr. Calla- 
han said: 

“Preliminary reports issued by the De- 
partment of Agriculture indicate record 
acreage planted and bumper grain pro- 
duction in most classifications. Nearly 
7000,000 bushels of grain are held by 
farmers whose loans or purchase agree- 
ments executed with the government and 
the farmers for until April 30 to redeem 
the loans or deliver the grain excepting 
grain stored on farms which may be de- 
lvered during the month of May. This 
presents a real problem so far as railroad 
transportation is concerned, in that this 
very heavy amount of grain in storage 
will be moving from the interior at the 
same time that the new crops are being 
harvested and, therefore, we must an- 
ticipate a seriously tight box car situa- 
tion during the summer mont. 

Mr. Callahan said that, while railroads 
owned 1,761,600 cars on March 15 this 
year, and this was a gain of approxi- 
mately 23,000 cars during the past year, 
“box cars are up only 470 units; the 
principal gains are 27,500 hoppers and 
3000 covered hoppers offsetting losses of 
4300 gondolas, 2,750 flats and 2,600 stock 
cars. This is progress, even though it 
isnot all that could be desired.” 

He predicted a decrease in the na- 
tinal carloadings of 3 per cent in the 
second quarter this year compared with 
the same period of last year. 

Frank J. Gill, traffic manager of the 
Oxford Paper Company, Portland, Me., 
and general secretary of the board, re- 
ported that statistics supplied by com- 
mhodity committee chairman in New 
England indicated a decrease of 10.9 per 
cent in carloadings in this area in the 
curren: quarter as compared with the 
second quarter of 1948. Gill said that 
the heaviest decreases predicted are in 
Potatoes, lumber and forest products, 
Paper board and prepared roofing, coal 
and coke, machinery and boilers, petro- 
lum and petroleum products, and 
Stavel, sand and stone. 

“Each of these commodities,” he said, 
‘is expected to run a thousand cars or 
more b:low the second quarter of 1948.” 

E. Pcul Miller, New England district 


payee 


manager of the Association of American 
Railroads, told the members that at the 
present time the New England railroads 
are in position to meet all normal re- 
quirements for empty equipment and 
that adequate service is available. 
“Carloadings on New England roads,” 
said Miller, “during the first twelve 
weeks of 1949 were down 16.8 per cent 
below the same period last year. This 
is considerably higher than the reduc- 
tion of 10.2 per cent for the nation. Dur- 
ing 1948 loadings in New England were 
down 8.6 per cent while the figure for 
the country as a whole was 3.7 per cent.” 


J. Alex Crothers, director, Port of Bos- 
ton Authority, who was the speaker at 
a luncheon session which marked the 
close of the meting the afternoon of 
April 13, said that Boston “has a real 
fight on its hands” in its efforts to ob- 
tain from the Interstate Commerce 


-~Commission approval of the ex-lake ex- 


port grain rates from Buffalo recently 
voted by the Eastern railroads, with the 
full support of the three railroads serv- 
ing Boston, and which was now under 
attack by railroads and commission in- 
terests in Philadelphia and Baltimore. 


Mr. Crothers said that he was “con- 
fident we will win out but it is going to 
require our very best efforts with all the 
support and expert advice we can muster. 
We must not fail.” 

He paid tribute to the New England 
railroads and other transportation agen- 
cies stating that “we have received the 
whole-hearted cooperation of our rail- 
roads in our efforts to improve the effi- 
ciency of the port.” 

“The competition between ports in the 
United States, especially between Nor- 
folk, Atlantic and Gulf ports,” he said, 
“is greater than ever before. We must, 
therefore, not only sell our port to the 
public but we must be constantly on 
guard to protect our advantages and to 
see to it that our transportation rate 
structures—rail, truck and water—are 
equitable and valuable to the flow of 
traffic through the port of Boston.” 


Section 20(b) Stamp Tax Rule 


The Bureau of Internal Revenue has 
issued a notice to collectors of internal 
revenue and others concerned that, in 
order to conform to section 20(b) (12) of 
the interstate commerce act, securities 
and conveyances of carriers issued as a 
result of voluntary modification of se- 
curities under that section, documentary 
stamp taxes will not be collected. 


The subsection named provided that 
no documentary stamps would be re- 
quired for carrier securities when, under 
the provisions of section 20(b)(12) a 
plan for the voluntary modification of 
outstanding securities was approved by 
the Commission and carried out by the 
parties. The section was added to the 
interstate commerce act in April, 1948. 
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LATE NEWS 


IN THIS ISSUE 


Shippers Oppose C.S.M.F.B. 
Proposal for 15-Cent 


Surcharge at Chicago 


The proposal that drew the most con- 
centrated fire of shippers at the April 
13 hearing of the Central States Motor 
Freight Bureau, in the Sherman Hotel, 
Chicago, was Docket No. 11953, which 
would amend all bureau tariffs where 
applicable by establishing a surcharge 
of 15 cents a 100 pounds on shipments 
less than 2,000 pounds originating or 
destined to Chicago. 

Justification of the carrier proposal 
was stated as “affording some relief to 
the high cost of rendering service at 
Chicago over the cost at other points in 
this territory.” Among those to speak 
in opposition thereto were D. E. Burn- 
ham, for Ford Motor Co.; C. L. Fenster- 
maker, traffic manager, Sutherland Paper 
Co., Kalamazoo, Mich.; Paul P. Wind- 
miller, Link Belt Co., Chicago, and J. V. 
Raymond of the transportation depart- 
ment, Chicago Association of Commerce 
and Industry. 

Mr. Burnham said that Ford opposed 
such a surcharge in any city. 

“Everyone knows that terminal costs 
vary in each city,” he declared. “If this 
proposal were approved, it would set an 
example for the entire country.” 

Mr. Fenstermaker said that he wished 
to adopt Mr. Burnham’s remarks as his 
own. He told the committee that if the 
proposal were progressed further, much 
more opposition would appear. 

Mr. Windmiller said that the justifica- 
tion cited for the proposal could also be 
applied to all less-truckload traffic. 

“If the present rates in this territory 
are not compensatory, then all the 
traffic should bear its share.” he said. 
“Such costs should not be saddled on 
those industries forced to market their 
goods in small quantities.” 

Mr. Windmiller said that 90 per cent 
of his company’s truck shipments. 
weighed less than 2,000 pounds. He 
observed that the same problem had 
been encountered in the New York City 
area, and that the truck lines there 
had adopted surcharges of 5 cents, 10 
cents, and 15 cents a 100 pounds for 
small shipments, depending on which of 
three zones the truck entered. 

“A number of New York carriers have 
flagged out of that tariff and now make 
no additional charge,” said he. “They 
flagged out because they were losing 
business.” 

Chairman Charles L. Lawson asked 
the shippers if it were not fair to place 
the transportation charges on those fac- 
tors which produced the high costs. 

“We have had a very radical increase 
in the cost of handling small shipments,” 
he said. “There is a limit beyond which 
we cannot go in saddling less-truckload 
costs on truckload traffic.” 

Dan Ryan, a member of the standing 
rate committee. remarked that one of the 
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factors that sent p.u.d. costs way up in 
Chicago was that trucks often had to 
wait for long periods in alleys leading 
to shippers’ docks. 


Would Make ‘Rate Plateau’ 


Mr. Raymond devoted the major part 
of his presentation on behalf of the 
Chicago Association of Commerce to this 
docket. Speaking at the afternoon ses- 
sion, he said that the effect of such a 
proposal would be to place Chicago on a 
“rate plateau,” such that shippers beyond 
Chicago could. ship to Cincinnati, for 
instance, at a cost of 15 cents a 100 
pounds less than their Chicago com- 
petitors. 

Mr. Raymond recalled that a some- 
what similar proposal docketed as No. 
10276, calling for arbitraries of from 2 
cents to 15 cents a 100 pounds, had been 
before the standing rate committee, had 
been disapproved, appealed to the execu- 
tive committee, and finally withdrawn. 

“The major argument on behalf of 
this proposal is the relatively higher 
costs of pick-up and delivery in Chi- 
cago,” he said. “But the present rate 
structure is not based on fully distrib- 
uted costs. If it were, it would kill off 
a large part of the trucking industry. 
It is wrong to single out terminal costs 
and overlook line-haul costs. Higher 
terminal costs in a community may be 
offset by more favorable line-haul costs, 
such as a better load factor, and less 
seasonal fluctuations in the traffic.” 


Liquor, from Owensboro 


Al Rapier, traffic manager of Glen- 
more Distilleries, spoke on behalf of 
Docket No. 11891, his company’s proposal 
to amend Tariff 255-E by establishing 
therein commodity rates from Owens- 
boro to a number of large mid-western 
cities, comparable with other producing 
points which have commodity rates in 
effect, on alcoholic liquor, noi. Mr. 
Rapier said that the present “depressed” 
rates were first published in various in- 
dividual carrier tariffs, but later pub- 
lished in commodity tariffs issued by the 
bureau. Owensboro was about the only 
producing point in the territory from 
which such depressed rates were not 
made effective, he said, adding: 

“Jobbers in Chicago, for example, cer- 
tainly do not like the idea of paying $32 
a truckload additional freight on whiskey 
shipped from Owensboro, as compared 
to rates on whiskey produced and 
shipped from Louisville. In monopoly- 
controlled states such as Ohio, Michigan 
and West Virginia a differential of only 
1 cent a 100 pounds in the freight rate 
might result in a differential of 5 cents 
a bottle in the resale’ price to the con- 
sumer.” 

Chairman Lawson said that the bu- 
reau had no policy as to rates on alco- 
holic liquor, but that it had advised 
carriers against the reductions they 
made, “for one thing, because of situa- 
tions like yours at Owensboro.” 


Rates on Books 

Miss Katherine Mendhler, traffic man- 
ager of Fawcett Publications, Louisville, 
spoke in support of Docket No. 11874, a 
proposal to establish a rate of 42 cents, 
minimum weight 20,000 pounds, on 
printed matter from Louisville to Cin- 
cinnati. She said that the weekly ton- 
nage now averaged two truckloads of 
50,000 pounds, and that the maximum 
value of the books with flexible covers 
was 17% cents a copy. Miss Mendhler 
recalled that she had used the services 
of the Green Line Steamship service 
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until that company had ceased oper- 
ations, and that if a new steamship 
company offered service between Louis- 
ville and Cincinnati, that she would use 
it if the rate differential were favor- 
able. 

Polishing Compounds 


G. H. Anderson, assistant traffic man- 
ager of S. C. Johnson & Son, Inc., 
Racine, urged adoption of his com- 
pany’s proposal docketed as No. 11943, to 
establish fifth class rates on buffing or 
polishing compounds, n.0o.i., from Racine 
to St. Louis, Cincinnati, Cleveland, 
Detroit and Indianapolis. Mr. Anderson 
said that his company shipped 15,000,- 
000 pounds to the points involved, in 
1948, that transportation charges were 
$87,000, and that there were only 23 
claims for a total of $480. 


Paper Trays 


Those attending the hearing received 
from Mr. Fenstermaker a demonstration 
of recently-introduced types of consumer 
food packaging, as the witness, speaking 
on behalf of No. 11858, urged that Tariff 
261-G be amended to add to the com- 
modities listed in items 1090-A, 1140 and 
1260, the following: “Trays, pulpboard, 
flat or folded flat, other than corru- 
gated.” 


“All I am trying to do is to establish 
the same basis of rates on trays as on 
pulpboard boxes,” he said. “The trays 
are rapidly supplanting the boxes. Each 
tray is really half a box.” 


Mr. Fenstermaker showed the com- 
mittee a number of samples of the new 
trays, used, he said, for packaging foods, 
vegetables and bakery goods. Twenty- 
one machines were recently set up in 
Chicago to handle the trays, he said. 
The food is placed in the shallow tray, 
and the whole wrapped in cellophane. 
The transportation characteristics of the 
trays were identical with the boxes, he 
said, adding that often the trays were 
heavier, and cheaper, than the boxes. 

The witness also showed the commit- 
tee a plain rectangular piece of pulp- 
board, scored at each end, which he said 
was recently introduced for the pre- 
packing of meat. Just in the past six 
months the movement on this item from 
Kalamazoo to Chicago had increased 
from almost nothing to 100,000 pounds a 
week, he said. 





Railroads Loaded 757,784 
Cars Week Ended April 9 


Loading of revenue freight the week 
ended April 9, 1949, totaled 757,784 cars, 
the Association of American Railroads 
announced. This was an increase of 74,- 
850 cars or eleven per cent above the 
corresponding week in 1948 when load- 
ings were reduced by the coal mining 
holiday, but a decrease of 55 cars or one- 
hundredth of one per cent below the 
corresponding week in 1947, when there 
was a partial stoppage of coal loading. 

Loading of revenue freight the week 
ended April 9, increased 32,161 cars or 
4.4 per cent above the preceding week, 
due principally to increased loading of 
coal and ore. 

Coal loading amounted to 157,536 cars, 
an increase of 104,407 cars above the cor- 
responding week in 1948, and an in- 
crease of 20,137 cars above the preceding 
week this year, said the A.A.R., and con- 
tinued: 


Miscellaneous freight loading totaled 341,- 
434 cars, a decrease of 35,114 cars below the 
corresponding week last year, and a decrease 








of 7,876 cars below the preceding week this 
e 


r. 

Loading of merchandise less than car!oag 
freight totaled 96,404 cars, a decrease of 
16,8 cars below the corresponding week 
last year, and a decrease of 354 cars below 
the preceding week this year. 

Grain and grain products loading totaled 
42,141 cars, an increase of 4,960 cars above 
the corresponding week in 1948, and an in. 
crease of 2,132 cars above the precedi 
week this year. In the Western Districts, 
grain and grain products loading for the 
week of April 9, totaled 25,717 cars, an 
increase of 870 cars above the same 1948 week 
and an increase of 1,304 cars above the 
preceding week this year. 

Livestock loading amounted to 8,569 cars, 
a decrease of 1,912 cars below the same week 
in 1948, but an increase of 308 cars above the 
previous week this year. In the Western Dis. 
tricts, loading of livestock for the week of 
April -9 totaled 6,282 cars, a decrease of 1,426 
cars below the same week in 1948, but an 
increase of 234 cars above the preceding 
week this year. 

Forest products loading totaled 35,836 cars, 
@ decrease of 6,665 cars below last year, but 
an increase of 1,723 cars above the previous 
week this year. 

Ore loading amounted to 60,932 cars, an 
increase of 20,608 cars above last year, and 
an increase of 14,996 cars above the previous 
week this year. 

Coke loading amounted to 14,932 cars, an 
increase of 5,406 cars above the same week 
last year, and an increase of 1,095 cars above 
the previous week this year. 

All districts reported increases compared 
with the corresponding week in 1948, except 
the Southwestern. All reported decreases 
compared with the same week in 1947, except 
the Pocahontas and Northwestern. 


Cumulative Loadings 
































































Four weeks of 1949 1948 1947 

January ... 2,843,619 3,136,602 3,315,992 
Four weeks of 

February .. 2,767,048 3,076,653 3,193,958 
Four weeks of 

March 2,618,974 2,951,726 3,320,355 
Week of 

April 2 725,623 660,631 715,159 
Week of 

April 9 .... 757,784 682,934 757,839 

Total .... 9,713,048 10,508,546 11,303,303 













Small Amount of Steel 
Allocated for New Rail 
Freight Cars for July 


A substantial revision of steel alloca- 
tions, made under the voluntary agree- 
ments program, has been announced by 
Secretary of Commerce Charles Sawyer. 

A total of 272,244 tons of steel products 
would be made available under the pro- 
gram in July, as compared with 442,415 
tons allocated for June deliveries, Secre- 
tary Sawyer said. 

“The revised allocations were recom- 
mended by the Office of Industry Coop- 
eration at a meeting of the Steel Prod- 
ucts Advisory Committee April 12 with 
































Secretary Sawyer and other government Be 
Officials,” the Commerce Department in 
stated. 8 
“The O.IL.C., in consultation with steel lar; 
producers and participating steel users, 
reviews all the voluntary plans each B 
month, and revises allocations in line en 
with current steel supply and demand.” equ 
Voluntary allocations for July, showing q 
almost a total elimination of steel for bra 
freight cars and reductions in allotments 
for oil tankers and for barges, included B 
the following for transport purposes, ac- eC 
cording to the Commerce Department hou 
announcement: d 
“Oil Tankers: The present allocation tior 
of 31,550 tons of steel products monthly 
for this plan will be reduced during Bee 
the third quarter to 26,000 tons monthly. 
“Freight Cars: Originally it had been thre 
recommended that the freight car pro- 
gram be suspended during the month 0 that 





July because of lack of car orders. How- 
ever, to provide for unforeseen consumer ; 
needs, a provisional quantity of 25,000 BYM ¢ 
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for BIGCER Value 


Because of the outstanding engineering, test- 
ing and manufacturing facilities of the world’s 
largest exclusive producer of commercial vehicles. 


Because of a nationwide network of specially 
equipped and expertly manned factory-operated 
branches and dealer service stations. 


Because of a new and extensive parts ware- 
housing program assuring fast, flexible distribu- 
tion of GMC parts to every section of the country. 


Because of products that are truck-built 
throughout . . . providing engines and chassis 
that are famous for long-life, low-cost operation. 


COACH DIVISION 


GENERAL 


GMCs are available in models and types, engines and 
wheelbases, chassis and equipment options to provide 
exactly the right truck for every highway transport need. 


MOTORS 


CORPORATION 



































































Sentinel 


Service 
ast FREIGHT a—— 


Siding-to-Siding Dependability 
—that dream of shipping men—is here! Manu- 
facturers, long accustomed to “sweating it 
out” on the anxious seat, are happy, for now 
—thanks to B&O’s Sentinel Service—they can 
schedule unloading and processing and feel 
sure that carloads will be at their sidings 
on schedule. 


ROCHESTER 
OLTROIT GuFFALO 
2 


© POTOMAC YARD 





O PORTSMOUTH 
LOUISVILLE 
CHARLESTOM 
HUNTINGTON 


BALTIMORE & 


puts your catloads on the spot 


and keeps you of f! 





How about cut-outs? Sentinel Service 
takes care of these, too! Through its Automatic 
Records feature, both consignee and consignor 
are immediately notified when cars are cut out 
and reforwarded. Such occurrences need no 
longer put production men on an uncomfort- 
able spot. 


Look into Sentinel Service—at once; your 
plant can profit through it. And, because it is 
automatically applied to carloads between 
Sentinel gateways and destinations, Sentinel 
Service can also benefit off-line shippers. Ask 
our man! 


Write, phone, or call in the B&O Freight Represent- 
ative nearest you; or write Freight Traffic Manager 
(Sales and Service), Baltimore & Ohio Railroad, 
Baltimore 1, Md. 


OHIO RAILROAD 


Constantly doing things—better! 
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ons of steel products will be made 
pvailadle for July. 

“Freight-Carrying Barges: Allocations 
or this plan for the month of July will 
he reduced from the present rate of 
1,202 tons monthly to 10,000 tons. Need 
or continuation of this plan beyond 
july will be reviewed next month. 

“Federal Aeronautical Agencies: A 
emporary increase from the present 614 
on monthly steel allocation rate to 1,000 
ons for the month of July is being made 
n this plan. Requirements for the plan 
n subsequent periods will be based on 
monthly O.I.C. reviews.” 

Allocation of 11,729 tons for merchant 
vessels for June remains unchanged for 


uly. 


aritime Commission Puts 
Approval Stamp on Design 
or Future Merchant Ship 


In a decision it described as one of the 
ost important on the subject of Amer- 
can shipbuilding taken since the war- 
ime construction of Liberty and Victory 
ships, the Maritime Commission gave its 
approval late April 13 to the design of a 
prototype merchant vessel which, it said, 
would be the basic model for large scale 
shipbuilding in any future national emer- 
bency. 

“The new design will influence the 
uture composition of the American 
erchant fleet from a competitive point 
pf view,” the commission said. 

It indicated that invitations for bids 
bn the vessel were expected to be issued 

n two or three weeks. Its announce- 
ment continued as follows: 

“The ship will be built wholly as a 

aritime Commission project, for which 
approval by the President, as required 
by the merchant marine act of 1936, was 

bbtained by ‘Vice Admiral William W. 
Smith, commission chairman, last Au- 
bust. Its cost will be charged to a 
5,000,000 allocation of contract authority 
piven the commission by Congress in the 
1949 independent offices appropriation 
act. ° 

“The prototype merchant vessel will be 
BR successor to the Maritime Commis- 
sion’s C-type designs which were in- 
ended to provide the backbone of the 
American cargo fleet but could not be 
produced in sufficient numbers during the 
war because of a shortage of steam tiur- 
bine gears. To meet the wartime ton- 
age requirements the Commission was 
bliged instead to build the Liberty ship, 
propelled by the old-fashioned ‘up and 
iown’ steam engine, and later the Vic- 
ory ship. 

“Plans for the vessel avoid as far as 
possible the use of so-called critical 
aterials, which might be in short sup- 
ply in time of emergency. 

“In approving plans for the prototype 
hip the commission chose the geared 
steam turbine for propulsion after thor- 
bughly considering other types of en- 












pines. (5 was agreed that Diesel units, 
Which ‘vere a principal contender, would 
Probab!» require too much engine room 
pace ad thus cut down the deadweight 
onnag- or cargo-carrying capacity of 
he vessel. Diesels were not entirely 
wed ov, however, and the Commission 
ill con'inue its studies of this type of 
Propuls’n machinery, 

“Befo:: giving its approval to the basic 
lan developed by its Bureau of Engi- 
ering, the commission also reviewed 


the comments of 11 steamship companies 
to whom the design had been submitted. 
Their recommendations on 56 separate 
elements of the design were tabulated 
and considered in detail. The commis- 
sion indicated that additional sugges- 
tions from both within and outside the 
government will be welcomed as the de- 
tailed plans for the vessel are developed. 
The new design, it was said, will embody 
recent advances in ship design as well as 
‘tried and true’ features found commer- 
cially valuable by experienced ship op- 
erators. 

“The preliminary design calls for a 
vessel 477 feet 6 inches long overall, with 
a beam of 66 feet. Normal shaft horse- 
power will be 12,500 giving the ship a 
sustained speed of 18.5 knots. Her dead- 
weight tonnage, indicating the cargo 
capacity, will be 10,500, which is com- 
parable to the Liberty and Victory. The 
ship will have five holds with single 
hatches instead of the twin hatches 
originally contemplated by the commis- 
sion as a new feature in cargo vessel 
design. It was found that twin hatches 
would not allow sufficient clear deck 
space for deck loads of cargo in wartime. 
Details such as crew’s quarters and 
specific national defense features which 
might be desired by the Navy will be 
worked out later. 

“The President has also given permis- 
sion for the Maritime Commission to 
design prototype combined merchant and 
naval auxiliary vessel, on which the com- 
mission will receive recommendations 
from its Bureau of Engineering later.” 





Revision of Conditions in 
Southern Pacific Transport 


Certificates Recommended 


Changes in outstanding certificates of 
Southern Pacific Transport Co., sub- 
sidiary of the Southern Pacific Co., to 
remove a restriction that made it uncer- 
tain whether or not the carrier might 
handle freight forwarder and ex-pool 
car shipments when such traffic could 
not meet the requirement that it be 
traveling on a through bill of lading, 
have been proposed by a Commission 
examiner. 

In MC-30319, Southern Pacific Trans- 
port Co. Common Carrier Application. 
embracing 11 sub-numbered proceedings. 
Examiner Allan F. Borroughs has rec- 
ommended that condition No. 3 in the 
outstanding certificates be revised to 
read: 

“Shipments transported by applicant 
shall be limited to those which have had 
or will have in addition to movement by 
applicant a prior or subsequent move- 
ment by rail or water.” 

The examiner also proposed that the 
so-called “key point” condition, No. 4, 
read as follows: : 

“No shipment shall be transported by 
applicant between any of the following 
points, or through, or to, or from, more 
than one of said points: Dallas, Austin, 
Hearne, Houston, San Antonio, Galves- 
ton, Beaumont, Port Arthur, Orange and 
Corpus Christi, Tex.” 

In addition to the title case, the ap- 
plications embraced in the proposed re- 
port were MC-30319, Subs. 1, 2; 3, 4, 5, 
7, 10, 13, 16, 17, and 20. 

The examiner observed that. the vari- 
ous authorities were granted pursuant to 
individual applications filed over a pe- 
riod of years, each application or pur- 


chase covering a segment of applicant’s 
present system of routes. At the fime 
the authorities were granted, he said, 
the individual segments were not con- 
sidered as part of an overall scheme of 
establishing a connecting system of 
routes and the Commission attached to 
each authority only those conditions 
deemed at the time necessary to re- 
strict operations to a service auxiliary to 
or supplemental of rail service. The lack 
of uniformity in the conditions had 
resulted in past uncertainty on the ap- 
plicant’s part as to the scope of its au- 
thorized operations, particularly as to 
the “through billing” restriction in con- 
dition 3, the examiner added. 


He continued by saying that, under 
the existing restrictions, the applicant 
was presently authorized in certain in- 
stances to conduct a service not limited 
to an auxiliary or supplementary rail- 
road service and might operate in direct 
competition with existing motor common 
carrier services. The examiner said the 
Commission had repeatedly found that, 
except in very special circumstances, 
railroads could not consistently with the 
public interest and the national trans- 
portation policy be permitted to engage 
in such operations. 


The examiner said the points named 
in condition 4 as key points should be 
included in view of the condition 3 refer- 
ence to prior or subsequent movements 
by water. As to 13 additional key points 
requested by intervening motor carriers, 
the examiner said they were primarily 
transfer points for handling less-carload 
freight, not important origins or des- 
tinations receiving or forwarding any 
substantial amount of shipments. Mer- 
chandise traffic originating or terminat- 
ing at those points, he said, was insuf- 
ficient to sustain the operation of a daily 
merchandise car, adding that such points 
should not be named as key points. 

“Applicant also holds to the view that 
it should have some assurance that re- 
strictions attached to certificates pur- 
chased by it which were not present at 
the time of acquisition will be removed 
if and when such certificates are later 
sold so that applicant’s investment there- 
in may be protected,” the examiner said. 
“In this connection it appears that the 
retention or removal of the conditions 
described is a question for the Commis- 
sion’s future determination when trans- 
fer of the certificates to which they are 
attached is before it in a section 5 pro- 
ceeding and the issue is not properly 
present in this proceeding.” 

The other conditions, requiring the 
service to be auxiliary to that of the 
Texas & New Orleans Railroad Co.; that 
the applicant not render any service at 
any point not a station on the line of 
that railroad except Coldspring, Tex.; 
that all contractual arrangements be- 
tween applicant and the railroad shall be 
reported to the Commission and be sub- 
ject to revision, and the general condi- 
tion reserving the right to the Commis- 
sion to make further specific conditions 
if necessary to maintain the auxiliary 
nature of the service, were not objected 
to by the applicant, the examiner said. 





M.C. Chairman Appointment 


Asked whether Vice Admiral W. W. 
Smith (U.S. Navy, retired) would be re- 
appointed as chairman of the Maritime 
Commission, President Truman, in his 
press conference on April 14, said that 
he had the matter under consideration. 
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A.T.A. Advises Truck 


Lines on Overcharge Claims 


Truck operators have been advised 
py the American Trucking Associations, 
Inc., that they should not accept over- 
charge claims submitted by independent 
auditors supposedly under contract to 
the War Assets Administration. 


E. F. MacMillan, chief of the govern- 
ment traffic section of A.T.A., said that 
the W.A.A. office in Washington “is the 
only W.A.A. office in the United States 
authorized to process and file transporta- 
tion claims with carriers.” 

“Information received from the War 
Assets Administration indicates that it 
has been receiving from some carriers 
payments on claims filed with carriers 
by an independent freight bill auditor,” 
said he, adding that organization had 
no authority to file claims on behalf of 
W.A.A. The concern had already been 
instructed to discontinue all action on 
claims involving the Administration, af- 
ter it had previously tried, without suc- 
cess, to obtain such authority, said he. 

“Upon direct request of the War As- 
sets Administration, motor carriers are 
urged to take no action on claims filed 
with them by any freight auditors, on 
shipments moving on government bills 
of lading, with charges payable to the 
W.A.A., other than to refer the matter 
to the Washington office of the W.A.A. 
for handling,” Mr. MacMillan declared. 

“The government traffic section of 
AT.A. has been informed that commer- 
cial auditors had taken on contracts to 
audit freight bills for an industry agent 
of the W.A.A. where transportation 
charges were paid by the agent on ship- 
ments covered by commercial bills of 
lading. Such contracts are private trans- 
— over which the W.A.A. has no 
control.” 













A.A.R. Freight Station 


Section to Meet in Chicago 


The freight station section, Associa- 
tion of American Railroads, will hold its 
annual meeting in the Congress Hotel, 
Chicago, May 25-27, W. E. Todd, of Chi- 
Cago, secretary, announces. Among the 
Standing committees to report are the 
following: Station traffic, loss and dam- 
age, station and terminal operation, and 
Station office operation. Mr. Todd said 
a large attendance of freight agents, 
Supervisory officers and others interested 


In freight station matters was antic- 
pated. 






















entral Western Board 


_ The annual meeting of the Central 
estern Shippers Advisory board will be 
d at the Ben Lomond Hotel, Ogden, 
tah, June 6 and 7. Committee meetings 
ua special events will take place on 
ume 6, and the general meeting and 
UNcheon is scheduled for June 7. 















U.S. Chamber Committee Proposes Steps 
To Fortify Transport System of Nation 


Need for ‘Just Compensation’ for Carriers, Transport Tax Repeal, 


Single Regulatory Agency Asserted in Report on Transportation 


Policy, Prepared for Consideration by U. S. C. of C. Members. 


In furtherance of its position that “now 
is the time to concentrate on ways and 
means to strengthen the transportation 
plant of the nation,” the transportation 
and communication department commit- 
tee of the Chamber of Commerce of the 
United States, in a report setting forth 
its national transportation policy recom- 
mendations to members of the National 
Chamber, has advocated the placing of 
greater emphasis on the “just compen- 
sation” principle set forth in section 15a 
and similar sections of other parts of the 
interstate commerce act, by its inclu- 
sion in the national transportation policy 
declaration “by congressional mandate.” 


The report also contained recommen- 
dations of the Chamber committee with 
respect to rate-making principles, car- 
rier agreements, below-cost rates, effi- 
ciency of regulatory agencies, establish- 
ment of a single regulatory body, com- 
mon ownership of transport facilities, 
federal aid, interference with manage- 
ment, taxes, and state barriers. 

Evans A. Nash, president of the Yel- 
low Transit Co., Oklahoma City, Okla., 
chairman of the committee which pre- 
pared the report, said that the activities 
of the committee would be climaxed on 
May 4 when the transportation confer- 
ence of the Chamber’s annual meeting 
would be held (see Traffic World, April 
2, p. 16). 


Growing Importance of Transport 


“To assure good service at reasonable 
cost,” the national Chamber’s transpor- 
tation committee said in the opening 
paragraph of its report, “government and 
business jointly must strive to maintain 
and further develop an efficient and dy- 
namic intercity transportation system— 
rail, highway, air and water—for moving 
mail, raw material, goods, men and ma- 
chines. Furthermore, it must be fully 
appreciated by all groups and individuals 
that the transportation system assumes 
greater and greater importance ‘to the 
national economy and security as the 
country continues to grow and develop. 


After observing that every citizen had 
a stake in the transportation system and 
that its users would continually demand 
that the system and the function it per- 
formed be constantly improved, the com- 
mittee said: 

“To meet these user demands in the 
face of constant changes in business con- 
ditions, growing government regulations 
and diminishing financial returns con- 
stitutes the major problem confronting 
the transvortation industry today. 

“Supplementing a full recognition of 


these demands is a growing apprecia- 
tion by the transportation authorities 
that only during peace can an efficient 
system be developed that will promote 
a maximum of service and efficiency in 
its operation should a national emer- 
gency arise. Therefore, now is the time 
to concentrate on ways and means to 
strengthen the transportation plant of 
the nation... 

“Public interest dictates that the car- 
riers be given a healthy business atmos- 
phere in which to operate—one that is 
not burdened with excessive and dupli- 
cating taxes and other adverse features 
that discourage traffic, such as the con- 
tinued use of the wartime imposed ex- 
cises. 


Would Abolish Federal Barge Line 


“This interest also requires that com- 
petition be maintained between the va- 
rious forms of transportation on a fair 
basis. . . . The carriers should be ‘made 
free from unwarranted government com- 
petition in the transportation field 
through the liquidation of such agencies 
as the Federal Barge Lines and the 
Panama Railroad Steamship Company, 
and an adjustment of United States par- 
cel post rates so as to make that service 
self-supporting.” 

The committee said it believed all forms 
of transportation should be regulated 
“only to the degree clearly required by 
the public interest.” 

In discussion of its contentions for the 
“just compensation principle” as applied 
to carriers, the committee said that wage 
increases had been granted without 
prompt necessary rate increases, making 
it “impossible for the carriers to keep 
pace with sharp increases in operating 
costs, of which labor is the largest single 
item;” that just compensation was 
needed to provide for modernization and 
expansion of transport facilities and to 
attract new capital; that a study recently 
made by an I.C.C. representative had 
shown that only 1 per cent of the new 
money put into the railroads since World 
War I had come from new stock issues, 
and that an important step toward re- 
lieving financial distress of the carriers 
would be for Congress to amend the na- 
tional .transportation policy “so as to 
recognize more clearly the financial 
needs of the carriers.” It was the com- 
mittee’s position that the national 
transportation policy declaration in the 
transportation act of 1940 was commend- 
able as far as it went, but that it lacked 
“definite and specific reference to carrier 
financial needs.” The committee averred 
that there should be included in the 
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policy declaration the principle stated in 
section 15a(2) of the act, that the Com- 
mission, in the prescription of just and 
reasonable rates, should give due con- 
sideration to, among other things, “the 
need of revenues sufficient to enable the 
carriers, under honest, economical and 
efficient management, to provide such 
service.” 
‘Mandate’ for I.C.C. 


“Because the principle is not emphas- 
ized by inclusion in the policy declara- 
tion,” said the committee, “it apparently 
has not been afforded the dignity and 
eminence to which it is entitled. . .. It 
is believed that embodiment of the prin- 
ciple in the policy statement would con- 
stitute a mandate to the Commission 
and a_ guide to other government 
agencies. .. .” 

The committee summed up its recom- 
mendation on this point as follows: 

“The substance of the ‘just compensa- 
tion’ principle set forth in section l5a 
and similar sections in other parts of 
the interstate commerce act, which 
directs that there be allowed revenues 
sufficient to enable the carriers, under 
honest, efficient and economical manage- 
ment, to provide the service needed by 
the public should be specifically made a 
part of the national transportation policy 
by congressional mandate and recognized 
by other governmental agencies dealing 
therewith and no other act should be 
administered or interpreted to impair 
this national transportation policy.” 

Other recommendations by the com- 
mittee, set forth in the report after some 
discussion of the subject matter of each, 
were the following: 


Rates and Rate-Making 

On rate-making responsibilities of reg- 
ulatory agencies: 

“Regulatory agencies should continue 
to be given full latitude to discharge 
their rate-making responsibilities in the 
light of all the facts before them, gov- 
erned only by broad principles set forth 
in the statutes, and Congress should re- 
frain from legislating rates, rate bases 
or restrictive rate-making principles.” 

On carrier agreements: 

“The welfare of transportation com- 
panies and of the shipping and traveling 
public calls for the continuation of the 
existing law which permits carriers to 
enter into carrier agreements as to rates, 
subject to safeguards imposed by the 
regulatory body.” 

On below-cost rates: 

“To the extent that below-cost rates 
on competitive traffic or services un- 
reasonably injure competing carriers or 
stifle competition, regulatory agencies 
should prohibit their establishment or 
maintenance as contrary to good busi- 
ness principles and the public interest.” 


Regulation of Carriers 

On efficiency of regulatory agencies: 

“Federal regulatory agencies having 
jurisdiction over transportation should 
use every effort to separate their judicial 
and administrative functions and dele- 
gate details to commissioners, members 
or staff; and through provision for ap- 
propriate salaries and retirement com- 
pensation, every effort should be made 
to attract commissioners, members and 
staff of the highest qualifications.” (In 
discussion of this subject, the committee 
recommended selection of a permanent 


chairman for the I.C.C. and appointment 
by the I.C.C. of an administrator to 
whom it would delegate its power to 
handle “the locomotive inspection stat- 
utes, safety regulations and many other 
similar matters.”’) 

On establishment of a single reg- 
ulatory body: 

“Regulation of all interstate and in- 
ternational transportation for hire ulti- 
mately should be vested in a single reg- 
ulatory body; for a further reasonably 
limited development period air trans- 
port, domestic and international, should 
be under separate regulation; a similar 
temporary exception should be made 
with respect to international ocean 
transportation; and all such regulatory 
bodies, permanent or temporary, should 
report direct to Congress.” 


Common Ownership of Carriers 

On common ownership of transporta- 
tion facilities: 

“Congress should take any necessary 
action to permit operators of one form 
of transportation service to operate 
other forms within reasonable territorial 
limits upon making an adequate showing 
to the appropriate regulatory authorities 
that it would be in the public interest 
and would not unduly restrain competi- 
tion; and operators of different forms 
of transportation, under proper safe- 
guards in the public interest, should be 
encouraged to coordinate their services 
through contractual arrangements.” 

(The committee report showed that 
two committee members—Croil Hunter, 
president of Northwest Airlines, Inc., and 
C. R. Smith, president of American Air- 
lines, Inc., voted in the negative on the 
recommendation as to a single regulatory 
body; that Professor George Pierce 
Baker, of Harvard University, a member 
of the committee, did not vote on that 
recommendation; that Mr. Hunter and 
A. C. Scott, president of the George F. 
Alger Co., Detroit, Mich., voted “no” on 
the recommendation as to common 
ownership of transport facilities, and 
that Mr. Smith wrote a minority report 
on that recommendation, taking the po- 
sition that “present congressional policy 
goes as far in authorizing common owner- 
ship as the public interest in transporta- 
tion permits.”) 

On federal aid: 

“Government aid to any form of do- 
mestic transportation should be limited 
to a reasonable developmental period and 
gradually be withdrawn as the industry 
becomes established.” (The report bore 
a notation that Professor Baker proposed 
qualification of this recommendation by 
inserting the following opening clause, 
“Where national defense requirements 


are not paramount... .”) 
On interference of government with 
management: 


“T egislation, federal or state, interfer- 
ing with the proper functions of manage- 
ment with respect to limitation of lengths 
of trains, so-called full crews, establish- 
ment of a six-hour basic work day in 
transportation or otherwise is not war- 
ranted by any economic or safety consid- 
eration. Proposals of this character 
should be opposed and any existing laws 
in several states containing such provi- 
sions should be repealed.” 


Taxation and Transport 
On taxes on transportation of persons 
and of freight: 
“Excise taxes on the transportation 
of persons and property, imposed as a 
wartime revenue measure and to prevent 
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unnecessary use of overburdened wartime 
facilities, should be repealed since the 
pyramid during the movement of goods 
from producer to consumer, unduly in- 
creasing prices to consumers; discrimi- 
nate against producers located greater 
distances from common markets; create 
special burdens on public carriers com- 
peting with carriers not so taxed; dis- 
courage passenger travel to the financial 
detriment of the carriers; and tend to 
operate as a sales tax on essential serv- 
ice.” 

On multiple taxation: 

“The combined burden of federal, state 
and local taxation warrants renewed ef- 
forts to accomplish effective coordina- 
tion and simplification of federal-state 
and interstate tax relationships. Dupli- 
cate and multiple taxation should be 
eliminated wherever practicable.” 

On state barriers to interstate com- 
merce: 

“State or local regulations not essen- 
tial to the safeguarding of life or prop- 
erty should not be permitted to inter- 
fere with or burden interstate trans- 
portation.” (The report bore a nota- 
tion that Mr. Smith, of American Air- 
lines, favored inclusion in this recom- 
mendation of a statement advocating ex- 
clusive federal regulation of common and 
contract carriers by air, while Fred G. 
Gurley, president of the Santa Fe, a 
member of the C. of C. committee, be- 
lieved the recommendation should clearly 
indicate approval of state regulation de- 
signed to protect the highways by inser- 
tion, after the word “property” in the 
recommendation, of the words, “includ- 
ing public highways.”’) 

Membership of Committee 


Members of the C. of C. transporta- 
tion and communication department 
committee, in addition to those hereto- 
fore named are: R.A.L. Bogan, execu- 
tive vice president The Greyhound Cor- 
poration, Chicago; LeRoy R. Burnham, 
president, Burnham’s Van Service, Co- 
lumbus, Ga.; Edward Clemens, Missis- 
sippi Valley Barge Line Co., St. Louis; 
W. Lee Cotter, president, Cotter City 
View Storage Co., Akron, O.; C. McD. 
Davis, president, Atlantic Coast Line 
Railroad Co., Wilmington, N. C.; C. §. 
Decker, general traffic manager, The 
Borden Co., New York City; Edward 
P. Farley, chairman of the_ board, 
American-Hawaiian Steamship Co., New 
York City; Joseph Garside, president and 
general manager, E. W. Wiggins Air- 
ways, Inc., Norwood, Mass.; Powell C. 
Groner, president, Kansas City (Mo.) 
Public Service Co.; W. Homer Hartz, 
Chicago; L. O. Head, president, Rail- 
way Express Co.; William C. Henry, 
president and general manager, North- 
ern Ohio Telephone Co., Bellevue, 0O.; 
John B. Keeler, manager, traffic and 
transportation department, Koppers Co. 
Inc., Pittsburgh; K. M. Kennell, vice 
president, Shaffer Terminals, Inc, 
Tacoma, Wash.; Keith S. McHugh, vice 
president, American Telephone and 
Telegraph Co., New York City; Thomp- 
son H. Mitchell, executive vice president, 
RCA Communications, Inc., New York 
City; L. D. Parmelee, president, Atlantic 
Gulf & West Indies Steamship Line, 
New York City; George H. Shafer, 
general traffic manager, Weyerhaeusé 
Sales Co., St. Paul, Minn.; R. L. Simp- 
son, president, C. T. Patterson Co, Ine. 
New Orleans; Francis J Trecker, presi 
dent, Kearney & Trecker Corporation, 
Milwaukee, and R. E. Woodruff, presi 
dent, Erie Railroad Co., Cleveland, 0. 

Ex officio members of the committee 
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are Joseph W. Evans, of Evans & Co., 
Houston, Tex., and Laurence F. Lee, 
president, Peninsular Life Insurance Co., 
Jacksonville, Fla. Harold F. Hammond, 
manager of the national Chamber’s 
transportation, and communication de- 
partment, is secretary of the commit- 
tee. 





Refrigerated Warehousing 
Industry Leaders Oppose 


‘Government Competition’ 


Fears that government competition 
with private business in the refrigerated 
warehousing field might be expanded if 
Congress enacted and the President 
signed legislation now pending in the 
House (H.R. 2682), to amend the Com- 
modity Credit Corporation federal char- 
ter act relative to the acquisition of stor- 
age facilities, were expressed by Arthur 
N. Otis, of New York City, president of 
the National Association of Refrigerated 
Warehouses, in a press conference he 
held at the Statler hotel, in Washington, 
D. C., shortly after his arrival in Wash- 
ington to attend a meeting of a frozen 
foods industry committee meeting. 


Mr. Otis observed that H.R. 2682, as 
reported by the House banking and cur- 
rency committee, had been amended to 
provide that the C.C.C. should not utilize 
the authority contained in the bill with 
respect to acquisition of storage fa- 
cilities “in order to provide storage fa- 
cilities for any commodity unless the 
corporation determines that existing 
privately owned storage facilities for such 
commodity in the area concerned are not 
adequate.” He said that, although the 
legislation embodied in H.R. 2682 was 
designed originally to give the C.C.C. 
authority with respect to grain storage, 
the bill ‘as reported was broad enough 
to cover storage of any commodity. 


His association, Mr. Otis indicated, 
was not satisfied with testimony present- 
ed by Secretary of Agriculture Brannan 
at a joint meeting of the House and Sen- 
ate agriculture committees, April 7, to 
the effect that the Department of Agri- 
culture did not intend to go into compe- 
tition with private industry but wanted 
to serve the interests of all the people. 
Mr. Otis said that public cold storage 
warehouses in New England were now 
only about 40 per cent occupied, though 
occupancy of at least 50 per cent of 
their space was necessary to make their 
operation profitable, but that, despite 
this situation, the Agriculture Depart- 
Ment was continuing to operate, in com- 
petition with privately-owned ware- 
houses, in Bronx, N.Y., and at Atchison 
Cave, near Atchison, Kan., cold storage 
facilities which had been leased by the 
government in World War II. He refer- 
ted to a tabulation issued by the De- 
partment of Agriculture showing that on 
March 1, 1949, the percentages of 
“cooler” space and “freezer” space occu- 
pied in New England cold storage ware- 
houses were 35 per cent and 70 per cent, 
respectively. 

Mr. Otis reported that there were at 
Present over 700 general refrigerated 
Warehouses in the United States, not 
Mcluding more than 1,000 private cold 
Storage plants operated by packers, 
Processors and others for their own 
Products or the warehouses that stored 
only one type of commodity. He added 
that over $350 million had been invested 


in the industry; that replacement of the 
industry’s plants and equipment at 
present-day prices would cost about $1 
billion, and that the cost of building a 
refrigerated warehouse to care for 10,- 
000,000 nounds of perishables (1,000,000 
cubic feet of space) would be from $1,- 
000,000 to $1,500,000. 


“Refrigerated warehouses which store 
the world’s perishable food supply from 
a season of flush production through the 
season of scarcity are at the focal’ point 
in the distribution picture,” Mr. Otis 
said. 


He stated that warehousemen were 
constantly giving closer attention to the 
job of moving tremendous quantities of 
food “from farm to table,” and that, in 
addition to storing the foods, warehouse- 
men rendered many other distribution 





21 


| TRANSPORTATION WEEK 


services such as quick freezing, distribut- 
ing pool cars, packing, and sorting. 

“Refrigerated warehouses have. in- 
vested, and are investing, substantial ad- 
ditional sums of money in machinery for 
handling in unit loads on pallets to cut 
down, or at least prevent further in- 
creases in, handling costs at the stop-off 
point between producer and consumer.” 

Mr. Otis, in addition to being presi- 
dent of the N.A.R.W., is vice president of 
The Refrigeration Research Foundation, 
president of the Merchants Refrigerat- 
ing Co., of New York City, director of 
the American Institute of Refrigeration, 
and food service consultant to the De- 
partment of the Army. 





Emergency Board, in Report on Diesel 


Case, Finds Against 


Group Appointed by President to 


Engineers’ Claims 


Investigate Dispute Between 


Railroads and Brotherhood of Locomotive Engineers Holds That 
Additional Engineers on Diesel-Electrics Are Unnecessary. 


In a 142-page typewritten report they 
submitted to President Truman the 
morning of April 11, the members of the 
emergency board appointed by him to 
investigate the dispute between the rail- 
roads and the Brotherhood of Locomo- 
tive Engineers over the demand of the 
brotherhood for employment of an ad- 
ditional or second engineer on certain 
specified types of Diesel-electric loco- 
motives recommended against the grant- 
ing of the demand of the B. of L. E. and 
found insufficient support for any of 
the contentions of the brotherhood. 


Members of the emergency board 
were: George W. Taylor, professor of 
industry at the University of Pennsyl- 
vania and former chairman of the Na- 
tional War Labor Board, chairman; 
George E. Osborne, professor of law at 
Leland Stanford University, and Grady 
Lewis, attorney, of Washington, D.C. 


A White House announcement of the 
filing of the emergency board’s report 
with the President contained the state- 
ment that the members of the board had 
heretofore been appointed by the Presi- 
dent as members of a like board to hear 
the claims of the Brotherhood of Loco- 
motive Firemen and Enginemen to ad- 
ditional manpower on Diesel locomotives 
and that its hearings on the B. of L. F. 
& E. claims were scheduled to begin 
June 27 in New York City. 


Summary of Union’s Demand 


It was stated in the White House 
“press release” that the claim of the 
B. of L. E. to an additional engineer was 
“pased generally on the grounds that 
the work required in the engine rooms 
of Diesel locomotives while en route is 
traditional work belonging to the en- 
gineers’ craft, growing out of the re- 
sponsibility of the engineer for the loco- 
motive ‘from draw bar to draw bar’ 
while the train is under way.” 


“They claim,” the White House said, 
“that by reason of the engine room be- 
ing in a separate compartment or car 
it is impossible for one man to discharge 
the duties imposed upon engineers by 


the railroads, since they could not oper- 
ate the engine and given personal su- 
pervision to engine room machinery in 
the other car at the same time. 


“The board found all contentions 
against the engineers... .” 


In the concluding section of its re- 
port, the board said it found there was 
“no merit in the engineers’ contention 
for the emvloyment of an additional, 
full-time assistant engineer in the 
engine room of Diesel-electric locomo- 
tives on the ground that a significant 
contribution to safe and efficient opera- 
tion would thereby be made:” 


The board said that, by “unanimous 
judgment” of its members, the facts 
were conclusive against the claim under 
investigation. 


Preservation of Engineer Craft Rights 


With respect to a B. of L. E. contention 
that employment of an additional engi- 
neer in the engine room of Diesel-elec- 
trics was necessary to preserve the tra- 
ditional craft rights of engineers, the 
board said it was “quite impossible” to 
reach such a conclusion “on any reason- 
able or logical grounds.” 

“There is no foundation in fact,” it 
said, “for the organization claim that 
either the actual performance. or the 
continual, personal supervision of all 
engine room work en route should be 
classified as a craft right flowing from 
the work engineers have traditionally 
performed and from the responsibilities 
which are imposed upon engineers by 
the carriers. The general responsibility 
of the engineer for the locomotive from 
draw bar to draw bar, while the train is 
en route, and his responsibility to in- 
struct and to supervise the fireman 
(helper), cannot on any sound basis be 
interpreted as requiring the employ- 
ment of an additional engineer on a full- 
time basis, solely and exclusively re- 
sponsible for the engine room, primarily 
for the purpose of overseeing the work 
performed there by others. Such a defi- 
nition of ‘responsibility’ finds no sup- 
port in operating rules or established 
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practices and is, in addition neither 
reasonable nor practical. 

“The board finds, moreover, that the 
craft right claimed by the B.L.E. in this 
proceeding has not been vigorously and 
uninterruptedly insisted upon by the en- 
gineers as their organization has con- 
tended before us. The facts are over- 
whelmingly to the contrary. The right 
of engineers either to perform engine 
room work or to supervise such work by 
continuous personal observation was not 
even suggested by the organization in 
the various early negotiations with re- 
spect to manning Diesel-eiectric locomo- 
tives. Nor was any right of the engineers 
actually to perform engine room’ work 
recognized in the early agreements made 
tc deal with the Diesel question. But 
the right of the fireman to give unsuper- 
vised attention to engine room machin- 
ery while the locomotive is enroute was 
specifically included in the B.L.F.&E. 
agreements with the acquiescence of the 
B.L.E. 


Claim ‘Bargained Away’ in 1943 


“Any claim of the engineers for an 
additional engineer in the engine rooms 
of Diesel-electrics was, moreover, con- 
clusively and affirmatively bargained 
away by them in the negotiations in 
which che current schedules were formu- 
lated. These negotiations were held fol- 
lowing the issuance of the report and 
recommendations of the 1943 Diesel 
board which recommended against the 
engineers’ contention on a claim which 
was substantially the same as that pur- 
sued by the engineers before this board. 
There is not the shadow of a doubt about 
the facts that, in the 1943 and 1944 
agreements, the B.L.E. bargained away 
any claim for an assistant engineer to 
perform or to supervise work in the en- 
gine rooms, and that they intended to 
do so when they entered into these 


agreements.” 

Under the railway labor act, the par- 
ties to the dispute had 30 days within 
which to accept or reject the recom- 
mendations of the board, the White 
House said in its “press release.” 

The board said it was “entirely proper 
to emphasize the relation” of its recom- 
mendation to “the collective bargaining 
process,” and added that “the recom- 
mendation of the emergency board should 
flow from the facts available to it even 
though that results, as it does in this 
instance, in a recommendation against 
the claim of the moving party.” 

Consideration of ‘Equities’ 

“This board believes,” it continued, “‘it 
would be highly improper to recommend 
rights for one party, wholly unsupported 
by the facts, solely on an assumption that 
demands will be adamantly pursued at 
any event. Nor do we believe that such a 
proposition was intended by the B.L.E. 
to be a part of its ‘final statement of 
principle.’ On the contrary, we believe 
that the ‘final statement of principle’ 
was set forth by the B.L.E. in relation 
to its conviction that there were equities 
shown by. its presentation that should be 
given proper weight in the board recom- 
mendations.” 

Elsewhere in the report the board said 
that, in the absence of an equitable claim 
by the engineers to the employment of 
an additional engineer on Diesels, “we 
believe it would be not only contrary to 


our duty but also destructive of genuine 
collective bargaining to recommend a 
‘compromise settlement.’ ” 

“The effectiveness of collective bar- 
gaining and of the disputes settlement 
machinery of the railway labor act,” it 
said, “depends upon results that are pro- 
tective of the equities and of the funda- 
mental interests of both the organizations 
and the carriers.” 


Rapid Postwar Recovery of 
Western Europe Transport 
System Cited by E.C.A. 


Recovery of Western Europe’s trans- 
portation system has been so rapid it 
will cost the Marshall Plan less money 
next year, according to the Economic 
Cooperation Administration. 

Tentative figures submitted by the 
Marshall Plan nations indicated that 
dollar requirements for procurement of 
transportation equipment in the 1949-50 
fiscal year would be less than the $140,- 
000,000 authorized so far in the first year 
of the European recovery program, said 
the E.C.A., adding, however, that those 
countries actually would be receiving 
more transportation equipment than 
they did last year, “because the bulk of 
what was contracted for in 1948” still 
remained to be shipped. Continuing, 
E.C.A. said: 

“Plans call for the expansion of West- 
ern Europe’s truck fleet by 1,000,000 
trucks between now and 1952. It is ex- 
pected that in the coming fiscal year 
alone, more than $40,000,000 will be ear- 
marked for this program. 

“With the aid of E.R.P. machinery and 
raw materials, the present burden on 
Western Europe’s railroads will be eased 
by the production of additional rolling 
stock and the repair of tracks and rails. 

“An intensive repair program also is 
under way for inland water transport 
which suffered heavily by the loss of 
war-damaged tugs, barges and other 
craft. 

“As a whole, E.C.A. regards the post- 
war recovery of Western Europe’s trans- 
portation system as exceptionally rapid. 
The Netherlands, for example, has more 
trucks today than in 1938—about 34,000 
as compared to the pre-war figure of 
28,000. In 1945, The Netherlands had 
7,000 trucks with which to carry on the 
road traffic essential to its economic 
recovery. 

“France also has more trucks now 
than before the war, largely as a result 
of its own production which last year 
more than doubled that of 1938. During 
1947, France turned out 71,100 trucks 
and, due to an increased steel alloca- 
tion, boosted that figure to 177,346 in 
1948. 

“Although the increase in Western 
Europe’s truck fleet looks good from a 
statistical standpoint, much of the roll- 
ing stock currently in use is either worn 
out or obsolete and must be replaced. 
As a result, even with increased produc- 
tion, the full impact of E.C.A. assistance 
will not be felt until the replacement 
program is completed. 

“To the people of Europe, thousands 
of new trucks highballing along the 
highways mean that, once again, fresh 
fruits and vegetables from the farms can 
be brought to market places in the city, 
making it possible for city-dwellers to 
enjoy garden-fresh produce at reasonable 
prices. Seafood no longer is rotting on 
the docks and piers for lack of sufficient 









TRAFFIC WORLD 


transportation. Huge trailers are Carry- 
ing building materials, aiding in the vast 
reconstruction program. In general, the 
problem of 
being solved. 
“A marked improvement in railroad 
operations is indicated by the fact that 
although the number of freight cars is 
about 10 per cent below pre-war—with 
much of the rolling stock unserviceable— 
railroads are hauling more tonnage than 
they did in 1938. Direct E.C.A. aid to 
Western European railways has been 
limited chiefly to equipment and raw 
materials. France, however, is currently 
assembling 2,500 freight cars which she 
received from the United States.” 





Practitioners Give Support 
To Hearing Examiners 


Disqualified by C.S.C. 


Support for hearing examiner's of the 
Commission who were declared by the 
Civil Service Commission not qualified 
to hold that position is indicated in let- 
ters being written the C.S.C. by a num- 
ber of people, among them men with 
lengthy experience in practice before 
the Commission. 

Harry S. Brown, chairman, Inter- 
coastal Steamship Freight Association, 
told President Harry B. Mitchell of the 
CS.C., among other things, that he had 
not had any communication from the 
C.S.C. with reference to examiners who 
had given his name as a reference. He 
wanted to know why references were 
requested if they were not to be used. 
He said he found other practitioners 
named as references who had not been 
consulted. 

“I. am informed by several of these 
and other examiners,” continued Mr. 
Brown, “that their interviews with the 
consultants occupied from twenty min- 
utes to half an hour. This directly con- 
tradicts published statements attributed 
to the Civil Service Commission that 
the personal interviews lasted an hour 
or more.” 

Mr. Brown said he had served for a 
number of years as chief of the division 
of regulation of the United States Ship- 
ping Board, its successor, the Shipping 
Board Bureau of the Department of 
Commerce, and the Maritime Commis- 
sion. As administrative head of the reg- 
ulatory work of those agencies, he said, 
he was thoroughly familiar with the 
work of Examiners Gray and Russell, 
now with the Commission, and Exami- 
ners Basham, Furniss, and Horan, now 
with the Maritime Commission, adding 
his intimate knowledge of their ability 
had continued since he left government 
service. 

He asserted the published report of 
the consultants and statements made 
to him by some of the examiners, indi- 
cated “a failure on the part of the con- 
sultants and the Civil Service Commis- 
sion itself to recognize the fact that 
these various regulatory bodies were en- 
trusted with tasks that would otherwise 
have been entrusted to the courts, 
largely because of the highly specialized 
fields of activity to be regulated.” 

Mr. Brown expressed the thought that 
the provision in section 11 of the admin- 
istrative procedure act calling for 


“loans” of examiners by one commis- 
sioner to another had apparently been 
given too much importance. 

“As a practitioner before the Inter- 
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state Commerce Commission and the 
Maritime Commission,” continued Mr. 
Brown, “I would want to object strenu- 
ously to having an examiner from some 
other regulatory body not thoroughly 
familiar with transportation matters as- 
signed to any cases involving the in- 
terests of the intercoastal common car- 
riers. ‘The complexities of transportation 
regulatory law are such that no examiner 
who keeps abreast of that particular 
field could possibly find time to be in- 
formed of developments in patent law or 
other matters unrelated to transporta- 
tion.” 


He concluded his letter by saying none 
of the examiners had solicited efforts by 
him in their behalf, but that he had 
known them so well and continued to be 
so familiar with their work, that he had 
singled them out in this matter. He 
added that “to me the conclusion is 
unavoidable that it is the test that has 
failed—not the examiners.” 


Harris J. Klein, of New York, a former 
president of the Motor Carrier Counsel 
Association of America, said his office 
had tried “upwards of one thousand 
cases,” all heard by examiners of the 
Commission, that he had met practically 
all of them and had hearings before 
them giving him an opportunity to ob- 
serve them. He said each of them, with- 
out exception, had always conducted 
himself in a fair, just and impartial 
manner and that their method conduct- 
ing hearings had been exemplary. He of- 
fered to appear before the C.S.C. and 
discuss each of the examiners that had 
been disqualified and to give testimony 
as to their fitness and ability. 


Rene A. Stiegler, of New Orleans, a 
practitioner before the Commission, told 
Mr. Mitchell that, if he were a member 
of the C.S.C. and wanted to continue 
the life of civil service in the federal 
government, he would give due wéight 
to the opinion of members of the Com- 
mission insofar as it concerned the Com- 
mission’s examiners, and added he hoped 
“your commission will do likewise.” 


After twenty-five years of contact with 
the Commission, said Mr. Stiegler, he 
should be in a position to form an opin- 
ion regarding the general administration 
of their duties by the members of the 
Commission, and added that the Com- 
mission was “just about as free from 
politics as any governmental institution 
can be.” 


He continued by saying he did not 
know the hames of the disqualified ex- 
aminers, but understood they were ap- 
proved by members of the Commission. 

“For your commission to disapprove of 
men appointed by persons fully qualified 
to make such appointments is tanta- 
mount to saying that those who have 
made and approved the appointments 
were not qualified to do so,” said Mr. 
Stiegler. 

He asserted efficiency in management 
and administration of the Commission 
was far above that of the average gov- 
etnmental bureau, adding this was the 
opinion of practically every one who had 
any dealings with the Commission. 
Court appeal, he said, further gave the 
members of the Commission direct con- 
tact with the results of the work of each 
€Xaminer, because poor work on the part 
of the latter would sharply increase the 
Number of appeals to the courts. 

“If you will contact those who have 
been dealing with the Interstate Com- 
merce Commission over a period of 
years,” said Mr. Stiegler, “you will find 
that the I.C.C. has a long record of hon- 


est, capable and efficient administration 
behind it.” 





C.S.C. Examiner Ruling 
Attacked by O.D.T. Head 


Director Johnson, of the Office of 
Defense Transportation, has _ written 
President Mitchell, of the Civil Service 
Commission, protesting the findings of a 
civil service board of consultants that 
a number of the Commission’s hearing 
examiners are unqualified for their posi- 
tions. 


These examiners, Director Johnson 
wrote, appointed to their positions in the 
Commission with full approval of the 
C.S.C., and as a whole they had been 
with the Commission many years, some 
more than 20 years, and had been pro- 
moted from time to time with C.S.C. ap- 
proval. 

“All of their work has been scrutinized 
and evaluated by 11 Interstate Commerce 
commissioners, and because of the change 
from time to time in the Commission. 
perhaps 20 or 30 commissioners, I can 
think of no more critical body or one 
better able to judge the qualifications of 
an examiner.” 

Director Johnson said the C.S.C. con- 
sultant board’s finding came as “more 
than a surprise to me. It was a shock.” 
He said “one such victim” served in his 
office for three years. For that reason. 
Director Johnson continued. he knew 
“personally and conclusively” that the de- 
cision reached by the C.S.C. panel was 
“rather ridiculous.” 

In concluding his letter Director John- 
son said he thought “it would be well to 
look into the qualifications of the civil 
service board of consultants who com- 
mitted this outrage.” 





New Export Schedule 


Issuance of Comprehensive Export 
Schedule No. 27 containing all export 
regulations in effect on March 31, 1949, 
has been announced by the Department 
of Commerce through its Office of Inter- 
national Trade. 

The new edition supersedes Com- 
prehensive Export Schedule No. 26, dated 
October 1, 1948, and covers all changes 
in regulations previously described in 
Current Export Bulletins 485 to 517, in- 
clusive. 

Comprehensive Export Schedule No. 
27, including Current Export Bulletins, 
is now sold on an annual subscription 
basis of $3 to domestic subscribers and 
$4 to foreign subscribers. Subscription 
orders may be placed with the Super- 
intendent of Documents, Washington 25, 
D. C., or with Department of Commerce 
field offices. 





A. S. L.R. A. Issues 


‘Notice of Removal’ 


The American Short Line Railroad 
Association in a “notice of removal” has 
announced that, on and after May 1, 
1949, the Washington office of the asso- 
ciation will be located at 2000 Massachu- 
setts Ave., N. W., Washington 6, D. C. 

On and after the same date, it said, 
the Chicago office of the association 
would be located at Room 1118, 39 South 
LaSalle St., Chicago 3, Ill... ° 

The Atlanta office of the association 
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remains at 101 Marietta St., Suite 1009, 
Atlanta 3, Ga. 

The Washington offices of the asso- 
ciation have been in the Tower building. 


R. R. Young Brands A.D.A. 
Attack on Rail Rate-Boost 


Plea As Service to ‘Reds’ 


That the Americans for Democratic 
Action, though it was “an organization 
of liberals which has taken great pains 
to clear itself of any charge of sympathy 
toward Russia, or toward Communism,” 
could not serve the interests of Russia 
better than by its activity in “seeking to 
withhold or retard needed rail rate in- 
creases” was a suggestion made by 
Robert R. Young, chairman of the Fed- 
eration for Railway Progress and chair- 
man of the board of the Chesapeake & 
Ohio, in an article published in the 
April issue of “Railway Progress,” 
monthly magazine of the federation. 

The principal theme of Mr. Young’s 
remarks in “The Chairman’s Column” 
of the April issue of “Railway Progress” 
was that members of Congress, for pur- 
poses of reelection, were “stripping the 
railroads” and leaving the whole econ- 
omy of the nation vulnerable, from the 
defense standpoint. 

Mr. Young suggested that the with- 
holding of rail rate increases would be 
the most effective way to weaken the 
nation’s defense or to undermine private 
enterprise. He referred to a published 
report that the A.D.A.,. had asked the 
railroads to withdraw their request for 
increased freight rates and to its al- 
legation that by their rate-increase peti- 
tion they were “doing irreparable harm 
to the national economy” (See Traffic 
World, Feb. 26, p. 13). 

“The A.D.A. . . . exerts none of its 
restless energies,” wrote Mr. Young, “in 
opposing destructive farm subsidies or 
organized union slowdowns which are 
far more harmful to the price structure, 
the national economy, and the under- 
privileged than these over-due rate in- 
creases. 

“No less unintentionally but nonethe- 
less aiding and comforting to Russia was 
the recent speech by a socialist member 
of Parliament in which he exulted: 

“Once we have nationalized steel we 
shall have broken the back of capitalist 
control of industry in Great Britain for- 
ever. If that happens, whatever party is 
in power, we shall be a Socialist state.’ 

“Substitute Congress for Parliament, 
and our railroads for steel, and you have 
some measure of the stakes the American 
sympathizers with socialism and the au- 
thors of foreign rail espionage inquiries 
are shooting for. 

“We have long stressed .. . the im- 
portance of our railroads to a stable 
economy of private property and to the 
defense of America. The enemies of the 
nation and of private enterprise, it ap- 
pears, were no less quick to recognize 
that importance. The I.C.C. and Con- 
gress, despite their constitutional ob- 
ligation to private property, however, ap- 
pear to be as obtuse to those considera- 
tions as they are responsive to bloc pres- 
sure such as that of the A.D.A. 

“Despite four years of post-war farm 
and industry bonanza, the Pennsylvania 
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Railroad, because Congress and the 
I.C.C. have stalled in their obligation to 
provide adequate rates, has yet to make 
up some $250 million of deferred main- 
tenance carried over from World War 
II. Now, facing a recession, deferred 
maintenance is to become piled on de- 
ferred maintenance. Will the Pennsyl- 
vania, like the Long Island, one day be 
handed back to the vote-making authori- 
ties with the dry comment from man- 
agement, “Too little and too late?’ 

“The pity is that our system of re- 
election and re-appointment is such as 
almost automatically to induce certain 
loyal public servants unwittingly, and 
quite humanly, to play into the hands 
of those who are not so loyal. The one 
would callously and shiftlessly strip our 
railroads for reelection or reappoint- 
ment; the other would destroy us. 

“The Hoover Commission has soundly 
recommended greater centralization of 
government authority over transporta- 
tion. . That this authority, however, 
should be in the Department of Com- 
merce and not in an agency of its own, 
of cabinet rank, is not so clear. The 
Hoover Commission’s reason, because of 
which it overruled its working staff, 
that separate cabinet authority should 
not be devoted to a single phase of in- 
dustry, is not convincing. 'Transporta- 
tion as a national problem, in its con- 
fused maze of subsidy and regulation is 
unique among all industries; in its com- 
pelling necessity for efficient and unin- 
terrupted functioning it ranks second 
only to defense. 

“Congress, by its neglect of our rail- 
roads, is blindly running through a red 
signal, Kremlin red.” 





‘World Trade Week’ 


Proclaimed by Truman 


President Truman has issued a proc- 
lamation proclaiming the week com- 
mencing May 22, 1949, as “World Trade 
Week.” The proclamation included the 
following statements: 

“International trade provides the me- 
dium by which the nations of the world 
exchange the products of their resources 
and skills. The expansion of import and 
export trade improves standards of liv- 
ing, encourages full employment of la- 
bor and productive facilities, and speeds 
the development of human and natural 
resources throughout the world, thus lay- 
ing the foundation’ for lasting world 
prosperity and peace. The United States 
advocates the removal of unnecessary re- 
strictions and discriminations in inter- 
national trade and accordingly has in- 
itiated a reciprocal-trade-agreements 
program and has taken steps in concert 
with other nations toward the establish- 
ment of an International Trade Or- 
ganization.” 

The President urged the appropriate 
Officials of the several states, territories 
and possessions of the United States, as 
well as the municipalities and other po- 
litical subdivisions of the country, to co- 
operate in observance of the week. He 
also invited business, educational, and 
civic groups, and the people of the Unit- 
ed States generally, to observe “World 
Trade Week” with ceremonies, exhibits, 
and other appropriate activities. 

“World Trade Week” is sponsored an- 


nually by the Chamber of Commerce of 
the United States. The Foreign Com- 
merce Department of the Chamber has 
prepared promotional materials for the 
event, which may be obtained by writing 
Samuel S. Ericsson, assistant manager, 
Foreign Commerce Department, U. S. 
Chamber of Commerce, Washington 6, 
D. C. 





Wartime Mobilization of 
Highway Transportation 
Studied by Task Group 


Studies of the more important prob- 
lems connected with wartime mobiliza- 
tion of street and highway transporta- 
tion were well advanced, it was reported 
April 12 to Presidential Assistant John 
R. Steelman, acting chairman of the 
National Security Resources Board, by 
Capt. Granville Conway, director of the 
N.S.R.B. Office of Transport and Stor- 
age. 

These studies are being made by in- 
dustry and government exverts serving 
with the street and highway transport 
task grouv, under the chairmanshin of 
Guy A. Richardson, member of the Chi- 
cago Transit Board and former head of 
the Highway Transport Division of the 
Office of Defense Transvortation during 
World War II. The group’s secretary is 
Walter S. Rainville, Jr. American 
Transit Association executive. 

“Our task group,’ exvlained Mr. 
Richardson, “has held three meetings 
in the past ten weeks, and has practi- 
cally completed its canvass of the prob- 
lems before it. In general, both for- 
hire and private street and highway 
carriers, including passenger automo- 
biles, have made remarkable recov- 
ery and expansion since the war. Our 
chief concern is provision for adequate 
maintenance of these essential portions 
of our economy in the event of a na- 
tional emergency, which we all hope will 
never occur. If unfortunately such an 
emergency should be thrust upon our 
country, it will take a lot of materials 
and manpower, and a substantial flow 
of new equipment and repair parts to 
assure the continued service of our 
vitally necessary street and highway 
transport.” 

Among the subjects currently being 
considered by the group are: (1) the 
adequacy and acceptability for use in a 
possible emergency of orders issued by 
O.D.T. and other government agencies 
in the recent war, particularly those 
which imvosed limitations on the in- 
dustry; (2) the current situation in the 
industry, with special reference to the 
volume of traffic handled, the availa- 
bility of manvower, and the present con- 
dition and sunvly of facilities, equip- 
ment, materials and supplies; (3) the 
effect upon the industry of probable 
wartime demands for transportation 
(both civilian and military); and (4) 
the type of organization to administer 
temporary wartime control of street and 
highway transportation. 

Each of the subjects before the group 
is being considered from the viewpoints 
of property carriers and passenger car- 
riers, including private automobiles, both 
in inter-city traffic and within urban 
areas, it is stated. 

The street and highway transport task 
group is one of five related N.S.R.B. 
groups dealing with domestic transport 
and storage, under the general chair- 
manship of J. Monroe Johnson, director 





TRAFFIC WORLD 


of the Office of Defense Transportation. 
Its membership includes representatives 
of all industry segments as well as 
civilian and military agencies of the 
government. 


Industry members of the street and 
highway transport task group, in addi- 
tion to the chairman and the secretary 
are: John V. Lawrence (American 
Trucking Associations, Inc.), Edward J. 
Buhnor (Silver Fleet Motor Express 
Inc.), Leon F. Banigan (National Coun- 
cil of Private Motor Truck Owners, Inc.), 
Gavin Laurie (Atlantic Refining Com- 
pany), Chester H. Gray, W. B. Shepherd 
(National Shippers’ Advisory Boards), 
A. H. Schwietert (National Industriai 
Traffic League), August W. Koehler 
(National Association of Motor Bus 
Operators), Wheelock Whitney (Ameri- 
can Bus Lines), E. D. Merrill (Capital 
Transit Company), Guy C. Hecker 
(American Transit Association), C. D. 
Hutchins (National Education Associa- 
tion), Clewell Sykes (Yellow Cab Com- 
pany of Philadelphia), Burton W. 
Marsh (American Automobile Associa- 


tion), Fred Roberts (Phelps-Roberts), 
and Dr. J. P. Sanders (National 
Grange). 


Government agencies with representa- 
tives serving on the task group are: Na- 
tional Military Establishment, Depart- 
ments of Commerce, Interior, and 
Agriculture, Interstate Commerce Com- 
mission, Public Roads Administration 
and U. S. Office of Education. 





Carney to Speak at 
Industrial Meeting of 
Traffic College Alumni 


Cc. J. Carney, JYr., managing director, 
Society of Industrial Packaging and 
Materials Handling Engineers, will be 
the featured speaker at a meeting of 
the Alumni Association of the College 
of Advanced Traffic, at the Hotel La- 
Salle, Chicago, April 19. The general 
theme of the meeting will be packaging, 
and it will be the association’s observ- 
ance of the “April Perfect Shipping 
Month Campaign.” Other speakers will 
include J. A. Kilker, freight claim agent, 
Burlington Lines, and S. R. VanHorn, of 
the container division, International 
Paper Co. 

The affair will be under the direction 
of the association’s industrial commit- 
tee, of which Arthur Ohnesorge, Mason- 
ite Corporation, is chairman. 

The association is planning its annual 
smoker for May 13. It is to be held at 
the Furniture Club, Chicago. 


Perfect Shipping Meeting 
Held at Fort Wayne 


The Fort Wayne section of the Mid- 
West Shippers Advisory Board held 4 
perfect shipping dinner meeting in the 
Fort Wayne Chamber of Commerce 
building the evening of April 5 under 
the sponsorship of the transportation 
committee of the chamber and the Fort 
Wayne Transportation Club. The speaker 
was R. Frank Weber, in charge of mate- 
rials handling, loading, and product pro- 
tection research for all International 
Harvester activities. He displayed 4 
number of packages and other exhibits. 
In addition thereto, the Fort Wayne 
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Chamber of Commerce allotted space for 
a large display in connection with loss 
and damage. Edward J. Hassig attended 
the meeting as a representative of the 
Mid-West board. J. J. Hayden, district 
manager, car service division, AAR., 
participated in a question and answer 
period after Mr. Weber’s address. The 
meeting was attended by 193 persons. 
C. H. Bartels, is the local chairman of 
the loss and damage prevention commit- 
tee of the board. 





Faricy Speaks on Freight 


Absorptions and Rates 


To prohibit business men individually 
from absorbing all or a part of the 
freight charges. on their shipments 
“would undercut the very foundations of 
the system of production and exchange 
of goods and services which has made 
America what it is,’ said William T. 
Faricy, president of the Association of 
American Railroads, April 13, addressing 
the Kansas City Chamber of Commerce. 


Mr. Faricy declared that “if it should 
turn out to be the law that no systema- 
tic absorption of freight charges is to be 
permitted—and that delivered pricing 
even in individual instances is subject 
to risk—the effects upon the structure 
of the economy would be profoundly 
disturbing.” 

“Under such a system,” he continued, 
“there would be an unpredictable reloca- 
tion of industry on the part of those 
businesses which say unequivocally that 
without some sort of freight absorption 
they cannot operate present plants which 
were built not to serve merely limited 
and restricted local markets but great 
sections of the country, or even the whole 
nation.” 


Pointing out that “the structure of the 
economy of this country traditionally 
has been founded upon the concept of 
unrestricted access to markets and to 
sources of raw materials,” Mr. Faricy 
continued: 


“It has been left for each producer to 
judge how far he should reach either to 
secure his materials or to distribute his 
product. It has been up to him to make 
the crucial decision as to where, in each 
individual case, he might reach the 
point of diminishing or vanishing re- 
turns. Under this concept, the country 
has grown and prospered as no other 
country in the history of the human 
race. Moreover, the experience of two 
wars has shown that the industrial ca- 
pacity which has been achieved under 
this concept is indispensable to the na- 
tional security.” 

Mr. Faricy maintained that to limit 
artificially the range within which a 
business may operate “would bring about 
the atrophy, more or less complete, of the 
very transportation systems which are 
one of the secrets of our national 
Strength.” 

Speaking of railroad freight rates in 
this country, Mr. Faricy stated that they 
were “neither high nor burdensome.” 

“It is true that rail freight rates are 
higher in dollars and cents now than 
they were before the recent war,” he said. 
“But when measured against the average 
value of the goods transported, rail 
freight rates are not only lower now 
than they were before the war, but in 
this post-war period are less than they 
have been since the Interstate Commerce 
Commission’s Bureau of Transport Eco- 








nomics and Statistics has been keeping 
figures on the subject. 

“Because transportation in America is 
so cheap, it is used abundantly. And the 
converse is equally true. Transportation 
in this country is produced more cheaply 


because it is so abundantly used. In our , 


transportation operations, we have ap- 
plied the law of. increasing returns— 
doing more and more for a smaller and 
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smaller proportion of the total national 
production or income.” 

Mr. Faricy expressed the fear that if 
there should be an artificial limitation 
of the usefulness of transportation, this 
trend would be sharply reversed. 





Rivers and Harbors Congress Holds 
Thirty-Ninth Meeting in Washington 


Urges That Modern Equipment and Terminals Be Provided for U. S. 
Barge Line and Legislation to Reserve State Title to Tide Lands. 


Opposes Single Agency Idea for Public Works. 


Reelects Officers. 


By J. Delton Pattie 


Continued operation of the Federal 
Barge Line with an increase in capitali- 
zation of the Inland Waterways Corpo- 
ration so as to provide “sufficient modern 
equipment and terminals,” enactment of 
legislation to reserve state title to tide 
lands, and opposition to the recommen- 
dation of the Hoover Commission for 
transfer of civil functions of the Army 
Corps of Engineers to the Department of 
the Interior, were included among sev- 
eral resolutions adopted by the National 
Rivers and Harbors Congress at its 
thirty-ninth annual convention held 
April 8 and 9 at the Mayflower Hotel in 
Washington, D.C. 

Registered attendance at the two-day 
meeting totaled approximately 400, with 
39 of the 48 states being represented. 
Except for J. G. Burke, of Helena, Ark., 
attorney, White River Levee Board, who 
had been serving as acting secretary 
and was elected secretary-treasurer, all 
executive officers were reelected for new 
terms, as follows: 

Senator John L. McClellan, of Arkan- 
sas, president; Senator Kenneth S. 
Wherry, of Nebraska, and Representa- 
tives William M. Whittington, of Mis- 
sissippi, and Francis Case, of South 
Dakota, national vice-presidents; Rep- 
resentative Sid Simpson, of [Illinois, 
chairman, and H. H. Buckman, con- 
sulting engineer, Jacksonville, Fla., vice- 
chairman, projects committee; and Wil- 
liam H. Webb, of Washington, D.C., ex- 
ecutive vice-president. 


Truman’s Message 


Other highlights included a message 
from President Truman and greetings 
from the House and Senate. The Presi- 
dent, in his message, said: 

“At no time in our history has it 
ever been more important for the United 
States to develop and conserve its natural 
resources. The entire democratic world 
has rallied to our leadership in its quest 
for a durable peace in the years which 
have followed World War II. Despite 
the fact that we have not sought this 
position of leadership, we must face this 
responsibility squarely and carry it 
through. To achieve the task which his- 
tory has laid upon our shoulders we 
must make certain that our own economy 
is as strong and as healthy as we can 
make it. 

“You of the National Rivers and 
Harbors Congress are engaged in an im- 
portant phase of the work which must 


be done to keep our national potential 
operating at its highest degree of effi- 
ciency. For almost half a century your 
organization has guided the develop- 
ment of our water and land resources, 
aiding in the vital work of flood pre- 
vention, irrigation, reforestation and the 
creation of electric power at ever lower 
costs. 

“I know that your efforts now and in 
the years to come will continue to be 
progressive and effective, and that your 
true reward for this work will rest in 
the knowledge that it has aided your 
nation.” 

Resolutions 


In its resolution on the Federal Barge 
Line, the congress stated that the 
pioneer work of the barge line in de- 
veloping inland water transportation 
had been of great benefit to private 
operators and could continue to be of 
“inestimable value for some time to 
come.” Much remained to be done, how- 
ever, it said, in the development of car- 
load and smaller shipments and modern 
terminals available to all shippers, and 
added: 

“We strongly urge that no part of its 
operations be discontinued or disposed 
of until private operators are able to 
carry on their own pioneering and are 
equipped to provide service identical to 
that now provided by the Federal Barge 
Line. We commend these important 
needs to the Congress (federal) and urge 
an increase in the capitalization of the 
Inland Waterways Corporation so as to 
provide sufficient modern equipment and 
terminals.” 

Tide Lands 


While it suggested that title to the 
nation’s submerged lands should be 
vested in the states through adequate 
legislation designed to reserve such lands 
and the resources therein to the re- 
spective states and their people, the N. 
R. & H. C. said that any legislation for 
this purpose, however, should preserve 
to the United States “the paramount 
right to continue with improvements for 
national defense, navigation, flood con- 
trol, and allied purposes as now author- 
ized and as may be authorized in the 
future.” 

Engineer Corps Transfer 

In its resolution opposing transfer of 
civil functions of the Engineer Corps 
to the Interior Department, the N.R. & 
H.C. said that while economy and effi- 
ciency in government were desirable, it 
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did not believe that grouping the major 
construction activities of our nation in 
one agency would accomplish this. On 
the contrary, it said it believed that the 
recommendation of the Hoover Com- 
mission to consolidate the civil func- 
tions of the Corps of Engineers in the 
Interior Department would produce the 
opposite effect, and added: 

“This agency under this proposal could 
have as its head an Officer with an 
abundance of power, almost dictatorial. 
His influence could extend throughout 
the executive branch and unchallenged 
could possibly extend even to Congress 
itself. The potential patronage and 
favoritism in one large group, such as 
the one contemplated, could easily sway 
the people in all of our states to make 
demands on Congress far in excess of 
their requirements for orderly develop- 
ment of our civil works programs. Such 
a situation would certainly create costly 
bureaucracy and could not result in sav- 
ing money. We reiterate our position 
that the present system produces results 
without waste and gives to the public 
the efficiency and economy to which they 
are entitled. Our public works should 
not become the basis for an experiment, 
even if noble in purpose, which is un- 
necessary.” 


Other Resolutions 


Other resolutions adopted by the N.R. 
& H.C. urged the Bureau of the Budget 
and Congress to give full and careful 
consideration to recommendations of 
agencies charged with development of 
our water resources and that they ap- 
prove and appropriate adequate funds 
to prosecute these improvements at an 
optimum rate; reaffirmed its position op- 
posing creation of federal regional or 
valley authorities for development of 
water and land resources either by legis- 
lative act or executive order; and en- 
dorsed a “continuing long-range mer- 
chant marine policy” calling for a 
progressive shipbuilding program, of 
vessels of all types, built and operated 
by private enterprise with government 
aid to the extent necessary, and sup- 
ported by public patronage to avoid de- 
pendence on foreign controlled shipping 
in “our foreign trade and expensive 
sporadic war-time construction.” The 
N.R. & H.C. also praised the new chief 
of the Corps of Engineers, Major Gen- 
eral Lewis A. Pick, co-author of the so- 
called Pick-Sloan plan for development 
of the Missouri River Valley. 

A resolution offered from the floor 
in the closing minutes of the final day 
of the meeting, calling for extension of 
workmen’s compensation to vessel crews 
operating on inland waterways, was 
tabled for consideration at the next an- 
nual meeting of the N.R. & H.C. 


Principal Speakers 


Among the principal speakers were 
Senator Dennis Chavez, of New Mexico, 
chairman of the committee on public 
works, who spoke on the “Program of 
the Public Works Committee for the 
81st Congress”; Representative Henry D. 
Larcade, Jr., of Louisiana, chairman, sub- 
committee on rivers and harbors, com- 
mittee on public works, who addressed 
the N.R. & H.C., on “Rivers and Harbors 
Legislation in the 8lst Congress”; Major 
General Pick, who spoke on “Annual 
Report of the Chief of Engineers, United 
States Army”; Frazer A. Bailey, presi- 


dent of the National Federation of 
American Shipping, whose address was 
entitled “The Program for Our Merchant 
Marine”; and Chester C. Thompson, 
president of the American Waterways 
Operators, Inc., who spoke on “Inland 
Water Transportation in the United 
States.” 


For the fiscal year 1950 the House had 
approved $176,000,000 for river and har- 
bor improvements and $388,000,000 for 
flood control, said Representative Lar- 
cade. The rivers and harbors appropria- 
tion was $10,000,000 more than provided 
for the current fiscal year, and $58,000,000 
more than for the fiscal year of 1948, he 
said. The outlay for flood control was 
$89,000,000 more than for 1948, and only 
$24,000,000 below funds provided for 1949, 
he added, asserting he thought this 
showed the interest of Congress “in this 
program so vital to our economic se- 
curity.” 

By the close of the current fiscal year, 
said General Pick, the record of ac- 
complishment of the Corps of Engineers 
in the improvement of rivers and harbors 
in the interest of navigation would in- 
clude as completed projects 190 harbors, 
400 locks and dams, and 27,000 miles of 
improved inland channels. He said the 
engineers were currently engaged in the 
construction of 79 river and harbor proj- 
ects, 23 of which would be completed 
this year. The President’s budget for 
1950, he added, would provide appropria- 
tion of funds sufficient for construction 
work on 67 river and harbor projects, 
and appropriation of $75,000,000 to cover 
the entire field of maintenance opera- 
tions, and care of important waterways 
and navigation structures. 

Mr. Bailey said the goal of the US. 
merchant marine was to possess a fleet 
of modern combination and cargo vessels 
sufficient to transport all of our domes- 
tic, coastwise and intercoastal and terri- 
torial commerce, and at least one-half 
of our foreign commerce; backed by a 
fleet of modern passenger steamships 
providing transportation and communi- 
cation between the United States and 
important world areas. The carriage of 
one-half of our over-seaS commerce, 
said he, was a position “we have not con- 
sistently maintained since early colonial 
days.” 

Speaking in regard to the controversy 
between the United States shipping in- 
dustry and the Marshall plan adminis- 
trator concerning the use of American 
ships to transport to the participating 
nations “the commodities which we are 
gratuitously supplying them,” Mr Bailey 
said the charge that it was somewhat 
more expensive to ship these commodi- 
ties in American ships was only a half 
truth. 

“When the charter hire paid to the 
government and other revenues received 
are properly credited, there is a com- 
plete offset against the relatively small 
difference in freight rates for bulk car- 
goes in American and in foreign bulk 
cargo ships,” said he. “The freight rate 
on regularly scheduled service ships is 
exactly the same on American and for- 
eign flag ships. Even if there were a 
small difference, which is not the case._on 
an overall basis, it is strange to have the 
beneficiaries complaining about the man- 
ner in which the benefactor delivers his 
largesse. We have not heretofore heard 
that Santa Claus was not privileged to 
select his own reindeers.” 

Mr. Bailey pointed out that one of the 
substantial problems as to which the in- 
dustry had not yet found a solution was 
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the reinstatement of coastwise and in- 
tercoastal shipping services. The operat- 
ing costs of these services, said he, had 
advanced faster than that of the compet- 
ing land systems. In addition, he said, 
the railroads had in effect certain artifi- 
cially depressed rates that were effective 
only on traffic susceptible of water trans- 
port. This, he added, “we contend is 
unfair competition.” 

Mr. Bailey also said the industry be- 
lieved the toll rates of the Panama 
Canal should be adjusted so that the in- 
terest charge was borne by national de- 
fense, “which was one of the primary 
objectives in its construction.” Also, any 
military or civil government expenses 
incurred in the Canal Zone, said he, 
should not be charged against, or offset 
by tolls collected from, merchant ship- 
ping. Fortunately, said Mr. Bailey, 
Congress had authorized an investiga- 
tion into the toll schedule at Panama 
and “we are hopeful that a revision may 
result which will in some degree relieve 
the economic burden on our intercoastal 
services.” 

In our ports and harbors, said Mr. 
Bailey, we need the most modern 
wharves and terminal facilities. He 
added that not only was this necessary 
for safe and expeditious maneuvering 
of ships, but cargo handling costs was 
the largest item of expense involved in 
ship operation. 

“We must, therefore,’ he said, “look 
to every possible mechanization and 
facility which will reduce the laborious 
effort and the attendant costs.” 


Traffic Society Exams 
Set for June 9 and 10 


At Fifteen Centers 


G. Lloyd Wilson, director of education 
of the American Society of Traffic and 
Transportation, has announced that the 
society’s second series of examinations for 
certificates of membership have been set 
for Thursday and Friday, June 9 and 10. 
Examination centers will be set up at 
New York, Philadelphia, Pittsburgh, 
Washington, Chicago, St. Louis, Kansas 
City, Knoxville, Atlanta, Austin, St. Paul, 
San Francisco, Los Angeles, Seattle and 
Toronto. Should an appreciable number 
of examinees express the desire to take 
the examinations at other designated 
points, additional centers will be selected, 
according to Dr. Wilson. 

Deadline for applications for this series 
of examinations is May 1, the announce- 
ment notes. Applications for the neces- 
sary forms should be made to E. H. 
Breisacher, Registrar, American Society 
of Traffic and Transportation, Box 2128, 
Middle City Station, Philadelphia 3, Pa. 
It is expected that more than 150 persons 
will take the June examinations. 

Figures compiled by the office of Mr. 
Breisacher and released with comment 
by Dr. Wilson show that 78.3 per cent of 
those taking the society’s examinations 
in December, 1948, passed them success- 
fully, while the failures were only 21.7 
per cent. 

The percentages are based on 97 ex- 
aminations, divided as follows: Subject 
No. 1, transportation economics or busi- 
ness, 47 examinations; subject No. 2, 
principles of traffic management, 26 ex- 
aminations; subject No. 3, general busi- 
ness, 17 examinations, and subject No. 
4, elements of interstate commerce law 
and regulation, 7 examinations. No an- 
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nouncement has as yet been made as 
to results of subject No. 5, which is an 
original paper on a transportation sub- 
ject. Fourteen examinees were engaged 
on that subject. 


In percentages, the best record was 
made in subject No. 2, in which 23 of 
the 26 examinees, or 88.4 per cent, were 
successful. One of the candidates in 
that examination made a perfect score, 
100 per cent. The second highest mark 
was 92.5 and the third, 88.3. Lowest 
mark for that examination was 62.1 per 
cent. The two next lowest were 62.4 and 
66.9, respectively. 


Those taking the examinations in sub- 
ject No. 1 were successful in 34 out of 
the 47 cases, or 72.3 per cent. In that 
subject the three highest marks were 
97.5, 88.3, and 87.5 per cent; the three 
lowest were 29.2, 45.8, and 50 per cent. 


Of the 17 taking the examination in 
subject No. 3, 13, or 76.5 per cent, were 
successful. Here the three highest per- 
centage marks were 97.5, 96,6, and 96.6, 
while the ‘three lowest were 46.5, 62.7, 
65.4. 

Only one out of the seven submitting 
to examination in subject No. 4 failed. 
The percentage of those successful was 
thus 85.7. The range of marks in that 
examination was very narrow, the 
lowest being 66 and the highest 85.8 per 
cent. The next two highest marks were 
85.5 and 79.2 per cent, and the next two 
lowest, 71 and 71.5 per cent. 

As to causes for failure, the board of 
examiners noted these: Subject No. 1, 
lack of specific knowledge of the inter- 
state commerce act; answers too brief 
and superficial. Subject No. 2, failure 
to comprehend the problem or question; 
answers too general. Subject No. 3, 
failure to understand broad scope of 
the subject. Subject No. 4, lack of 
knowledge of interstate commerce act 
and decisions of courts applying the law 
to specific situations. 

Questions used in the examinations 
have already been made public (see 
Traffic World, Jan., 29, p. 23). The 
society’s board of examiners, of which 
Dr. Wilson is chairman, consists of Dr. 
Sidney J. Miller, University of Pitts- 
burgh; Dr. L. A. Bryan, University of 
Illinois; Dr. John H. Frederick, Uni- 
versity of Maryland, and Registrar 
Breisacher. 

Under action of the society’s board of 
directors, names of successful examinees 
are not made public until they have 
passed all five subjects and are awarded 
certificates of membership. Names of 
unsuccessful examinees are not made 
public, and each is permitted to take 
- examination again at some future 
ime. 

The second of the society’s series of 
examinations is planned for June of this 
year. Details as to dates and places will 
be announced shortly. Meanwhile, those 
desiring to register for those examina- 
tions may apply for information and 
registration blanks to Registrar Brei- 
sacher, at Box 2128, Middle City Station, 
Philadelphia, Pa. 


U.S.-Finland Air Pact 


The Department of State has an- 
hounced the signature in Helsinki, Fin- 
land, of an air transport agreement on 
March 29. 1949 between the government 
of the United States of America and 
the government of Finland. The an- 
—_— said: 5 

iis 


agreement incorporates the 





Bermuda principles and conforms to the 
general pattern of air transportation 
agreements which the United States of 
America has entered into with many 
other countries. By the terms of the 
annex to the agreement, an air carrier, 
or air carriers, of the United States are 
granted the right to operate a service 
from the United States over a north 
Atlantic route to Helsinki and an air 
carrier, or air carriers, of Finland are 
extended the right to operate a service 
from Finland ovér a North Atlantic route 
to New York. It is the thirty-seventh 
bilateral air transport agreement entered 
into by the government of the United 
States of America.” 


G. O. of Transport More 
Than ‘Bugaboo,’ Says Belson 


Declaring that nationalization of 
transport in this country “is more than 
a bugaboo,” Walter W. Belson, director 
of public relations for American Truck- 
ing Associations, Washington, D. C. as- 
erted that “common ownership and op- 
eration of all types of transportation 
facilities is not the answer to this prob- 
lem.” He was guest speaker at the 
regular monthly meeting of the Mil- 
waukee Traffic Club at the Schroeder 
Hotel. 


Quoting E. G. Plowman, vice-president- 
traffic of United States Steel Corpora- 
tion on the steps leading to nationaliza- 
tion of transport in England, Mr. Belson 
pointed out that four of the seven con- 
ditions cited by Mr. Plowman as prece- 
dent to British nationalization were 
applicable to this country, in his opinion. 
Of these the most important, he said, 
was rail attitude toward trucks. 


“In England, prior to nationailzation”, 
Mr. Belson said “the railroads fought 
shy of any co-ordination of their serv- 
ices with motor carriers. Their at- 
titude toward motor carriers was strictly 
repressive and their energies were de- 
voted to efforts to strangle and limit 
highway transport. No one needs to 
point out the deadly parallel between 
England and the United States in this 
respect. The trucking industry has al- 
ways stood ready to consider the pos- 
sibility of joint service with other forms 
of transport.” 


Chief evil of nationalization of trans- 
portation, he continued, was the de- 
struction of private initiative and the 
loss to the shipper of his right of selec- 
tion of carriers and selection of rout- 
ing. 

“Nationalization is just another name 
for monopoly,” said he. “So, in the final 
analysis, is ‘common ownership and op- 
eration’. From the standpoint of the 
trucking industry, it seems inevitable 
that some of the proposals made in the 
past, and very likely still alive, would 
lead straight to monopoly. As we see it, 
there is little, if any, choice between a 
bureaucratic monopoly. Both are odious.” 


“These are troubled times in transpor- 
tation,” the speaker declared. “The basic 
problem lies in the fact that no trans- 
port facility in this country came out 
of the war with anything like the earn- 
ings record of agriculture and most in- 
dustrial activity. To obtain what earn- 
ings were recorded, all of us, rail, air, 
and highway, abused our equipment and 
plant to the point where post-war re- 
building is an imperative. Yet we could 
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not accumulate the funds with which to 
rehabilitate.” 

One of the factors in the British situa- 
tion, Mr. Belson said, was public apathy 
toward the overall problems of trans- 
portation. A similar situation existed 
in this country in general, with the ex- 
ception of such volume of public opinion 
as had been whipped up by propaganda 
directed against one form of transporta- 
tion for the benefit of another, said he. 


“The record of the trucking industry in 
this connection is one which stands out 
sharply by contrast,” he continued. “We 
have contended ourselves with telling 
our own story to the public and with de- 
fending our industry against persistent 
and something less than disinterested at- 
tacks, and I am sure that this will con- 
tinue to be the policy of the organized 
industry. No solution to the transporta- 
tion problem will be found by penalizing 
and punishing one facility for the bene- 
fit of another, nor will progress be 
stayed by such attacks.” 


Atlantic Shippers Board 


Meets at Baltimore 


Speaking at the seventy-eighth regular 
meeting of the Atlantic States Shippers’ 
Advisory Board at the Lord Baltimore 
Hotel, Baltimore, Md., April 6-7, G. H. 
Pouder, executive vice-president, Balti- 
more Association of Commerce, said that 
in many respects Baltimore was at the 
apex of its port activity. 

“In April, 1949, for example, 76 steam- 
ship lines have 251 advertised sailings 
from Baltimore to 209 foreign and do- 
mestic destinations,” said he. A total of 
65 overseas Services now offer 169 sailings 
to 184 foreign ports. Four coastwise lines 
maintain 68 sailings to 14 south Atlantic 
and Gulf destinations. Seven inter- 
coastal companies have 14 scheduled sail- 
ings to 11 Pacific coast ports. Never 
were we in better position to serve ship- 
pers .. . Baltimore still handles the 
second largest foreign trade tonnage of 
any United States port. There is a 
constantly growing portion of general 
merchandise freight, while at the same 
time we are sustaining our bulk freight 
tonnage. In 1947, the latest available 
official figures, this port carried 46,000,000 
tons of freight. 

“We now have three out-posts of the 
Port of Baltimore. Our port of Balti- 
more office in Chicago has been operat- 
ing for two years. Our New York office, 
in the heart of the so-called enemy ter- 
ritory, was opened last September. Our 
new Port of Baltimore office for the ° 
Pittsburgh area, and whose work will 
embrace the three States of West Vir- 
ginia, Pennsylvania and Ohio, was 
opened ... April 4. These men in the 
field, representing the Port of Baltimore, 
are there to serve you as shippers. 

“IT should also mention that we are 
now reaching the end of a long-time ob- 
jective—to effect a 40-foot main channel 
at the Port of Baltimore. Dredging to 
this depth is now being completed and 
will soon be ready to serve the largest 
type ships. 

“Baltimore industry has been well- 
sustained, and to date 2,200 manufac- 
turing plants here now give employment 
to 180,000 persons. This is a better in- 
dustrial employment picture than we 
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had anticipated for the post-war period. 
We take great pride in our position as a 
large and diversified industrial center 


Charles A. Newland, division manager, 
Esso Standard Oil Co., Baltimore, deliv- 
ered an address on the subject “Business 
and Public Relations.” In the course of 
his remarks, Mr. Newland said he could 
not emphasize too strongly the value of 
a good employe-management relationship 
in its effect on public opinion. He said 
that a public relations program was and 
always must be one of continuous action 
on every front. 

“In all our activities we are not only 
establishing the character of the compa- 
nies we represent, but by making known 
our deeds, our policies and our contribu- 
tions to the public welfare, we are doing 
a service for all American industry by 
showing the public that the free enter- 
prise system is the best way of life so 
far evolved,” said he. 

The meeting was called to order by 
H. H. Pratt, general traffic manager, 
Crucible Steel Co. of America, New York, 
N. Y., president of the board. 





‘Railroad Hour’ To 


Run Through Summer 


“Beginning May 2 and continuing each 
Monday night during the summer, The 
Railroad Hour, with singing host Gordon 
MacRae and soprano Lucille Norman, 
will present musical excerpts from the 
works of and dramatize events in the 
lives of some of the great composers 
whose operettas were given over the air 
by the American railroads during the fall 
and winter season,” says the Association 
of American Railroads. “MacRae and 
Miss Norman will be supported by the 
noted Sportsmen Quartet and an orches- 
tra directed by John Rarig. 

“The continuance of The Railroad Hour 
in the type of music that distinguishes 
the half-hour summer show is a direct 
result of popular demand by young peo- 
ple, educators, doctors, lawyers, clergy- 
men and thousands of others who wrote 
to the Association of American Railroads 
thanking the railroads for the opportu- 
nity to enjoy the world’s great musical 
shows performed by top-flight artists. 
Many listeners said The Railroad Hour 
had given them the only chance they had 
had, or would have, of hearing both the 
story and music of the light opera classics 
that made theater history. 

“Throughout the fall and winter sea- 
son, radio editors have praised the pro- 
gram for its educational as well as high 
entertainment value. Significant also is 
the fact that The Railroad Hour brought 
Gordon MacRae to the forefront as a 
singing star. The variety of roles he 
played in the operettas and musical com- 
edies pin-pointed his talents as a singer 
who can act, and vice versa. No less an 
authority than Rudy Valee chose MacRae 
as the next Bing Crosby, and Crosby 
himself commented on his radio program 
that ‘MacRae’s my boy. He’s tops.” 

On March 7, 1949, the A.A.R. offered 
on The Railroad Hour to send a copy 
of the new edition of “Quiz on Railroads 
and Railroading” to anyone who would 
write to The Railroad Hour, Transporta- 
tion Building, Washington 6, D. C. 

For a period of three weeks following 


the offer, the A.A.R. received a total of 
38,874 requests. 

“Nearly 87 per cent of them were from 
adults (62 per cent from men and 248 
per cent from women), while slightly 
more than eight per cent came from 
children,” said Robert S. Henry, A.A.R. 
vice-president. “The balance were un- 
identifiable. 

“More than 14 per cent of the people 
who requested copies of ‘Quiz’ wrote com- 
ments about the program. Of these com- 
ments, 5,554 were wholly favorable, nine 
were mixed and only one was unfavor- 
able. 


“It was possible from the requests to 
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identify the occupations of 5,752 individ- 
uals. Of these, 3,467 were teachers or 
students; 436 were professional people; 
994 were businessmen; 554 were railroad 
employes, and the balance were in mixed 
categories. Thirty-four requests were re- 
ceived from libraries. 

“Speaking generally, the mail indicates 
an intelligent class of listeners. With the 
exception of perhaps five per cent of the 
inquiries, the cards and letters were 
properly addressed, were in legible hand- 
writing, and in general indicated high- 
grade listeners. A number of them re- 
ferred to the commercial, and in every 
case where this was done, the comments 
were favorable.” 





Uniform Classification Committee Holds 
One-Day Hearing in Dallas on Docket 4 


Carload Rating of Class 40 on Oil, Gas Well Outfits Is Urged By 


Industry’s Traffic Association. 


Witnesses Subscribe to Testi- 


mony Submitted at Earlier Hearings on Batting, Furniture. 


The Committee on Uniform Classifica- 
tion conducted its hearing April 4 in the 
Baker Hotel, Dallas, Tex., on Docket 
No. 4, with G. H. Dumas, chairman of 
the Western Classification Committee 
presiding. Also present representing the 
uniform classification committee were 
A. H. Greenly, chairman of the Official 
Classification Committee, and E. B. Hull 
of the Southern Classification Commit- 
tee. Among the subjects discussed at 
the Dallas hearing were the proposed 
ratings on airplane parts, gas heaters, 
oil well outfits and supplies, derricks, 
batting, furniture, wood flour, electric 
welders, and iron and steel tanks. Fol- 
lowing the one-day hearing, the com- 
mittee proceeded to Denver, where its 
next hearing was scheduled to open April 
7 in the State Office Building. 


Airplane Parts 

Speaking for ‘Braniff Airways, James 
Egan, general manager of Southwest 
Shippers Service, Dallas, sought clarifica- 
tion of item 1305, covering airplane parts, 
n.0.i.b.n., other than cloth and wood or 
metal combined. He said that a west 
coast manufacturer had been describing 
airplane parts which were otherwise 
indexed by name in the classification, 
as airplane parts, n.o.i.bn. The commit- 
tee explained that this was a matter 
which could best be handled through 
the regular classification committees. 


Gas Heaters 

Referring specifically to item 5106, 
covering gas heaters, with or without 
clay radiants, Mr. Egan (speaking for the 
Dearborn Stove Co.), asked whether the 
committee contemplated cancellation of 
the exceptions in the various territories. 
Chairman Dumas, referring to the special 
notice on page two of the docket, said 
that the proposed ratings were intended 
to supplant general exceptions which 
would otherwise destroy uniformity, add- 
ing that appropriate proposals contem- 
plating the withdrawal of general ex- 
ceptions would be placed on the public 
dockets of the several rate associations. 


Oil, Water, Gas Well Outfits 
C. R. Gartrell, traffic manager, Con- 
tinental Supply Co., Dallas, and secretary 
of the Oil & Gas Well Supply Traffic 
Association, read a prepared statement 


objecting to the proposed increased rat- 
ings on articles of oil, water or gas well 
outfits or supplies, as represented by items 
33720-34155. 


“As distributors and manufacturers of 
oil and gas well supplies; drilling and 
pumping machinery and equipment,” he 
declared, “our members are vitally inter- 
ested in and have expressed themselves 
as very much opposed to the proposed 
increases in less-than-carload ratings 
... feeling that they are not warranted 
and not determined without the bounds 
of recognized classification principles, 
and are actuated more as a revenue 
measure than one of uniformity.” 


“On the carload ratings,” he continued, 
“the general proposed basis is 45 per cent 
of first class with exception of items 
33740, 33860, 33995, 34095, and 34110. We 
have no particular objection to the rat- 
ings proposed on these excepted items 
except possibly item 34110, well points or 
well strainers, currently rated third class, 
upon which it is proposed to increase to 
class 85, an increase of 15 per cent which 
we consider unwarranted, especially as 
uniformity already exists. However, the 
45 per cent rating is distinctly unreason- 
able and excessive, especially when ap- 
plied in Official and Southern territories 
where no commodity rates exist.” 

Referring to the formula he had sug- 
gested at prior hearings, Mr. Gartrell 
suggested a carload rating of 40 per cent, 
that figure being determined by adding 
together “the present rating of fifth 
class or 35 per cent in Official, the South- 
ern Classification rating of sixth class or 
40 per cent, and the Western Classifica- 
tion rating of Class A or 45 per cent, 
which makes the total 120. Dividing that 
figure by three produces an average of 
40 per cent.” 

Mr. Gartrell reaffirmed representa- 
tions made in connection with Dockets 
Nos. 1 and 2, that where the ratings were 
now uniform, they should be continued; 
where the ratings in two classifications 
were the same, the rating in the third 
territory should be made the same as 
the other two, and that rating be 
adopted as uniform rating; and that 
where the ratings in each of the ter- 
ritories were different, a fair and reason- 
able unified rating would be the one 
determined by averaging the three rat- 
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ings and thence assigning a percentage 
rating which, in the rate structure, 
would be the nearest to the average. 

“Tt is our firm belief that the carriers 
have gone far afield in some of their 
proposed ratings and do not represent 
the purpose or intent of the Commis- 
sion’s order,” he concluded. 


Points to Sharp Reductions 


In the general discussion which fol- 
lowed, the committee denied that the 
proposed ratings were actuated as a 
revenue measure, and pointed to the 
sharp reductions which the Appendix 
10 scale made in the southern and 
western rate scales. 

Roy K. Hall, general traffic manager, 
Oil Well Supply Co., Dallas, J. E. Woods, 
Republic Supply Co., Houston, and V. 
E. Simon, division traffic manager, Na- 
tional Supply Co., Forth Worth. sub- 
scribed to the statements made by Mr. 
Gartrell. 























Derricks 


Speaking on item 33835, derricks, Mr. 
Hall said his company manufactured 
derricks at Oil City, Pa. The derricks 
were shipped knocked down, he said, and 
were in direct competition with derricks 
shipped in such a manner as to enable 
them to enjoy the iron or steel rates. 
He objected to the committee’s proposal 
to assess the same rating on these der- 
ricks as proposed on machinery, assert- 
ing that there was only one part of 
these derricks which could be classified 
asa machine. Mr. Hall suggested a car- 
load rating of class 35, the same as pro- 
posed on iron and steel. Responding to 
a question from the committee, he said 
his company would be satisfied with a 
carload rating of class 35, minimum 
36,000 pounds, regardless of what was 
done on iron or steel. 


Batting 

C. A. Mitchell, of the Memphis Freight 
Bureau, Memphis, Tenn., objected to the 
proposed rating on item 4250, batting 
made from cotton, jute or sisal, separate 
or combined. He contended that the 
batting at present took the same rates 
as other cotton piece goods and should 
be accorded the same uniform classifi- 
cation ratings, i.e., class 55 any quantity. 
Mr. Mitchell submitted statements com- 
paring the present and proposed rates, 
and also presented photographs showing 
how the material was packed for ship- 
ment. He testified that the density was 
3% pounds a cubic foot, and in bales, 
4to 5 pounds, the value being about 18 
cents a pound. 

Mr. Mitchell said he subscribed gen- 
erally to the statements made by Lloyd 
§. Cochran, of the Lockport Cotton 
Batting Co., at the Chicago hearing (see 
Traffic World, March 26, p. 88) with 
tespect to this commodity, but that he 
Wished to stress that batting was used 
hot only in the dry goods trade but also 
Was used by manufacturers as a raw 
Material. He called attention to what 
he described as an apparent error in Mr. 
Cochran’s statement, in that the excep- 
lions ratings in Western Trunk Line and 
Southwestern territories were class 50 


Whereas the latter had described them 
a Class 63. 
























































Wool Batting 
_ Mr. Mitchell also offered a rate exhibit 
indicating that material increases would 
occur ‘f the proposed uniform ratings on 
batting made from wool or cotton and 
Wool combined, item 4255, became effec- 
tive. He said that the National Rose 
Co, whom he was representing in this 
matter, and in item 4250, had only a 










secondary interest in the wool or cotton 
and wool batting. 


Furniture 
On behalf of various furniture manu- 
facturers who were members of the 
Memphis Freight Bureau, Mr. Mitchell 
recorded support of the position taken 
by Mr. Ryan of the Southern Furniture 


’' Manufacturers Association at the Atlanta 


hearing. 


Wood Flour, Welding Compound 


Arthur Todd, traffic manager, Lincoln 
Electric Co., Cleveland, Ohio, filed state- 
ments with regard to item 45740, wood 
flour, and item 45500, welding compound. 
He said his company was in accord with 
statements filed by the Union Carbide 
& Carbon Corporation, suggesting uni- 
form ratings of class 60 less-carload and 
class 22% carload, minimum 36,000 
pounds, on item 45740, and class 50 less- 
carload and class 27% carload, minimum 
40,000 pounds, on item 45500. 

Speaking on item 45945, Mr. Todd sug- 
gested that this entry, covering welding 
bars, rods or wire, be transferred to the 
iron or steel heading. He suggested the 
following description: Iron or steel, weld- 
ing bars, rods or wire (welding electrodes) 
plain, acid coppered, dusted or flux 
coated, in packages. 

Mr. Todd proposed that the uniform 
ratings be class 50 less-carload, class 35 
carload, with a minimum weight of 40,000 
pounds. 

“Inasmuch as you have already pro- 
vided under item 45495 for flux coated 
welding bars, rods or wire, the same 
ratings as. those proposed for the iron 
and steel items, such as nails, rivets, nuts, 
bolts and screws,” he said, “we assume 
that the flux coating creates no problem 
to your committee. The nature and 
characteristics of this coating are fully 
described in the attached testimony and 
the acceptance of this documentation by 
the various committees of the Official 
Territory should indicate that this ma- 
terial as described herein may properly 
be listed as an iron and steel item.” 


Electric Welders, etc. 


Mr. Todd further suggested that item 
31815, welders, electric, n.o.i.b.n., have 
uniform ratings of either class 70 less- 
carload, class 40 carload, minimum 30,- 
000 pounds, or class 85 less-carload, class 
45 carload, minimum 24,000 pounds. 


As a matter of clarification, he. also 
suggested that the item 31820, Note 79, 
read as follows: 


“Ratings will also apply on the follow- 
ing articles in boxes, packages, or coils, 
shipped with welders: Masks, lenses, wire 
brushes, electrode holders, clamps, arc 
torches and carbons, welding bars, rods, 
or wire. The total weight of such articles 
must not exceed 85 pounds for each weld- 
er shipped.” 


As to item 45487, covering welding ac- 
cessory set kits, Mr. Todd offered the 
following description for consideration: 


“Welding accessory kits, consisting of 
helmets, masks, lenses, wire brushes, 
electrode holders, clamps, arc torches and 
carbons, cable and welding bars rods or 
wire in coils or boxes or packages.” 

“Inasmuch as the miscellaneous ac- 
cessory items generally weigh about 
four pounds, whereas the cable may 
weigh from 11 to 40 pounds,” said Mr. 
Todd, “and the welding rod may weigh 
from 10 to 50 pounds, it occurs to us that 
a lower rating may be justified than that 
provided in the present docket. Accord- 
ingly, the manufacturers suggest that 
the same rating be provided on this 
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material as is finally provided by you for 
rubber-covered copper cable.” 


Iron or Steel Tanks 


The concluding witness at the Dallas 
hearing, R. H. Campbell, traffic manager, 
Dallas Tank Co., Inc., concurred in the 
testimony presented by Mr. Todd on 
welding rods and welding compound. 


Mr. Campbell objected to the carload 
rating of class 45 proposed on iron or 
steel tanks, n.o.i.b.n., 2 gauge or thicker, 
item 41705. He called attention to a class 
40 exception rating in the west. The wit- 
ness objected to the minimum weight 
being subject to Rule 34 and referred to 
an exception minimum weight in the west 
of 24,000 pounds not subject to Rule 34. 
The committee observed that the same 
ratings were proposed on this item as 
on machinery. Mr. Campbell said that 
an exception in the west permitted the 
mixture of tanks 2 gauge or thicker with 
tanks thinner than 2 gauge but not thin- 
ner than 16 gauge at class 40, minimum 
weight 24,000 pounds not subject to Rule 
34. Following his testimony, the Dallas 
hearing was declared adjourned. 





Plumbers’ Fittings and 
Luggage Subjects of 


Classification Hearing 


The Committee on Uniform Classifica- 
tion conducted a hearing in the State 
Office Building, Denver, on April 7, on 
its Docket No. 4. C. H. Dumas, chair- 
man of the Western Classification Com- 
mittee, presided. 

Others in attendance were A. H. 
Greenly, chairman of the Official Classi- 
fication Committee; E. B. Hull, of the 
Southern Classification Committee; A. H. 
Michelsen, chairman of the Public Serv- 
ice Commission of Wyoming; J. C. 
Church, rate expert for the Wyoming 
commission, and T. S. Wood, rate expert 
for the Public Utilities Commission of 
Colorado. 

Among the subjects discussed in Den- 
ver were the proposed ratings on plumb- 
ers’ fittings and luggage. 

Grant M. Maples, manager of the traf- 
fic bureau of the Chamber of Commerce 
of Cedar Ravids, Ia., appeared in be- 
half of the manufacturers in the Tubu- 
lar Plumbing Brass Institute and the 
Sanitary Brass Institute. He read a 
statement objecting to the proposed less- 
carload ratings on item 36660, covering 
fittings, n.o.i.bn. Asserting that the 
“industry is constantly trying to improve 
its products primarily with the idea of 
umproving or keeping the health of the 
nation on a high level, and at the same 
time keeping the cost as low as possible 
so that the large majority of our people 
may be able to use our products,” Mr. 
Maples said that most of the manufac- 
turers in the industry were domiciled in 
Official Classification Territory. 

Density of the articles in question was 
9.5 to 63 pounds a cubic foot, and the 
average value per pound (1939) was 45.71 
cents, he said. Mr. Maples called atten- 
tion to the Commission’s decision in 
I. & S. M-2404, wherein the Commis- 
sion, he said, prescribed certain maxi- 
mum reasonable ratings for a certain 
commodity for given weight densities. 
The prescribed ratings ranged from 
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three times first class where the density 
in packages per cubic foot was less than 
four pounds, to column 60 where the 
density was 12 pounds and over, he said. 
However, the witness was unable to tell 
the committee what commodity was 
being treated by the Commission in that 
case, and it later developed that the 
motor carriers were not using the pat- 
tern so prescribed by the Commission. 


Asks Column 70 Rating 


As to lack of susceptibility to damage, 
Mr. Maples said that “while over a mil- 
lion dollars in transportation charges 
were paid in 1948, there was a meager 
sum of approximately $3,800 in loss and 
damage for the same period. We think 
this is one of the best records affiliated 
with any commodity shipped by rail 
lines.” 

The witness said that to disrupt the 
present uniform exception rating of class 
70 by fixing class 92%, as proposed, 
“would cause undue burden.” He urged 
on behalf of the two institutes that 
the column 70 basis be preserved. 

Mr. Greenly observed that the pro- 
posed ratings on item 36660 were the 
same as those suggested in connection 
with brass hardware, n.o.i.b.n., and asked 
whether lower ratings could be justified 
on plumbers’ fittings than on hardware. 
Mr. Maples offered to produce figures 
to show that lower ratings could be 
maintained on plumbers’ fittings than 
on hardware, based on transportation 
characteristics. 

Asked by Chairman Dumas if he had 
considered the Commission’s admoni- 
tion that less-carload traffic was not 
bearing its fair share of transportation 
costs, Mr. Maples said that he had, and 
that it was for that reason he was sug- 
gesting class 70. He said that class 70 
would result in material rate increases 
in Official Territory because of the in- 
creased class rate scale. 

G. C. Bulkeley, vice-president of the 
American Sanitary Manufacturing Co., 
Abingdon, Ill., supported Mr. Maples. 


Luggage 

E. H. Heitler, general manager, Shway- 
der Bros. Inc., Denver Colo., luggage 
manufacturer, read a prepared state- 
ment objecting to the less-carload rating 
of class 125 proposed on luggage, item 
43240. Mr. Heitler said the density 
averaged 1.74 pounds per cubic foot, and 
the average value was $6.96 a cubic foot. 
He asserted that a movement of inbound 
freight, totaling 16,272,280 pounds in 1949, 
would be lost to the western railroads if 
the complainants were forced to move its 
plant east of the Mississippi in order to 
compete with eastern manufacturers in 
the densely populated areas which con- 
sumed the greater proportion of his com- 
pany’s output. 

Mr. Heitler submitted rate compari- 
sons in an attempt to show that “the 
greater increase in the lesser populated 
area can prove to be much more detri- 
mental to complainant’s operation than 
to the operation of competitors located 
in the more highly populated areas 
within the smaller increase in rates.” 

The committee observed that Mr. Heit- 
ler’s exhibits were based on present rates, 
whereas the proposed uniform classi- 
fication ratings were to apply in conjunc- 
tion with Appendix 10 scale. The com- 
mittee further asserted that the com- 


petitive position of Mr. Heitler’s company. 
would be improved if the Appendix 10 
scale went into effect, even though an 
increase was proposed in the less-carload 
rating, because eastern manufacturers 
would be subject to increases in rates as 
well as in ratings. 

D. D. McKendry, sales manager for 
Shwayder Bros., pointed out that while 
most of the traffic was less-carload, occa- 
sionally pool cars were shipped. He said 
that commercial conditions would pre- 
clude use of the 15,000-pound carload 
minimum weight proposed by the com- 
mittee. Mr. Hull asked whether class 85 
would be acceptable in connection with a 
12,000-pound minimum, in lieu of class 
70 with 15,000 pounds. Mr. McKendry 
said that either suggestion would dis- 
courage pool car shipments. 

T. S. Wood, on behalf of the Colorado 
commission, asked whether the commit- 
tee had heard anything further as to the 
application of Appendix 10 to the area 
west of the Rocky Mountains. The com- 
mittee said it had not. 


Oil and Gas Supply Traffic 


Men to Meet at St. Louis 


The Oi] and Gas Well Supply Traffic 
Association will hold a spring meeting 
at the Hotel Statler, St. Louis, June 7 
and 8, according to an announcement 
from its secretary, C. R. Gartrell, traffic 
manager, Continental Supply Co., Dallas, 
Tex. Manufacturers and distributors of 
oil and gas well supplies and equipment 
are members of the association. Organ- 
ized 26 years ago, it deals with rate and 
classification matters of the industry. 

In addition to Mr. Gartrell, officers of 
the association are: President, L. J. 
Prior, traffic manager, National Supply 
Co., Toledo, O.; first vice-president, F. 
R. Jones, traffic manager, Walworth Co., 
Kewanee, IIll.; second vice-president, Le- 
Roy J. Hackl, traffic manager, Ladish 
Co., Cudahy, Wis.; treasurer, Roy K. Hall, 
general traffic manager, Oil Well Supply 
Co., Dallas. 


C.M.F.A. To Hear Allman 


Les Allman, vice-president, Fruehauf 
Trailer Co., Detroit, will speak on the 
subject, “To Get More You Must Give 
More,” at the April 21 customer rela- 
tions luncheon of the Central Motor 
Freight Association, in the Sherman 
Hotel, Chicago. 


Pacific N.W. Officers 


At the seventy-third meeting of the 
Pacific Northwest Advisory Board, the 
following officers were reelected: 

Chairman, executive committee, Ralph 
Benson, sales manager, C. D. Johnson 
Lumber Corporation, Portland, Ore.; 
president, H. T. Stoddard, traffic: man- 
ager, Soundview Pulp Co., Everett, 
Wash.; vice-president, A. M. Cloninger, 
manager, traffic and warehousing, Long- 
view Fibre Co., Longview, Wash.; and 
executive secretary, R. V. Boyle, traffic 
manager, Brown & Haley, Tacoma, 
Wash. 


Reciprocity in South 


State officials of ten southern states, 
together with representatives of trucking 
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associations, met recently in Atlanta to 
discuss adoption of a uniform highway 
reciprocity agreement. Among the par- 
ticipating states were Virginia, North 
Carolina, South Carolina, Florida, 
Georgia, Alabama, Mississippi, Louisiana, 
Tennessee, and Kentucky. A committee 
to draft model uniform laws and recipro- 
cal agreements was appointed, with 
John C. Watts, of Frankfort, Ky., as 
chairman. . 


C. & N. W. Active in 
Perfect Shipping Campaign 


The Chicago & North Western Railway 
System, in cooperation with the National 
Shippers Advisory Board, will conduct 
an extensive campaign among its em- 
ployes on the prevention of damage and 
lost freight during the April Perfect 
Shipping campaign. A message to all 
employes from President R. L. Williams 
appeared in the March issue of the 
“Newsliner,” the railway’s employe 
magazine. A special article in the April 
issue pointed out how claims paid out 
were a direct loss of earnings which 
might: otherwise have been used for con- 
structive purposes. 

A direct message on perfect shipping, 
from T. W. Adamson, freight claim agent, 
was sent all employes having anything 
to do with handling of freight. Mr. Adam- 
son, together with A. M. Rieck, supervisor 
of loss and damage, and H. A. Wetter, 
freight service inspector, will tour sys- 
tem lines meeting with employes at rail 
shipping points in seven states, during 
April. The importance of the campaign 
for small and large shippers alike will 
also be stressed during the month on the 
North Western’s “400 Hour” daily radio 
program on Station WMAQ, Chicago. 


Wheat, Cotton Freight Rates 


In an article appearing on page 23 of 
the April 2 issue of Traffic World, under 
the heading, “Data on Wheat, Cotton 
Freight Rates Compiled,” it was stated 
that the authors of a discussion of freight 
rate indexes for wheat and cotton in 
“The Marketing and Transportation Sit- 
uation,” a Department of Agriculture 
publication, had said that in the 1913- 
1949 period “rates on wheat increased 
approximately 43 per cent and cotton 
rates approximately 38 per cent .. . as 
compared to an increase of 36 per cent 
for all fruits and vegetables.” The use 
of those percentages with relation to the 
1913-1949 period in the Traffic World 
article was erroneous. Actually, those 
increases, according to the discussion in 
“The Marketing and Transportation 
Situation,” were for a period beginning 
early in 1946 and extending through 
January, 1949, and the increases from 
1913 to January, 1949, were 108 per cent 
for wheat and 45 per cent for cotton. 


Consolidated Classification 


The joint May, 1949, docket of the 
four classification committees—Ofiicial, 
Illinois, Southern, and .Western—is 
being mailed to subscribers for the 
Traffic Bulletin with the issue of April 
16. The docket, No. 132, covers items t0 
be considered at hearings of the com- 
mittee at 101 Marietta St., Atlanta, Ga., 
May 10; 143 Liberty St., New York, May 
12; and Room 315, Union Station, Chi- 
cago, May 17. 
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Multiple-Car Petroleum 
Rate in Northwest Must Be 
Cancelled by U. P. 


By a report and order in I. and S. 
No. 5603, Petroleum Products, Salt Lake 
City to Spokane, the Commission, divi- 
sion 2, has found not just and reasonable 
a proposed rate of 42 cents a 100 pounds 
on petroleum products, subject to a 
multiple-car minimum of 240,000 gal- 
jons, from Salt Lake City, Utah. to 
Spokane and Walla Walla, Wash., 
Umatilla, Ore., Boise, Idaho, and di- 
rectly intermediate points. The report 
was written by Commission Aitchison. 


By schedules filed to become effective 
September 15, 1948, the Union Pacific 
proposed to establish the aforementioned 
rate in the hope of obtaining traffic 
fom Standard Oil Co. at Salt Lake 
City, according to the report, which said 
Standard had told the carrier if the 
42-cent rate was established, construc- 
tion of a pipe line from Salt Lake City 
to Spokane would be deferred tempo- 
rarily. 

On protest of the Inland Empire 
Waterways Association, the Portland 
Freight Traffic Association, the Port 
of Pasco, Wash., the Inland Navigation 
Co, and Tidewater-Shaver Barge Lines, 
the proposed rate was suspended until 
April 14. 

‘Due and timely execution of our 
functions imperatively and unavoidably 
required that there be no proposed re- 
port in this proceeding,” said the Com- 
mission. “We have heard oral argu- 
ment.” 


The railroad was ordered to cancel 
the suspended schedules on or before 
May 11, on not less than one day’s 
notice. 

The Commission said that, in deci- 
sions relating to multiple-car rates, it 
had recognized the lawfulness of such 
tates when designed to meet competi- 
Won from other modes of shipments 
whose unit of transportation was not 
limited to single carloads, but had re- 
fused to permit such rates to be estab- 
lished where there would not be a just 
and reasonable relation as between 
larger and smaller quantities of the 
Same traffic. 

It said there would be a 53-cent higher 
sihgle-car rate from Salt Lake City to 
Spokane as compared with the multiple- 
‘ar rate, although the difference in 
direct cost according to a study made 
ty the respondent was only about 2.5 
tents. Such a relation would not be 
list and reasonable, the Commission 
Said, adding it was also unable to ap- 
Prove as just and reasonable a rate that 
Would be blanketed for a distance of 
830 miles as proposed. 

From the testimony and oral argu- 
a it appears that respondent is con- 
‘ting a possible reduction in its 
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single-car rates on petroleum from Salt 
Lake City to the northwest,” said the 
Commission. “If that plan is carried 
out, respondent may be in a position to 
establish multiple-car rates also which 
will not be subject to the foregoing 
criticism. Our findings are of course 
without prejudice to its right to formu- 
late a different proposal for such rates.” 


Southern Bus Rights Sale 


The Commission, division 4, by a re- 
port and order in MC-F-4044, S. B. 
Dunlap—Purchase (Portion)—Southern 
Bus Lines, Inc., has approved purchase 
by S. B. Dunlap, doing business as 
Dunlap Bus Line, of Martin, Tenn., of 
certain operating rights of Southern Bus 
Lines, Inc., of Alexandria, La. 

The Commission required that, con- 
currently with consummation of the 
transaction, a lease authority granted in 
MC-F-3549, S. B. Dunlap—Lease (Por- 
tion)—Southern Bus Lines, Inc., decided 
October 8, 1947, should be cancelled and 
applicants file a written request for can- 
cellation of lease authority granted in 
MC-FC-31026 and MF-FC-31026-A, in- 
volving rights under a lease expiring in 
1950. 


Truax Interstate Rights Sale 


The Commission, division 4, has grant- 
ed approval of the transaction proposed 
in MC-F-3982, Walter M. Chambers— 
Purchase—William F. Truax. It author- 
ized purchase by Walter M. Chambers, 
doing business as W. M. Chambers Truck 
Line, of New Orleans, La., of the oper- 
ating rights and certain property of Wil- 
liam F. Truax, doing business as Truax 
Transport, of Gulfport, Miss. 

If the transaction was approved and 
consummated, said the Commission, 
Truax intended to continue operations 
wholly within Mississippi and had, affirm- 
atively indicated he would confine his 
operations to interstate traffic with no 
intention of engaging in any operations 
under the provisions of the partial ex- 
emption of the second proviso of section 
206(a) of the act. 


Bus Rights Purchase Approved 


Purchase by White Star Lines, Inc., 
Madison, Ind., of certain interstate op- 
erating rights of I. & S. Trailways, Inc., 
Indianapolis, Ind., and certain Indiana 
intrastate rights of Indianapolis & 
Southeastern Trailways, Inc., Indianap- 
olis, has been approved and authorized 
by the Commission, division 4, by a re- 
port and order in MC-F-4016, Martha H. 
Hall—Control; White Star Lines, Inc.— 
Purchase (Portion)—I. & S. Trailways, 
Inc. At the same time it approved ac- 
quisition. of control by Martha H. Hall, 
also of Madison, of the operating rights 
involved in the purchase. 
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1.C.C. Modifies Condition 
Protested in Rail-Motor 
Case by S.P. Subsidiary 


Following an objection by Southern 
Pacific Transport Co., Houston, Tex., 
motor subsidiary of the Southern Pacific 
Co., that a condition in a motor-purchase 
case that shipments move under “through 
bills of lading” might be construed as 
prohibiting it from handling freight- 
forwarder or ex-pool car shipments to 
destination from break-bulk points, Com- 
mission, division 4, has modified the con- 
dition in question. 


It issued a report on further hearing 
in MC-F-3640, Southern Pacific Co.— 
Control; Southern Pacific Transport Co. 
—Purchase—Carroll Moore, embracing 
MC-F-3641, Same — Purchase — Annie 
Josephine Luker and Johnie Robert 
Luker. : 


In the prior report in this case it ap- 
proved the purchase by S. P. Transport 
of the motor-carrier operating rights of 
Carroll Moore, doing business as Carroll 
Moore Transfer, Rockport, Tex., and of 
Annie Josephine Luker and Johnie Rob- 
ert Luker, partners doing business as 
Luker Truck Line, Stockdale, Tex. (See 
Traffic World, Aug. 7, 1948, p. 22.) It also 
approved control of the rights by the 
S.P. Railroad. 

The authority then granted, it said, was 
conditioned, among other things, on limi- 
tation of shipments transported to those 
“received from or delivered to” the Texas 
& New Orleans Railroad, wholly owned 
subsidiary of the S.P. Co.,” under through 
bills of lading or express receipts cover- 
ing, in addition to movement by vendee 
{S.P. Transport], a prior or subsequent 
movement by rail or water. 

The Commission has now modified the 
condition to read as follows: 

“(3) Shipments transported by vendee 
shall be limited to those received by it 
from or delivered to the T.N.O., and 
which, in addition to the movement by 
vendee, have a prior or subsequent move- 
ment by rail or water.” 

S. P. Transport’s operations under 
rights confirmed in MC-30319, and var- 
ious sub-numbered proceedings, said the 
Commission, were over approximately 
2,000 miles of routes, which were gen- 
erally adjacent to the T.N.O. rail lines. 


-Approximately 71 per cent of its opera- 


tions, on a mileage basis, were subject 
to the restriction imposed in the prior 
report, said the Commission. 

“It seeks modification of the: restric- 
tion because it fears that the require- 
ment that shipments move under 
‘through bills of lading’ might be con- 
strued as prohibiting it from handling 
freight forwarder or ex-pool car ship- 
ments to destination from break-bulk 
points,” said the Commission. “It ar- 
gues that its services are needed as 
urgently with respect to the peddling of 
freight-forwarder and ex-pool car ship- 
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ments as for any other shipments and 
that, unless it may transport freight 
forwarder and ex-pool car traffic, the 
T.N.O. would be forced to establish lo- 
cal freight train service to points on the 
routes here considered to handle the 
small amount of freight. forwarder and 
ex-pool car tzaffic moving to these points. 
This, it contends, would entirely nullify 
the benefits to the T.N.O. of vendee’s 
service which is auxiliary to, and supple- 
mental of, training service of the T.N.O. 
and would result in the latter incurring 
additional expenses in its rail operations 
instead of effecting economies.” 

The Commission said the restriction in 
question, applicable to most of S. P. 
Transport’s operations, was patterned 
after a similar restriction imposed in 
numerous proceedings in which railroad- 
controlled motor carriers of property 
were authorized to extend their opera- 
tions. It cited for comparison, Kansas 
City Southern Transport Co., Common 
Carrier Application, 10 M.C.C. 221. Con- 
tinuing, the Commission said: 

“The substance of that restriction has 
been preserved, where it has been im- 
posed, although the wording has been 
varied, and, in many instances, it has 
simply provided that shipments trans- 
ported shall be limited to those having 
a prior or subsequent movement by rail. 
The fundamental purpose of the restric- 
tion is to insure that the service will, in 
fact, be limited solely to that which is 
auxiliary to, or supplemental of, railroad 
service. Where the rights are restricted 
to such a service, the traffic may be 
transported only at rail rates and on rail- 
road billing. Texas & Pacific Motor 
Transport Co., Common Carrier Appli- 
cation, 41 M.C.C. 721. It appears imma- 
terial whether the railroad bill of lading 
is a ‘through’ bill or not, as vendee may 
handle traffic only in connection with 
railroad service. Our prior findings will 
be modified by amending the restrictions 
applicable to vendee’s operating rights 
between Rockport and Corpus Christi, 
Tex., and between San Antonio and 
Smiley, Tex.” 

In a footnote to its report the Commis- 
sion said petitions had been filed by 
S.P. Transport seeking modification of 
the same restriction in connection with 
its other operating authority. 


1.C.C. Ratifies 2 of 3 


Trustees for Long Island 


By a report and order in Finance No. 
16483, Long Island Rail Road Co. Re- 
organization, the Commission, division 
4, has ratified the appointment of two 
trustees for the railroad, and denied 
ratification of a third trustee. 

The federal district court for the east- 
ern New York district had appointed 
Hunter L. Delatour, James D. Saver, 
and David E. Smucker. 

The Commission said Mr. Delatour’s 
principal occupation had been that of 
a practicing attorney primarily in cor- 
poration law, and that at one time he 
was a law partner of Judge Harold M. 
Kennedy of the federal district court 
having jurisdiction of the reorganization 
proceedings. It said he would continue 
in the practice of law. 

Mr. Saver, the Commission said, had 
been assistant U.S. attorney for the east- 


ern New York district, for five years as 
assistant to Harold M. Kennedy, now 


.Judge Kennedy, had been chief of the 


war emergency division and chief of the 
criminal division of the US. district 
attorney’s office for the eastern New 
York district, and first assistant, crimi- 
nal division, Department of Justice, 
Washington, D.C. It said he was now 
partner in law firm. 


Mr. Smucker is general manager of 
the debtor corporation. He has been 
a the Pennsylvania Railroad since 

The Commission said the court had 
“pointed out that the total compensation 
tor the two additional trustees need 
be no greater than for only one addi- 
tional trustee,” having referred to the 
fact that the two additional trustees 
were appointed in view of Mr. Smucker’s 
association with the debtor within a 
year of his appointment. 


The court also said the two additional 
trustees were desirable to give represen- 
tation to the respective interests of the 
north and south shores of Long Island, 
according to the report. 

“Since the area served by the debtor 
is not extensive and it is not the func- 
tion of a trustee to represent any par- 
ticular area,” said the Commission, “we 
are of the opinion that two trustees are 
sufficient to serve the interests of all 
parties and to effect efficient and 
economic operation of the debtor during 
the period of reorganization. Under 
these circumstances and considering the 
difficult financial situation of the debtor, 
we conclude that it would be uneco- 
nomical to provide the services of three 
trustees. It is our view that the affairs 
of the debtor can be satisfactory handled 
by Smucker and Delatour.” 





Proposed Willamette River 


Freighting Service Denied 


The Commission, division 4, by a report 
and order, has denied an application in 
W-370, Sub. 1, Albert Bernert Extension 
—Freighting, in which the applicant 
sought a revised certificate authorizing 
extension of his present authority to in- 
clude operations as a common carrier by 
non-self-propelled vessels with the use 
of towing vessels in the transportation 
of commodities generally between ports 
and points along the Willamette River 
above and including Oregon City, Ore. 

The Commission said the applicant 
was authorized in W-370, Albert Bernert 
Common and Contract Carrier Applica- 
tion, 250 I.C.C. 810, to operate as a com- 
mon carrier in performing general tow- 
age in the same territory for which au- 
thority was now sought to perform 
freighting service. 

It said the applicant proposed to 
develop the transportation of lumber, 
logs, oil, fertilizer, rock, and wheat, now 
moving by truck or rail, by providing 
through barge service between points on 
the upper Willamette and Portland, by 
interchange of barges at Oregon City 
with carriers having authority to operate 
below the latter point. 

It also said the army engineer in 
charge of improving the channel of the 
Willamette above Oregon city found 
present arrangements for hiring barges 
and towing services not always satisfac- 
tory and desired the common carrier 
freighting service proposed. After re- 
viewing other possible sources of traffic, 
the Commission said the only prospective 
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traffic “indicated in support of this ap. 
plication” was 1,000 tons of paper a4 
month offered only if scheduled service 
were maintained two or three times a 
week, 3,000 tons of seed that would move 
in comparatively small quantities during 
the low-water period, and some petroleum 
products, all of which would originate at 
or be destined to Albany, Ore., or points 
below. It said there was no shipper testi- 
mony indicating a need for barging serv- 
ice above Albany and that applicant did 
not intend to offer service as frequently 
as would be required to obtain the paper 
movement. The present condition of the 
river during low water periods made it 
impractical to maintain dependable serv- 
ice for the movement of seed, it added, 
and that petroleum products would be 
offered only if and when present storage 
facilities along the river were enlarged 
to accommodate bargeload quantities. In 
the circumstances, it said, the proposed 
operation would not meet the needs of 
these shippers. 





















‘Inaptly Framed’ Findings 
In Motor Case Restated 


By a report and order on reconsider- 
ation in MC-88773, Northern Transporta- 
tion & Supply Co. Common Carrier Ap- 
plication, the Commission, division 5, says 
the findings and the certificate in its 
prior report were “inaptly framed,” and 
has issued an amended certificate for 
transportation of general commodities, 
with exceptions, between Los Angeles, 
Calif., and Silverpeak, Nev., over a regu- 
lar route serving specified intermediate 
and off-route points. The Commission 
said intermediate and off-route points 
were not granted in connection with ir- 
regular-route rights. 

Findings in the prior report, it said, did 
not accomplish the “obvious intent” of 
the report and the authority actually 
granted was “on its face confused and 
improper.” It said the report disclosed 
a clear intent to grant a regular route 
as sought between Los Angeles and Sil- 
verpeak as an enlargement commodity- 
wise of corresponding authority already 
held. No such route was, however, com- 
pletely described, but rather one that 
terminated at some indefinite junction 
short of Silverpeak, the findings grant- 
ing irregular-route authority in the ter- 
ritory adjacent to Los Angeles and Sil- 
verpeak, it said. 

The Commission said N.T. & S., orig- 
inating traffic in the authorized area ad- 
jacent to Los Angeles destined to an 
authorized point in the Nevada area 
even to Silverpeak was now required, if 
it was lawfully to operate, to preserve and 
maintain the different character of its 
services by moving such a shipment first 
in irregular-route service, then in regu- 
lar-route service, then again in irregu- 
lar-route service. 


“Clearly no such operation is prac- 
ticable nor was intended to be author- 
ized,” it said. “The findings, and of 
course applicant’s certificate based there- 
on, were inaptly framed and the request 
for a modification of the findings in the 
prior report and for an amended certifi- 
cate is clearly meritorious.” ‘ 

The Commission added that the filing 
of the applicant’s petition for modifica- 
tion was “virtually invited” in the Com- 
mission’s report in Garrett Freightlines, 
Inc. v. Northern Transportation Co., 4 
M.C.C. 707 involving the applicant’s oper 
ations between Los Angeles and Tonopah, 
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Nev., “where it was said that applicant’s 
authority was inaptly framed and should 
pe restated, but that action along such 
line was unwarranted in the absence of 
a request therefor.” 





Cartage Rights Sale 


The Commission, division 4, by a re- 
port and order in MC-F-4050, Harry A. 
Pettyjohn—Purchase—Hjalmar _ Nielsen, 
has authorized purchase by Harry A. 
Pettyjohn, doing business as Centropolis 
Transfer Co., of the operating rights and 
property of Hjalmar Nielsen, doing busi- 
ness aS Nielsen Bros. Transfer Co., both 
of Kansas City, Mo. 

The Commission said the purchaser 
would eliminate duplicate operating and 
administrative functions and effect other 
economies where possible, and that 


there was need for continuing the move- 
ment of general commodities in a local 
cartage type of service in the area au- 
thorized to be served by Nielsen’s oper- 
ating rights. 





COMMISSION REPORTS 


(An asterisk before the docket number 
means that the report will not be printed 
in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
prompt application to the Commission.) 


Switching 


No. 29754, Brownsville Navigation Dis- 
trict of Cameron County, Tex., et al. v. 
St. Louis, Brownsville & Mexico Railway 
Co. By division 3. Switching charges at 
Brownsville not shown unreasonable or 
otherwise unlawful and complaint dis- 
missed. Operating conditions at alleged 
preferred terminals at competitive points 
not shown to be similar to those found 
at Brownsville. Failure to establish 
affirmatively a similarity of circum- 
stances and conditions as between the 
compared locations, coupled with lack 
of injury or damage to Brownsville, held 
to preclude finding the assailed charges 
unduly prejudicial. 


Bananas 


No. 29788, Banana Supply Co. v. Beau- 
mont, Sour Lake & Western Railway Co., 
et al. By the Commission, division 3. 
Found not shown to have been, or to be, 
unreasonable or unduly prejudicial rate 
of $1 a 100 pounds, charged on bananas 
of Mexican origin, in carloads, minimum 
20,000 pounds, from Brownsville, Tex., 
to St. Louis, Mo. Complaint dismissed. 
The report said the complainant com- 
pared the assailed $1 rate with banana 
tates from other Texas ports and ports 
NM Louisiana to St. Louis and Kansas 
City, Mo., Colorado common points. and 
lM some instances, Memphis, Tenn., and 
Oklahoma City, Okla., and also relied 
on the defendants’ origin grouping and 
tate equalization practices in respect of 
fresh vegetables, canned goods, and 
ffain. It said the complainant’s com- 
parisons with rate adjustments on other 
commodities showed inconsistencies in 
the establishment of origin groupings 
and rate equalization practices, but it 
appeared that the compared adjustments 
Were -ontrolled by dissimilar circum- 
stances. In some instances, it said, lower 
tates for import shipments than for do- 
mestic shipments of the same commodity 
had been prescribed or approved, but it 





did not appear that there was justifica- 
tion for lower rates on bananas than 
the rates on domestic shipments of fresh 
vegetables with which comparisons were 
made. It said that in proceedings em- 
bracing Texas ports or Mexican border 
crossings no rates on bananas less than 
45 per cent of first class had been pre- 
scribed. The assailed rate tested by per- 
centage relations to corresponding first- 
class rates, it said, was relatively lower 
than any of the rates on bananas with 
which comparisons were made, except to 
Colorado. The report said it did not 
appear that in respect of banana ship- 
ments from Brownsville to St. Louis, car- 
rier competition was like that encoun- 
tered in respect of traffic to Colorado. 


Contractors’ Outfit 


No. 30013, Northwestern Engineering 
Co. v. Great Northern Railway Co., et 
al. By the Commission, division 3. 
Found inapplicable, freight charges col- 
lected on a carload shipment of second- 
hand used contractors’ equipment made 
on July 13, 1944, from Dell, Mont., to 
Bruno, Minn., and delivered July 31. Ap- 
plicable charges found to be those based 
on combination rate of $148 a 100 
pounds, and actual weight, plus demur- 
rage and diversion charges of $2.20 and 
$2.48, respectively. Reparation awarded. 


COMMISSION MOTOR REPORTS 


(An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of motor 
carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission.) 





*MC-31870, Sub. 30, G. N. Childress, 
dba G. N. Childress Transportation Co., 
Sanford, N.C. Certificate granted, Com- 
missioner Lee dissenting in part. Over 
irregular routes, textiles and textile prod- 
ucts from specified N.C. points to Sanford, 
N.C., and to points in Ga., S.C., Va., Pa., 
N.J., N.Y., Md., Del., Mass., R.I., and 
Conn. 


*MC-107134, Sub. 5, John Bernerth 
and Frank E. Lucki, dba Woodville Truck 
Line, Woodville, O. Permit denied. Over 
irregular routes, steel and steel products, 
brass and brass products, and aluminum 
and aluminum products, between points 
in nine states. 


*MC-109732, Sub. 1, T. N. Russ, dba 
Russ Truck Line, Winter Garden, Fla., 
common carrier. Certificate granted. 
Canned citrus fruits and juices from 
Plymouth, Groveland, Howey, and Cler- 
mont, Fla., and points within five miles 
of each to Tampa, Fla., over irregular 
routes. 


UNCONTESTED FINANCE CASES 


Report and order in F.D. No. 16327, San 
Diego & Arizona Eastern Railway Co. Track- 
age Rights, authorizing modification of 
operating agreement under which the San 
Diego & Arizona Eastern Railway Co. oper- 
ates over certain tracks of the Atchison, 


Topeka & Santa Fe Railway Co. in San 
Diego, Calif., conditions prescribed. Ap- 
proved. 


Report and certificate in F. D. No. 16373, 
Illinois Central Railroad Co. Abandonment, 
permitting abandonment by the Illinois Cen- 
tral Railroad Company of a line of railroad 
in Massac County, IIll., conditions prescribed 
re protection of employees. Approved. 


Report and order in F. D. No. 16508 Mis- 
souri Pacific Railroad Co. Trustee Equipment 
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Trust Certificates, granting authority to as- 
sume obligation and liability, as guarantor, 
in respect of not exceeding $4,320,000 of 
Missouri Pacific Railroad equipment-trust 
certificates, series LL, to be issued by the 
New York Trust Co., as trustee, and sold at 
99.511 per cent of par and accrued dividends 
in connection with the procurement of cer- 
tain equipment. Approved. 


RAILROAD ABANDONMENTS 


Frisco 


In Finance No. 16525, the St. Louis- 
San Francisco Railway Co. asks author- 
ity to abandon a portion of its line ex- 
tending trom Mount Vernon, Mo., to 
Miller, Mo., all in Lawrence county, 3.23 
miles. The applicant said the portion of 
its line was being and had been for 
some time operated at a substantial def- 
icit and that continued maintenance 
and operation would require the pay- 
ment of considerable amounts for taxes 
assessed against the line and for main- 
tenance. 


N.Y.O. & W. 


The New York, Ontario & Western 
Railway Co., by an aovplication in Fi- 
nance No. 16526, asks authority to aban- 
don its Northwest branch, extending for 
about two miles from a point on the 
main line of the Ontario, Carbondale & 
Scranton Railway Co., in Lackawanna 
county, Pa. The trustees of the latter, 
as owners Of the line, joined the appli- 
cation. Meager traffic and needed re- 
habilitation were given as reasons for 
the abandonment. 


Ohio & Morenci 


Examiner J. A. Prichard, in a proposed 
report in Finance No. 16332, Ohio & 
Morenci Railroad Co. Abandonment, has 
recommended that the Commission deny 
the application for the abandonment of 
the company’s railroad properties in 
Lucas and Fulton counties, O., and 
Lenawee county, Mich. The two seg- 
ments involved, he said, had been op- 
erated very profitably and that negotia- 
tions between the applicant and one 
shipper served by which the New York 
Central was enabled to serve the shipper 
“gives rise to a strong suspicion that the 
applicant, under the domination of 
Summer & Co., disregarded its obliga- 
tions to the public as a common carrier 
in order to enable that company to 
achieve a selfish purpose.” He said the 
applicant had attempted to reduce its 
business to warrant the abandonment. 

Summer & Co., the examiner said, was 
the parent company which obtained the 
properties of O. & M., and of Blissfield 
Railroad Co., on dissolution of Schon- 
thal Co., of Columbus, O., a dealer in 
scrap iron and steel, another subsidiary. 
Involved in the application for authority 
to abandon were the entire railroad 
properties of the O. & M., consisting of 
its main line extending from a point at 
Berkey to Morenci, about 21 miles, in 
Lucas and Fulton counties, O., and Lena- 
wee county, Mich., and a switching track 
in Blissfield with spur and switch tracks, 
1.7 miles, in Lenawee county, Mich. 

The examiner said applicant’s original 
investment was $28,250 for the Morenci 
line and $5,200 for the Blissfield track, 
a total of $33,450, including road and 
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equipment. He said applicant paid large 
dividends on its 340 shares of stock, 
owned directly or indirectly by Summer 
& Co., up to 1945, diverting net income 
to corporate surplus in the following 
three years, increasing that account to 
$60,975. He rejected the applicant’s con- 
tention that the properties had been 
operated unprofitably and that it would 
probably have to borrow $36,000 for 
rehabilitation, citing cash on hand of 
about $58,000 and a corporate surplus of 
more than $60,000. At another point the 
examiner said it was obvious that Sum- 
mer & Co. now desired to procure $242,800 
through salvage of the properties for- 
merly sold to the applicant for $33,450, 
also acquiring the remaining assets of 
the applicant in dissolution proceedings, 
including cash and other current assets 
of $72,983, and the corporate surplus of 
$60,975. As to an assertion that appli- 
cant’s net income amounted to only 
about 2 per cent of the salvage value of 
the properties, the examiner said that 
could not be considered in determining 
the question of public convenience and 
necessity involved. He added that com- 


putations from the figures set forth 
showed the applicant’s average net in- 
come for the past 6 years was $9,517 
annually, or more than 28 per cent of the 
book value of its outstanding capital 
stock. 


Dealing with another reason advanced 
for abandonment, that applicant had no 
franchise to operate in Morenci, the ex- 
aminer observed that it had until May 1 
to obtain that franchise. Instead of 
applying for a franchise, he said, it en- 
tered into an agreement with the largest 
industry in Morenci in accordance with 
which part of applicant’s tracks were 
dismantled, the New York Central in the 
meantime obtaining a franchise from the 
borough to lay tracks on the applicant’s 
old right-of-way on certain streets. The 
examiner said the record did not show 
that any of applicant’s main line in the 
borough of Morenci had been dismantled, 
the dismantled track having been de- 
scribed as a sidetrack. He said the facts 
of the agreement and dismantling in- 
dicated that “the applicant connived 
with others to have the New York Cen- 
tral build tracks to reach the industries 
in question so that the applicant’s busi- 
ness would be reduced to an extent suf- 
ficient to warrant abandonment of its 
line.” 





ORDERS 


Ex-Lake Grain Rates to New 
York for Export Suspended 


The Commission, by an order in I. 
and S. No. 5641, Export Grain, Buffalo 
to New York, has suspended from April 
11 to November 10, schedules proposing 
to reduce by one-half cent rates on ex- 
lake grain from Buffalo to New York 
City and other north Atlantic ports (see 
Traffic World, April 9). 


The tariffs were protested by the 
Baltimore & Ohio, the Reading, the 
Pennsylvania, and the Western Mary- 
land on the ground that the reduction 
would disturb the differential observed 
for many years between Baltimore and 
Philadelphia and the other ports. 

The New York Central told the Com- 
mission it did not intend to answer the 
protests and was willing to have the 
tariffs suspended and an investigation 
instituted so that all the facts in sup- 
port of the lawfulness of the proposed 
rates might be developed. 

In announcing suspension of ex-lake 
grain rates from Buffalo to New York, 
and other north Atlantic. points, the 
Commission named supplement No. 19 
to Rutland Railroad Co.’s tariff I.C.C. 
6721, supplement No. 60 to Agent C. W. 
Boin’s tariff I.C.C. A-563, and supple- 
ments Nos. 11, 12 and 13 to Agent C. W. 
Boin’s tariff I.C.C. A-881. 

The Commission said the schedules 
proposed to reduce the export rates on 
ex-lake grain from Buffalo, Ogdensburg 
and Oswego, N.Y., to Albany and New 
York, N.Y., Boston, Mass., and Portland, 
Me.; to increase the period of free stor- 
age time on grain held for export at New 
York and vicinity; and to increase the 
storage charges on grain held for export 
at Boston and Portland. 


Rail Mishap Orders Amended 


The Commission, division 3, has issued 
an order In the Matter of Requiring 


Common Carriers by Railroad ... To 
Make Special Reports by Telegram of 
Accidents Causing Death or Injury to 
One or More Persons. It has amended 
the Commission’s order of June 21, 1911, 
as amended by order of December 8. 
1928. 


The amended order, among other 
things, required railroads, on and after 
June 1, to report by telegram to the 
Commission, immediately, collisions or 
derailments of trains, hand cars, section 
motor cars or other self-propelled rail 
cars resulting in death or serious injury. 
It said “serious injury” meant “an in- 
jury to any person sufficient . . to in- 
capacitate the injured person from fol- 
lowing his customary vocation or mode 
of life for a period of more than three 
days in the aggregate during the 10 
days immediately following the acci- 
dent. 





Concerted Action a ‘Strike’ 


Homer King, director of the Commis- 
sion’s Bureau of Service, has made an 
informal ruling that work stoppages oc- 
curring at coal mines as a result of any 
concerted action by miners constitutes 
a strike. 


Shippers interpret the ruling to mean 
that stoppages as described would bring 
into play the provisions of demurrage 
or storage rules applicable in a strike 
period. 





Released Rates Order Dropped 


The Commission, by Commissioner 
Alldredge, has issued an order rescinding 
released rates order MC-253. 

It said the order was issued December 
13, 1944, and authorized carriers parties 
to tariff MF-I.C.C. No. 4, and supple- 
ments to and successive issues thereof, 
issued by Elmer Ahl, agent, to establish 
and maintain released rates on livestock, 
chiefly valuable for breeding, racing, 





and show purposes, or other special uses. 
The Commission said the agent had re- 
quested that the order be rescinded. 





Forwarder Order Extended 


The Commission, by an order in No. 
29493, Freight Forwarders—Motor Com- 
mon Carriers, Agreements, has post- 
poned from April 22, until August 1, the 
effective date of its order requiring 
elimination of so-called joint rates of 
freight forwarders and motor carriers. 
The original order set the effective date 
as January 22 (see Traffic World, Oct. 
9, .1948, p. 21). 


Electric Ry. Accounting 


Secretary Bartel, of the Commission, 
has issued a notice to all electric rail- 
ways that, no objections having been re- 
ceived by March 31, modifications of the 
uniform system of accounts for electric 
railways, issue of 1947, embodied in a 
Commission order of February 16, become 
effective May 1. 


1.C.C. Practitioners 


The following have been admitted to 
practice before the Commission: 


Frank Robert Bayle, Salt Lake City, Utah; 
Joe W. Cadwell, Sioux Falls. S.D.; William 
Duffy, Jr., Wilmington, Del.; Sumner J. Gof- 
fin, Portland, Me.; Sidney Dwight Griffith, 
Columbus, O.; Le Roy William Gudgeon, 
Chicago, Ill.; Edgar Jarvis Gurganus, Wil- 
liamston, N.C.; Maurice Kadish, Seattle, 
Wash.; Robert Burita Kramer, Elgin, ILL; 
David S. Kumble, New York, N.Y.; Clarence 
F. Lea, Washington, D.C.; William S. Liven- 
good, Jr., Somerset, Pa.; Robert L. Livesay, 
Detroit, Mich.; Monford Arthur Orloff, Bel- 
lingham, Wash.; Walter B. Phelan, Cheyenne, 
Wyo.; Edwin M. Reich, New York, N.Y.; A. 
Joseph A. Rossi, Pittsburgh, Pa.; and 
Bernard Sobol, New York, N.Y. 


SUSPENDED TARIFFS 


(Designation of a tariff below does not 
mean that all schedules in it have been 
Suspen- 


suspended by the Commission. 
sion orders contain many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin.) 


I. and S. M-3010, Nylon Hosiery Rat- 
ings in New England, from April 8 to 
and including November 7, certain sched- 
ules published in supplments Nos. 16 and 
17 to the Coordinated Motor Freight 
Classification, MF-I.C.C. No. A-80 and 
I.C.C.-F.F. No A-3 of the New England 
Motor Rate Bureau, Inc, agent, Boston, 
Mass. The suspended schedules propose 
to establish increased ratings on nylon 
hosiery for application within New Eng- 
land territory. 

I. and S. 5642, Pick-Up Allowance- 
Manhattan Island, New York, N. Y. 
from April 10 to and including November 
9, certain schedules as published in 
supplements Nos. 40 and 5 to Pacific and 
Atlantic Shippers’ Association, Ine. 
tariffs I.C.C.-FF Nos. 28 and 41, re- 
spectively. The suspended schedules 
propose to extend free pick-up service 
to all cohsignors located in New York 
City (Borough of Manhattan), N. Y. 
and to make an allowance of 20 cents 
per 100 pounds to the consignor who 
makes its own arrangements for the 
pick-up service. The schedules were 
protested by four freight forwarders 0P- 
erating in the New York area, who sali 
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forwarders could not provide pick-up 
service in Manhattan because of conges- 
tion and other operating difficulties (see 
Traffic World, April 9, p. 33). 


I. and S. M-3011, Various Commodities 
—Between Detroit, Chicago & Wis., from 
April 11, to and including November 10, 
certain schedules published in supple- 
ment No. 2 to tariff MF-I.C.C. No. 7 
of Michigan ‘Tri-State Motor Express, 
Inc., Benton Harbor, Mich. The sus- 
pended schedules propose to establish a 
new 20,000-pound motor common carrier 
commodity rate on iron or steel and 
other articles from Chicago, IIll., to De- 
troit, Mich., and new or reduced 20,000- 
pound commodity rates on various ar- 
ticles from Detroit to Chicago and Mil- 
waukee, Kenosha and Racine, Wis. 


I. and S. M-3012, Merchandise, North 
Atlantic Ports to Atlanta, the Commis- 
sion on its own motion, suspended from 
April 11, to and including November 10, 
schedules as set forth in tariff MF-I.C.C. 
No. 451, and supplement No. 1 thereto, 
of Southern Motor Carriers Rate Con- 
ference, agent, Atlanta, Ga. The sus- 
pended schedules propose new motor 
common carrier rates on merchandise, 
in mixed truckloads, minimum 12,000 
pounds, from New York, N. Y., Philadel- 
phia, Pa., and Baltimore, Md., to Atlanta, 
Ga. 
I, and S. M-3013, Anthracite Coal, Pa. 
to Peekskill, N.Y., from April 10, and 
later, to and including November 9, cer- 
tain schedules as published in tariffs 
MF-I.C.C. Nos. 11 and 12 of John R. 
Lesoine, Stroudsburg, Pa. The _ sus- 
pended schedules propose to establish 
hew motor common-carrier rates on an- 
thracite coal from points in Lackawanna 
and Luzerne Counties, Pa., to Peekskill, 
a. Y. 

I. and S. M-3014, Commodities, Cin- 
cinnati, O., to Brookville, Ind., from 
April 10, to and including November’ 9, 
certain schedules published in tariff MF- 
Lc.c. No. 3 of Clifford L. Fohl and 
Cletus J. Fohl, a partnership, doing busi- 
ness aS Fohl’s Express, Brookville, Ind. 
The suspended schedules propose new 
commodity rates on fresh fruits and 
vegetables, iron or steel roofing, and ply- 
wood board from Cincinnati, O. to 
Brookville, Ind. 


I. and S. M-3015, L.T.L. Class Rates 
between Wis. & Central Points, from 
April 11, to and including November 10, 
certain schedules published in supple- 
ment No. 49 to tariff MF-I.C.C. No. 164 
of Central States Motor Freight Bureau, 
Inc., Agent, Chicago, Ill. The suspended 
schedules propose increases, generally of 
approximately 10 percent, in less-than- 
truckload class rates between points in 
Wisconsin, also Menominee, Mich., and 
points in Central Territory. 

I, and S. No. 5643, Limestone, Prairie 
du Rocher, Ill. to Baton Rouge, from 
April 12 to and including November 11, 
certain schedules as published in sup- 
plements 69 and 71 to Agent C. A. Span- 
inger’s tariff I.C.C. No. 998. ‘The sus- 
pended schedules propose to reduce the 
carload commodity rate, and to estab- 
lsh a lower multiple-carload rate, on 
cfushed limestone from Prairie du 
Rocher, Ill. to Baton Rouge and North 
Baton Rouge, La. 

I. and S. No. 5645, Sulphur, Louisiana 
and Texas to Virginia, on the Commis- 
Sion’s motion, from April 13, to and 
cluding November 12, certain schedules 
a published in supplement No. 152 to 
Agent D. Q. Marsh’s tariff I.C.C. No. 
3543. The suspended schedules propose 
to reduce, over certain routes, the rates 








on sulphur (brimstone), in carloads, 
from Louisiana and Texas origins to des- 
tinations in Virginia, without observing 
the provisions of section 4 of the inter- 
state commerce act. 


I. and S. No. 5646, Sugar Cane, Florida 
to Clewistone, Fla., from April 13, to and 
including November 12, schedules pub- 
lished in Atlantic Coast Line Railroad 
Co.’s tariffs I.C.C. Nos. B-3219 and B- 
3220. The suspended schedules propose 
to establish mileage commodity rates 
and transit arrangements on sugar cane, 
in carloads, from points in Florida on 
the Atlantic Coast Line and Florida East 
Coast railroads to Clewiston, Fla., for 
conversion into and reshipment of un- 
refined sugar or blackstrap molasses, or 
dehydrated sugar cane pith. 


I. and S. No. 5644, Sulphur, Louisiana 
and Texas to Dothan, Ala., the Commis- 
sion on its own motion, suspended from 
April 13 to and including November 12, 
certain schedules as published in sup- 
plement No. 151 to Agent D. Q. Marsh’s 
tariff I.C.C. No. 3543. The suspended 
schedules propose to reduce, over cer- 
tain routes, the rates on sulphur (brim- 
stone), in carloads, from Louisiana and 
Texas origins to Dothan, Ala., without 
observing the provisions of section 4 of 
the interstate commerce act. 


COMMISSION ORDERS 


MC 23942, Sub. 1, A. C. L. Extension, Va.- 
N.C. Proceeding reopened for further hear- 
ing at a time and place to be fixed to 
determine changes, if any, to be made in 
condition 3. 


MC 67118, Sub. 6, Spencer Tribble Hazel- 
wood Extension, packing house products. 
Proceeding reopened for further hearing at a 
time and place to be fixed. 

MC 2377, (now renumbered MC 108859), 
Clairmont Transfer Co., common carrier ap- 
plication. Proceeding reopened for further 
hearing at a time and place to be fixed to 
introduce evidence regarding operations from 
and to Marinette, Wis. 

No. 29276, Kellogg Co., et al. v. Abilene & 
Southern et al. Defendants petition for re- 
consideration and rehearing, denied. 

I. & S. 5628, Newspaper Supplements, San 
Francisco to Seattle, discontinued. Respond- 
ent under special permission filed a tariff 
effective March 14, canceling suspended 
schedules. 

No. 29730, The Great Atlantic & Pacific 
Tea Co. v. United States Maritime Commis- 
sion et al. Complainants petition for recon- 
sideration denied. 

No. 30183, Medusa Portland Cement Co. v. 
I. C. et al. Defendants motion to dismiss 
complaint, overruled. 

MC-10900, Sub. 9, McCullough Transfer Co., 
Extension—Alternate Routes. Proceeding re- 
opened for reconsideration on present record. 

MC-29886, Sub. 40, Dallas & Mavis For- 
wording Co., Inc., Extension-Pennsyvania, 
MC 29886, Sub. 44, Dallas & Mavis Forward- 
ing Co., Inc., Extension-Busses from Mitchell 
and MC-29886. Sub. 45. Dallas & Mavis For- 
warding Co., Inc., Extension-15 States. Pro- 
ceedings reopened for further hearing at a 
time and place to be fixed solely with re- 
spect to applicants fitness to conform to 
provisions of Part II of Interstate Commerce 
Act. 

MC-42487, Sub. 153, Consolidated Freight- 
ways, Inc., Extension-Hillsboro, Oreg. Time 
in which petitions for reconsideration, re- 
hearing or reargument may be filed, extended 
to April 18. 

MC-76572, Asbury Transportation Co., Com- 
mon carrier applications. Order of April 21, 
further modified to become effective June 
15, instead of April 15, insofar as it denied 
authority to transport oil field equipment 
between Orange, Los Angeles, Ventura, Santa 
Barbara, San Luis Obispo, Kern and Kings 
Counties, Calif., and that portion of Fresno 
County within 40 miles of Coalinga, Calif. 

W-971, Sub. 1, Jerome Dempsey Common 
Carrier application. Applicants petition for 
further hearing and reconsideration, denied. 

No. 29807, Southern Packing Co. of Talla- 
hassee v. L. & N. et al. Order of January 
31, modified to become effective June 30 on 
not less than 30 days notice, instead of 
May 12. 

No. 30180, Merchants Packing Co. et al. v. 
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U.P., No. 30180, Sub. 1, Baldridge Packing 
Co., et al. v. U.P. Proceedings handled 
under modified procedure, and parties there- 
to to comply with provisions of rules 45 to 
54, inclusive of General Rules of Practice be- 
fore the Commission. 

FF-153, Southern California Freight For- 
warders. Applicants petition for reopening 
and rehearing, denied. 

No. 29741, Adrian Grain Co., et al. v. Ann 
Arbor, et al. Order of January 25 further 
modified to become effective July 1, on not 
less than 30 days’ notice, instead of June 3. 

No. 29850, Youghiogheny & Ohio Coal Co. 
v. B. & O. Petition of interveners for reopen- 
ing, rehearing and reconsideration by entire 
Commission of report decided September 24, 
1948, denied. 

F. S. A. 18765, et al. Sugar to Ill. and Cin- 
cinnati, Ohio. Petitions of applicants and 
National Sugar Refining Co. for reopening 
and reconsideration accepted and filed of 
record in proceeding and replies to such 
petitions may be made on or before April 28. 


MC 95655, Sub. 3, Finnie Bell Barb, execu- 
trix, extension, milk and cream. Report and 
recommended order served October 20, 1948, 
which became effective order of Commission 
on November 9, 1948, modified by deleting 
from findings on sheet 2 of said report 
following: 

(1) of raw milk, condensed milk, and 
cream from Bristol, Tenn.-Va., to points in 
Va., Tenn., N.C., S.C., and Ky., and return 
of empty containers used in above-described 
operation, and (2) of wrecked mining cars, 
Va., Ky., Tenn., and W.Va., within 150 miles 
of Bristol, to Bristol, Tenn.-Va., all over ir- 
regular routes, 
and substituting therefor following: 

(1) of raw milk, condensed milk, and 
cream, Bristol, Tenn.-Va., to points in Va., 
Tenn., N.C., S.C., Ga., and Ky, and return 
of empty containers used in above-described 
operation, and (2) of wrecked mining cars 
Va, Ky., Tenn., and W.Va., within 150 miles 
of Bristol, to Bristol, Tenn.-Va., all over ir- 
regular routes; 

This order shall become effective on May 
16 unless any party-in-interest shall show 
cause in writing why said report should not 
be modified in manner described above. 

MC 109107, D. B. Fedderwitz, contract car- 
rier application. Proceeding reopened for 
— hearing at a time and place to be 

xed. 


APPLICATIONS 


AND PETITIONS 





Quick Action Asked by 
Railroads on Alabama 


Intrastate Freight Rates 


Railroads operating in Alabama have 
asked the Commission to take immediate 
steps to bring intrastate rates up to the 
level of those which have been author- 
ized on interstate trafiic in Ex Parte 162 
and Ex Parte 166. They ask an immedi- 
ate order for the Ex Parte 162 increases, 
and early hearing on the Ex Parte 166 
increases. 


This request is coupled with a request 
that the Commission find Alabama in- 
trastate freight rates and charges caus- 
ing discrimination against interstate 
commerce to the extent they have not 
been increased in amounts correspond- 
ing in all respects with increases author- 
ized in the 1946 general increase proceed- 
ing, Ex Parte 148-162, Increased Rail- 
way Rates, Fees and Charges, 1946, 264 
I.C.C. 695, 266 I.C.C. 537. 


The railroads’ request is in the form 
of a motion filed in No. 29845, Increases 
in Alabama Freight Rates and Charges, 
in which Examiner Russell M. Brown, in 
@ proposed report, recommended that 
the Commission order the Alabama in- 
trastate rates increased to the Ex Parte 
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148-162 level (see Traffic World, Jan. 8, 
p. 40). 

In his report, Examiner Brown, deal- 
ing with denial by the Alabama author- 
ities of the entire increases intrastate on 
the ground that the railroads had not 
furnished separate data on the cost of 
operation in Alabama, rate of return, 
and value of property used in intrastate 
operations, said the demand for those 
separate costs was impracticable. 


The railroads, in dealing with the 
situation said the Alabama commission 
handed down its decision in November 
13, 1947, denying the railroads’ petition 
for increases that would match the 13.7 
per cent increase added to the earlier 
6.3 per cent increase granted in Ex 
Parte 166. Later in the motion, the 
railroads said the Alabama code, on 
which the Alabama commission relied in 
demanding specific data on intrastate 
costs and property valuation, which they 
said could not be furnished, had been 
in effect since 1940. 

“No change in the Alabama commis- 
sion’s general orders relating to the keep- 
ing of accounts was made as a result 
thereof until December 19, 1947, which 
was seven years after the law was 
passed, eight months after the date of 
the hearing in docket 10304 was held, and 
two weeks after this Commission had 
fixed January 5, 1948, as the date of the 
hearing in this proceeding (No. 29845),” 
said the railroads. 

They continued by saying that when, 
on July 21, 1947, they filed the petition 
for the institution of the investigation 
in No. 29845, the railroads did not know 
that the Alabama commission, in dis- 
posing of the request for the additional 
increase of 13.7 per cent, would deny the 
petition in toto, and had had no ink- 
ling of the grounds on which that denial 
would rest. An appeal to the state 
courts could have been had, the railroads 
said, but it would have had to be on 
the record before the Alabama commis- 
sion and not de novo. Since the record 
before the Alabama body did not con- 
tain a complete explanation of why the 
carriers were unable to supply the data 
demanded, a rehearing before the Ala- 
bama commission would have been neces- 
sary before a justiciable issue of the 
character the court would consider ex- 
isted the railroads explained. 

The effective date of the Alabama 
commission’s order requiring the separa- 
tion of intrastate revenues and the value 
of the property used in intrastate com- 
merce, January 1, 1948, had been post- 
poned from time to time during which 
the railroads’ accounting officials had 
had numerous conferences with the 
Alabama commission in an effort to 
agree on the character of statistics that 
could be supplied, said the railroads. 
They added they were furnishing 
monthly to the Alabama body reports 
containing the maximum amount of 
statistical data furnished any state reg- 
ulatory body. That data did not show 
separately the value of the railroads’ 
property in Alabama devoted to handling 
intrastate traffic, nor the cost of han- 
dling such traffic separated from that 
of handling interstate traffic, they said. 
adding that their views respecting their 
inability to furnish data from which 
such information might be computed 
had not altered. 

If the Commission denied the request 


for an immediate hearing and thus 
require the railroads to go before the 
Alabama commission for authority to 
make the Ex Parte 166 increases on 
intrastate traffic, said the railroads, “the 
situation would be precisely the same 
as when the Alabama commission de- 
nied them authority to make the Ex 
Parte 162 increase here sought, with the 
exception that the carriers would now 
be on notice regarding the character of 
proof the Alabama commission demands, 
and they undoubtedly would supply 
testimony to sustain their contention 
that such can not be furnished. This, 
however, would not induce the Alabama 
commission to authorize the increase.” 


Ex Parte 166 Situation 


This explanation, the railroads said, 
was presented in support of that part 
of the motion requesting that No. 29845 
be broadened to cover the Ex Parte 166 
increases, if it was not broad enough 
to do so at present. Examiner Brown 
had said in his proposed report that 
the propriety of Ex Parte 166 rate levels 
had been decided “in principle” and that 
it should not be necessary to resort to 
a further proceeding to ascertain 
whether the Ex Parte 166 increases 
should be included in the Alabama in- 
trastate increases. 


On this situation, the railroads said: 


“In support of the request made that 
this Commission at the time it hands 
down its decision based on the evidence 
of record covering the situation that ex- 
isted as of January 1, 1947, enter an order 
immediately, directing the respondents 
to remove the undue and unlawful pref- 
erence, prejudice and _ discrimination 
found to exist bv increasing the Alabama 
state rates and charges by amounts 
which shall correspond in all respects 
with the aforesaid increases authorized 
in Ex Parte 148-162, your petitioners 
point out that unless such action is taken 
it can onlv result in a pseudo trial before 
the Alabama commission involving the 
Ex Parte 166 increase and an order by 
that commission denying such.” 

As they were losing about $10,000 a 
day due to failure to obtain the Ex Parte 
166 increases on Alabama intrastate traf- 
fic, the railroads said, the motion for a 
hearing to be had at an early date should 
be granted. 

From all that they had said, the car- 
riers asserted. it was obvious proceedings 
before the Alabama body to obtain Ex 
Parte 166 increases on intrastate traffic 
“must inevitably encounter further in- 
definite and prolonged delays, unduly and 
unnecessarily postponing the Commis- 
sion’s jurisdiction and statutory duties 
defined in sections 13 and 15a” of the act. 





Illinois Sand and Gravel 
Shippers Come to Defense 
Of Illinois Commission 


Ten sand and gravel companies of 
Illinois have asked the Commission ito 
deny a petition of the Merom Gravel Co., 
of Riverton, Ind., for an investigation 
under sections 3 and 13 of the interstate 
commerce act into the level of Illinois 
intrastate rates on sand, gravel, and 
crushed stone (see Traffic World, April 
9, mi 3). 

They asked that the Commission deny 
the petition, “simply without prejudice 
to a formal complaint, which that peti- 
tioner is entitled to file under the inter- 


state commerce act but which obviously 
would not reflect the apparent gravity or 
seriousness imparted by an order of in- 
vestigation by this honorabie Commission 
and directed against the Illinois Com- 
merce Commission.” 

Merom Gravel Co. had charged the 
Illinois commission with expressly deny- 
ing petitions of the railroads for in- 
creases in intrastate rates to the level of 
those permitted by the Commission in 
Ex Parte 166 and Ex Parte 168. Also. it 
said, “by dilatory tactics, refusal to hold 
prompt hearings, etc.,” the Illinois body 
had prevented the railroads from increas- 
ing Illinois intrastate rates and charges, 

The Illinois companies said the Com- 
mission should leave the question of 
intrastate increases to the Illinois com- 


mission for orderly and prompt deter- 


mination. 

“The recitals of the petition are un- 
fair to the Illinois Commerce Commis- 
sion and unfortunately misleading,” said 
the Illinois companies. “In particular, 
paragraph IV is false in its reference to 
alleged dilatory tactics, alleged refusal io 
hold prompt hearings, alleged vreven- 
tion of Illinois intrastate increases and 
more to that effect.” 

They continued by saying that the 
carriers had filed applications with the 
Illinois regulatory body following the de- 
cisions of the Commission in Ex Parte 
162 and Ex Parte 166 and that the ITlli- 
nois commission had “very promptly 
docketed and considered such applica- 
tions and has promptly allowed the car- 
riers the same general intrastate in- 
creases as those granted by this honarable 
Commission in interstate traffic, with 
relatively minor exceptions.” 


Proceeding Before Illinois Commission 


They said the Illinois sand, gravel and 
crushed stone shippers had, on each oc- 
casion, represented “earnestly and ur- 
géntly” to the Illinois body that the pro- 
posed intrastate increases would not 
enlarge carrier revenues because they 
would drive traffic from the rails. They 
said they had “requested and obtained 
short hearings” at which they had pro- 
duced “full proof that the Illinois freight 
rates have reached the peak of what the 
traffic will bear against compelling truck 
competition.” 

The protesting shippers said there was 
a further hearing on April 11 at Chicago 
at which time carriers and Illinois ship- 
pers would offer witnesses and exhibits 
to the Illinois Commerce Commission in 
connection with the Ex Parte 168 in- 
creases. 

After asserting intrastate rates on 
sand, gravel and crushed stone in Illinois 
were higher than for corresponding dis- 
tances in almost every southern and 
western state served by any of the rail- 
roads named in the Merom petition, the 
Illinois shippers said Merom Gravel Co. 
would not benefit substantially by in- 
creased Illinois intrastate rates because 
the traffic would be diverted to the 
trucks and would not be affected by rail 
rates. 

The Illinois shipvers said that, with 
the enormous problem and responsibility 
of determining “the grave issues in EX 
Parte 168 throughout the entire United 
States,” the Commission did not have 
time or opportunity in detail to consider 
testimony concerning the intrastate sit- 
uation involved in the petition in Illinois 
“or any other particular locality,” and 
asserted the Illinois commission was C0- 
operating when it undertook orderly and 
full consideration of that question. 

Joined in the request for denial of the 
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Mcrom petition were: Chicago Gravel 
Co.; Columbia Quarry Co.; Lehigh Stone 
Co; Lincoln Sand & Gravel Co.; Mc- 
Grath Sand & Gravel Co.; Conco Build- 
ing Products, Inc.; National Stone Co.; 
Lincoln Crushed Stone Co.; Western 
Sand & Gravel Co.; and East St. Louis 
Stone Co. 


FINANCE APPLICATIONS 





Finance No. 16430, Pennsylvania Railroad 
Co. records accepted bid of Halsey, Stuart & 
Cc., Inc., and associates to pay 99.67 per 
cent of the principal of $9,990,000 of equip- 
ment trust certificates, with dividend rate 
of 242 per cent, representing an average 
dividend cost to applicant of about 2.54 per 
cent. 

Finance No. 16529, Coastal Tank Lines, 
Inc., a motor carrier of York, Pa., asks au- 
thority to declare a 400 per cent stock divi- 
dend, the equivalent of four shares on each 
outstanding share. The applicant said it 
had outstanding 330 shares of stock, all but 
by Karl J. Eisenhardt. It said declaration 
of the stock dividend would increase the 
issued stock to 1,695 shares and the capital 
stock account would become $169,500. 

Finance No. 16531, Illinois Central Railroad 
Co. asks authority to issue $5,520,000 of 
equipment trust certificates, Series DD, to 
be dated May 1 and payable in 20 semi- 
annual installments. The proceeds will be 
used to finance about 75 per cent of the 
cost of 1,500 steel hopper cars and 375 flat 
cars, estimated at $7,396,875. Competitive 
bids have been asked and will be received 
at the Chicago offices of the company until 
noon of April 26. 

Finance No. 7701, Kentucky & Indiana 
Terminal Railroad Co. asks continuation of 
authority to December 31, 1950, in which 
to pledge or repledge all or any part of 
$511,000 of first mortgage 412 per cent gold 
bonds as collateral security. 


PETITIONS FOR REHEARING 





No. 29807, Southern Packing Co., of Tal- 
lahassee v. L. & N. et al., No. 30110, R. L. 
Zeigler, Inc., v. C.B.&Q. et al. Defendants’ 
ask for reopening, rehearing of No. 29807, 
and consolidation with No. 30110. 

MC-C-1030, Investigation of 1949 increases, 
California, Arizona, Colorado, New Mexico 
and Texas. Respondents as for vacation and 
discontinuance of order February 18. 

MC-FC-29180, Application of Tripp Motor- 
ways and Brown Transfer for transfer of cer- 
tificate MC 39736. Applicants ask that order 
of March 9 be set aside, and application 
approved. 

No. 29179, et al., Montana-Dakota Utilities 
Cc. v. A. T. & S. F., et al. Defendants in 
Southwestern territory ask that effective 
date of order of July 14, 1947 be further 
extended beyond May 24, either for an addi- 
tional period of ninety days or for a reason- 
able period subsequent to disposition of 
I. & S. 5623. 


I. & S. 5625, Pig iron Cleveland to Worces- 
ter. Respondents ask for vacation of sus- 
pension order dated January 31, pending 
final determination respecting lawfulness and 
Propriety of tariff under suspension. 


NEW COMPLAINTS 


No. 30133, Sub. 33, Michigan Chemical Corpo- 

ration, St. Louis, Mich., v. C. & O., et al. 
Z Alleges rates on numerous carloads of 
iullers earth, from Attapulgus, Ga., and 
other origins, to St. Louis, Mich., and other 
destinations, in violation of section 1 to 
extent they contained increases exceeding a 
Maximum increase of 6 cents a 100 pounds, 
Made effective May 6, 1948, after decision in 
Ex Parte 166. (Harry 9. Elkins, 930 Munsey 
Bldg., Washington, D. C.) 


No. 30170, Hudson & Manhattan Railroad Co. 
Passenger Fares 

On consideration of petition of H. & M., 

asking authority to increase from 10 to 15 

cents present local interstate fares between 

all stations on its lines, petition assigned for 

hearins at time and place to be designated. 


No. 30177, Railroad Rates on Express Matter 
Petition of Postmaster General for in- 
formation with respect to rates and revenues 
Teceived by railroad companies from express 
COMpanies for transporting express matter, 


and for order requiring railroads and Railway 
Express Agency to report and maintain cur- 
rently all information essential to com- 
Ppliance with section 557 of the railway mail 
Pay act of 1916, assigned for oral argument 
April — the Commission, at Washing- 
ton, : 


No. 30178, 
Charges 
Petition of New York Central, lessee of 
property of West Shore Railroad Co., and 
Raymond L. Gebhardt and Ferdinand J. 
Seighardt, trustees of New York, Ontario & 
Western, for investigation into rates, fares 
and charges for transporting passengers and 
property by ferry between Weehawken, N.J., 
and New York, N.Y.. and for increase in those 
rates, fares and charges, assigned for hear- 
ing at time and place to be designated. 


No. 30216, T. J. Moss Tie Co., Inc., St. Louis, 
Mo., et al. v. St. Louis-San Francisco, 
et al. 

Allege rates on six triple loads of poles, 
shipped between April 13 and April 16, 1948, 
from Marion, Ala., to Columbus, Miss., and 
on nine double loads and five triple loads 
between May 10 and May 20, in violation of 
interstate commerce act. Complainants said 
the defendants agreed to settle on an alleged 
sixth section violation, but were unwilling 
to correct the tariff insofar as alleged viola- 
tiors of sections 1 and 4 were concerned. Ask 
rate via joint route through Demopolis, Ala., 
of 1014 cents a hundred pounds, subject to 
ex parte decision increases, and reparation 
of $635.77 to T. J. Moss Tie Co., and $1,300.95 
to Southern Pine and Hardwood Lumber Co., 
inc. Also that shipments moving pendente 
lite be embraced in the complaint. (M. P. 
Smith, P. O. Box 17, Mobile 1, Ala.) 


No. 30217, Universal Carloading & Distribut- 
ing Co., Inc., New York, N.Y., v. Spkane, 
Fortland & Seattle Ry. Co 

Alleges demurrage charges sought to be 
charged on numerous carload shipments con- 
signed to complainant at Portland, Ore., 

April 18 to May 19, 1947, in period of a truck- 

men’s strike at Portland, in violation of sec- 

tions 1 and 6 to the extent they exceed 
charges computed at $1.20 a car a day or 
fraction of a day, including Sundays and 
holidays and without free time allowance. 

Asks waiver of undercharges. (Wilmer A 

Hill, 225-229 Transportation Bldg., Washing- 

ton 6, D.C.) 


No. 30218, Cooperative Mills, Inc., of Virginia, 
Richmond, Va., et al., v. Alton & South- 
ern, et al. 

Allege failure of defendants to establish 
joint rates, rate factors, and charges on 
grain, grain products, and grain by-products, 
via through routes in which N. & W. and the 
Virginian participate via Roanoke, Va., when 
originating in Ohio and West Virginia on 
and west of N.Y.C. line from Cleveland 
through Columbus to Deepwater Junction, 
W.Va., and in Indiana, Michigan, and Illi- 
nois, and on lines of defendants and their 
connections west of Chicago, St. Louis, 
Peoria, and Cairo, when animal and poultry 
feeds, flour, etc., are destined on lines of 
defendants in the Delmarva Peninsula; and 
that item 12, supplement 227 to Jones’ tariff 
245-G, I.C.C. No. 3356, are in violation of 
sections 1 and 3. Ask cease and desist order, 
rates, and routes, and reparation. (Nuel D. 
Belnap, 2106 Field Bldg., Chicago 3, Ill.) 


MC-C-1041, 1949 Increases—Pacific North- 
west 

Investigation instituted by the Commis- 
sion, division 3, on its own motion, into rea- 
sonableness and lawfulness otherwise of a 
four per cent increase or surcharge in motor 
common carrier rates and charges on ship- 
ments from, to, or between points in Cali- 
fornia, Coloradc, Idaho, Montana, Oregon, 
Utah, Washington, and Wyoming,, in tariffs 
ef Pacific Iniand Tariff Bureau, Inc., agent. 
Supplement No. 9 to MF-I.C.C. No. 2 of the 
bureau cited. among others. 


MC-C-1042, The Richardson Co., Lockland, 
O., v. Eastern Motor Express, Inc., Terre 
Haute, Ind., et al. 

Alleges ratings on battery boxes, covers or 
vents, n.o.i., in item 1730 of Eastern-Central 
Motor Carriers Association MF-I.C.C. A-43, 
exceptions to National Motor Freight Clas- 
sification (East), issued by Everett H. Russell, 
in violation of sections 216(b), (c) and (d). 
Asks cease and desist order and rates not to 
exceed class 5 or 35, minimum 20,000 pounds. 
(Jack B. Josselson, 809 Atlas Bank Bldg., 
Cincinnati 2, O.) 


No. 30200, Camp Concrete Products Co., 
Columbus, Ga., et al. v. Central of 
Georgia trustee. 

Allege rates since March 12, 1943, on car- 
load shipments of sand and gravel from 
Brickyard, Dixieland, and Kendrick, Ala., to 
Columbus, Ga., in violation of sections 1, 
2 and 3. Ask cease and desist order, rates, 
and $60,000 reparation. (C. E. Walker, At- 


Weehawken Ferry Fares and 


—~. 1615 Thirteenth Street, Columbus, 
a.) 
No. 30201, Pennsylvania Transformer Co., 
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Pittsburgh, Pa., v. 
et al. 

Alleges rates on transformers and trans- 
former parts, carloads, from Canonsburg, Pa.. 
to points in various states, on specified 
dates in 1946, 1947, and 1948, in violation of 
sections 1 and 6. Asks cease and desist order 
and reparation. 


MC-F-4144, Transcontinental Bus System, 
Inc., et al—Investigation of Control—Ed- 
wards Motor Transit Co. 

Investigation instituted by the Commis- 
sion, division 4, to determine whether or not 
there is violation of section 5(7) of the inter- 
state commerce act. The order said it ap- 
peared control or management of Edwards 
Motor Transit Co. in a common interest with 
Transit, or a carrier or carriers controlled 
by it, might have been effected and be con- 
tinuing in violation of section 5(4) of the 
act. Named as respondents were Transcon- 
tinental; Continental Bus System, Inc.; Ed- 
wards; The Susquehanna Co.; J. W. Edwards; 
F. J. Edwards; C. A. Denny; Benjamin S. 
Warren; A. C. Allyn & Co., Inc.; Equitable 
Securities Corporation; Paul Davis; Parks 
Armistead; Einer Nielson; Franklin Garment 
Co.; G. Russell Brown; R. E. Steuber; R. A. 
Lile; M. E. Moore; and Continental Lines, 
Inc. 


MC-C-1045, Clark-Cutler-McDermott Co., 
Franklin, Mass. v. New England Trans- 
portation Co. 

Alleges rate and rating on carpet lining 
made of jute needled under item 17872 of 

Official Motor Freight Classification No. 4, 


Alton & Southern 


Eastern Motor Freight Conference, Inc., 
agent, MF-I.C.C. No. 18, Henry J. Nolte, 
C.T.B., in violation of section 217(b). Asks 


refund of $100.45 on three shipments from 
Franklin, Mass., to New Haven, Conn., in 
November, 1948. (Paul F. Mullin, 262 Wash- 
ington St., Boston, Mass.) 


MC-C-1044, Armstrong Cork Co., Lancaster, 
Pa. v. Bridgeways, Inc., Detroit, Mich 
Alleges class rate restriction of class 40 
published for respondent on _  single-line 
truckload traffic between Kankakee, Ill., and 
all other points Bridgeways is authorized to 
serve direct, in violation of section 216. Asks 
cease and desist order and rates: (E. G. 
Siedle, general traffic manager, Armstrong 

Cork Co., Lancaster, Pa.) 


2 fo) Toh) toe i4 te) ae) 


‘Proximate’ Causes Made 
Basis of Recommendations 


In Demurrage Proceeding 


Examiner Charles H. Manoogian, deal- 
ing with a complaint concerning demur- 
rage charges on loaded freight cars at 
Minneapolis, divides the cars into two 
classes: Those where the “proximate 
cause” of the delay was lack of facilities 
or equipment to enable the railroad to 
deliver the cars within a reasonable time 
after placement orders were received, 
and those where the “proximate cause” 
was the desire of the complainant to 
avoid unloading cars until trucks were 
ready to haul away the lading. 

His recommendations are in a proposed 
report in No. 29969, Security Warehouse 
Cc. v. Chicago, St. Paul, Minneapolis & 
Omaha Railway Co. 

The complainant had alleged that de- 
murrage charges sought to be collected 
for the detention of numerous loaded 
freight cars at Minneapolis during Janu- 
ary, February, and March of 1946 had 
been and were unreasonable and that the 
tariff rules pertaining to demurrage and 
the practice of demanding demurrage 
charges without making allowances for 
inadequate switching service provided by 
defendant or for defendant’s failure to 
set cars for unloading at or prior to 8 
a.m., had been and were unreasonable. 
The examiner said the Commission was 
asked to issue a cease and desist order, 
and to establish for the future rules, 
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regulations and charges that would, in 
assessing demurrage charges, give due 
consideration to the inadequate service, 
and delays in switching, and the failure 
to allow credits of demurrage days for 
such inadequate service and delays. It 
was also asked to find the charges sought 
to be collected unjust and unreasonable 
and to authorize waiver of collection. 

The railroad, in a civil suit for collec- 
tion of the charges, alleged a total of 
$10,108.21, due, said the examiner, and 
that in a letter the complainant was ad- 
vised a total of $4,599.19 was due the 
carrier for demurrage accruing during 
the period. 

Examiner Manoogian, after a discus- 
sion of the operating and tariff situa- 
tions, said the Commission should find 
the assailed demurrage charges appli- 
cable. 

Recommendations on Two Groups of Cars 


As to the first group of cars, embracing 
those for which complainant had issued 
orders but which defendant admitted it 
was unable to deliver within a reasonable 
time, described as cars affected by the 
operating difficulties the defendant ex- 
perienced during the period in question, 
the examiner recommended: 

“The Commission should further find, 
with respect to those cars for which 
placement orders had been received by 
the defendant, that the demurrage 
charges sought to be collected for the 
time elapsing between the receipt of the 
spotting orders and the actual spotting 
of the cars are unreasonable. For the 
purposes of this proceeding the Com- 
mission should find that the time to be 
so disregarded in computing the demur- 
rage charges should commence at the 
first 7 a.m., after placement orders were 
given to the defendant and should ter- 
minate at 7 a.m., of the day of actual 
placement of the car at the defendant’s 
siding, unless such placement was ac- 
complished after the close of business of 
complainant’s warehouses, in which 
event the time to be so disregarded in 
computing demurrage charges should 
expire at the first 7 a.m., after such 
tardy placement.” 

As to the second group of cars, the 
examiner recommended: 

“The Commission should further find 
that, with respect to those cars left 
standing in the defendant’s yards be- 
cause of the reluctance of the complain- 
ant to order them in for placement be- 
fore those cars more urgently desired, 
the demurrage charges sought to be col- 
lected are not shown to have been or 
to be unreasonable. The Commission 
should find, however, that for any delays 
which may have occurred between the 
time of the placement orders and the 
time of spotting the cars at complain- 
ant’s sidings, the finding next preceding 
should be applied to these cars as well. 

“The defendant should be authorized 
to waive collection of outstanding un- 
dercharges to the basis found unreason- 
able.” 

The examiner said the complainant’s 
five warehouses ordinarily had a siding 
space to accommodate 29 cars, cut to 26 
by the fact that a motor vehicle was 
stalled on the track at one siding in such 
a way as to cut the capacity of the sid- 
ing from 6 to 3 cars. It was not the 
complainant’s fault that the vehicle was 
there, the examiner observed. 

He said the winter of 1945-46 was 





extremely severe in Minneapolis and 
this and a strike of local truck drivers 
so affected operating conditions that in 
December of 1945, a few weeks prior 
to the period covered by the complaint, 
the defendant had reported 1,007 mer- 
chandise cars in its yards awaiting place- 
ment and unloading. The examiner said 
the defendant, among other carriers, 
was subject during a considerable part 
of the three-month period to one or 
more service orders or embargo notices 
by the Commission or the car service 
division of the Association of American 
Railroads, issued in an attempt to al- 
leviate congestion in the railroad yards 
at Minneapolis and to facilitate the free 
flow of railroad freight cars urgently 
needed throughout the country. 


The greatest congestion in the yards 
of the defendant in the complaint pe- 
riod existed on tracks serving its freight 
house, the examiner said, and added that, 
of the five warehouses of the complain- 
ant, only one was served by a lead track 
that had any dependence on the con- 
gested freight-house tracks. 

After describing the monthly demur- 
rage account kept under the average- 
agreement method, the examiner said 
that, after the period covered by the 
agreement, demurrage was charged on 
the basis provided in service order No. 
369, as amended. 

The examiner quoted a rule of the 
applicable tariff as providing that cars 
held for or by consignors or consignees 
for loading, unloading, forwarding direc- 
tions or for any other purposes were 
subject to the demurrage rules. 

“All of the cars under consideration 
contained lading consigned to com- 
plainant,” said the examiner. “The pro- 
cedure for handling in-bound cars had 
been developed over the years by both 
complainant and defendant. They were 
handled, except for the alleged inad- 
equate switching and the loss of trackage 
space at Security (where the motor ve- 
hicle was stalled), in the customary 
manner for the convenience of the com- 
plainant. It seems apparent then that 
the cars were held ‘for or by’ complain- 
ant within the purview of the rule 
quoted above. That being so, it logically 
follows that the assailed demurrage 
charges were applicable unless other- 
wise excused or canceled by some other 
portion of the applicable demurrage tar- 
=.” 

He then quoted another rule provid- 
ing for cancellation or refund of demur- 
rage charges collected for detention of 
cars through “proximate cause” named, 
subject to conditions. The causes in the 
rule quoted by the examiner were error 
of any railroad named in the bill of 
lading contract or participating in the 
transportation transaction, which pre- 
vented proper tender or delivery. The 
rule continued: 

“Under this rule, demurrage will be 
charged on the basis of the amount that 
would have accrued but for such error. 
This also applies in the case of construc- 
tively placed cars being ‘run-around’ by 
actually placing recent arrivals ahead of 
previous arrivals...” 

The examiner said it was admitted de- 
fendant’s failure to deliver certain cars 
as they were called for by complainant 
was due almost entirely to defendant’s 
inability to overcome the obstacles of 
bad operating conditions during those 3 
months, and that no evidence had been 
introduced to show defendant handled 
the cars in an arbitrary or faulty manner. 

It was doubtful, he said, if that in- 
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ability constituted railroad error within 




























































contemplation of the quoted. rule, adding Sal 
that attention had not been called to pre 
any decision of the Commission or the s 
courts to the effect that a railroad dis- hal 
ability should be so considered. That 
the cars were not set for unloading in a 
the order of their arrival in Minneapolis " 
might be considered defendant’s error 
were it not for the fact that delivery in ah 
order had been waived by complainant, - 
he continued, adding that one of the T 
principal purposes of the average agree- des: 
ment method of computing demurrage cat 
charges is to remove from the carriers § ‘t€2 
the responsibility of delivering cars in B Tl 
the order of arrival. He continued: por' 
“The defendant’s right to deliver cars 1 
as available was neutralized by com- me aU 
plainant’s insistence that its spotting or- for 
ders be followed literally without any f§ 4V 
substitution of cars. The result was that and 
complainant added to the operational ship 
difficulties in defendant’s yard by de- jm Bur 
manding particular cars instead of re- 
lieving the yard congestion by accepting 
the available cars.” We 
Possible Action by Complainant Pla 
Later in the report, the examiner said Ex 
complainant could readily have made pose 
available to the defendant a description Tern 
of alternate cars for spotting purposes tices 
which, he said, would have lessened the Reve 
total demurrage charges considerably Serv: 
and at the same time relieved to that findi 
extent the operating difficulties of the op 
defendant. A shipper, the examiner & servi 
added, had no right to use a car asa by W 
warehouse. To best serve the needs of & ents 
the shipping public, he said, a carrier BH of sc 
must see that its cars and tracks were scrar 
released within a reasonable time, and § sified 
added it might impose reasonable platf 
charges that would bring about such § whic) 
release promptly. form 
After observing that defendant’s fail- & the p 
ure to spot immediately those cars needed § try r, 
by complainant automatically set back ance 
the time at which less urgently needed & of tn 
cars were ordered in for placement and § the a 
unloading, with the result that at least Bf cessiy 
500 cars a month, instead of 320, 351 and He 
352 cars, respectively, for the first three § fngir 
months, could have been unloaded, the § meni 
examiner continued: comp! 
“During this period there was ample & the jy 
storage space in its warehouses that & livery 
could have been utilized by complainant § the -. 
to store some of the lading contained BF recor; 
in the case that were not marked for & tercp- 
immediate delivery. In spite of this and t 
fact, complainant insisted on ordering to th 
for spotting those cars containing cargo § inter, 
for immediate distribution, although it B ments 
was apparent that the defendant was which 
having difficulty in complying with the tial s 
spotting orders issued for the urgently gener: 
desired cars. Complainant contends that § nortio 
with sufficient and reasonable switching & ag oo, 
service, it could have unloaded all of its § ¢(7) , 
cars within the free time if they had The 
been delivered as they were called for. of alle 
“Defendant admits that it was at fault § ong 4) 
in the delays encountered by some cars, & oy fc 
but denies that its overall switching & jang - 
service was so inadequate and faulty & 9 gin. 
to make the collection of the demurragt & reg), 
charges unreasonable as to the remaining @ 119 ; 
cars.” outbou 
loaded 
Water Service Denial Urged aa 
The Bureau of Water Carriers and The 
Freight Forwarders has recommende formed 
denial by the Commission of an appli- § proxim 
cation of States Steamship Co., Val- & & per 
couver, Wash., and others, for temporaly §& time, 
180-day authority to transport com- The | 
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modities generally from Redwood City, 
Calif., to 21 Atlantic coast ports States 
presently is authorized to serve. 


States asked for the authority on be- 
half of itself, also the California East- 
ern Line, Inc., and Pacific-Atlantic 
Steamship Co., said the Bureau in its 
proposed report in W-338, Sub. 7, States 
Steamship Co. Temporary Authority— 
Redwood City. 


The Bureau said that in essence, the 
desire of shippers supporting the appli- 
cation was not to obtain intercoastal 
steamship service but rather to obtain 
reduced land transportation costs to the 
ports. 

“The fact that the cost of the overland 
haul to Redwood City would be less than 
for the somewhat longer haul to other 
bay ports does not create an immediate 
and urgent need for intercoastal steam- 
ship service at Redwood City,” said the 
Bureau. 




































Would Condemn Portion of 


Plant Terminal Switching 


Examiner S. R. Diamondson, in a pro- 
posed report in Wickwire Brothers, Inc., 
Terminal Allowance, Ex Parte 104, Prac- 
tices of Carriers Affecting Operating 
Revenues or Expenses, Part II, Terminal 
Services, has recommended the following 
findings: 

“The Commission should find that the 
service described of record, performed 
by Wickwire Brothers, Inc., for respond- 
ents, which is required in delivering cars 
of scrap iron, pig iron, and flux at the 
scrap yard and receiving cars of diver- 
sified commodities at the main loading 
platform, is a service of transportation 
which respondents are obligated to per- 
form under the line-haul rates, and for 
the performance of which by the indus- 
try respondents may lawfully pay allow- 
ance in accordance with section 15(13) 
of the interstate commerce act; and that 
the allowance now being paid is not ex- 
cessive.” 

He also recommended the further 
finding that, except as to the afore- 
menioned operations, respondents had 
complied with their obligations under 
the interstate line-haul rates by the de- 
livery and receipt of carload freight on 
the interchange tracks described of 
record; that the service beyond the in- 
terchange tracks was a plant service; 
and that by payment of an allowance 
to the industry for service beyond the 
interchange. tracks on interstate ship- 
ments, respondents provided a means by 
Which the industry enjoyed a preferen- 
tial service not accorded to shippers 
generally, and refunded or remitted a 
portion of the rates or charges collected 
a compensation, in violation of section 
6(7) of the act. 

The proceeding involved the lawfulness 
of allowances paid by the Lehigh Valley 
and the Delaware, Lackawanna & West- 
etn, for terminal switching at the Cort- 
land, N.Y., plant of Wickwire Brothers. 
Since August 1, 1927, the examiner said, 
Tespondents had made an allowance of 
$1.10 to the industry on inbound and 
outbound. loaded cars, except trap cars 
loaded with less than 6,000 pounds of 
revenue freight or cars handled in local 
switching service at Cortland. 

The examiner said the switching per- 
formed during an inspection period ap- 
Proximated 16 per cent interchange and 
tie " cent intraplant, not including idle 







































































The report contains a detailed descrip- 





tion of the plant layout. The examiner 
said the evidence was convincing that 
the plant track layout and connections 
with respondents’ rails, with some excep- 
tions, were such as would enable respond- 
ents to deliver cars of scrap iron, pig 
iron, and flux at the scrap yard and 
receive cars of diversified commodities at 
the main loading platform without per- 
forming service that would exceed the 
equivalent of team track or simple switch 
placement. He said it was also clear 
such service could be performed at re- 
spondents’ ordinary operating con- 
venience without interference between 
their engines and industry power or 
equipment, and that there was no ap- 
parent necessity to coordinate respond- 
ents’ switching with the operation of 
the plant. However, he added, there 
was no showing to support the conclu- 
sion that, with respect to traffic other 
than that named, payment of allowance 
by respondents to the industry was justi- 
fied. On the contrary, he said, the rec- 
ord failed to show, as to the excepted 
traffic, that the service to be performed 
by respondents would not be in excess 
— obligation under the line-haul 
rates. 


Protection Against Cold 
Is Carrier Obligation, 


Say 1.C.C. Examiners 


Examiners F. L. Sharp and G. B. 
Vandiver, by a proposed report on fur- 
ther investigation and further hearing 
in No. 20769, Charges for Protective 
Service to Perishable Freight, Protec- 
tive Service Against Cold, have recom- 
mended that the Commission find, 
among other things, that the interstate 
commerce act makes it the duty of com- 
mon carriers by railroad to furnish un- 
conditional protective service against 
cold, and that the Commission has juris- 
diction to require these carriers to fur- 
nish such service, generally designated 
carriers’ protective service. The ex- 
aminers have prescribed just and reason- 
able charges for Eastern territory. 


They said that by its report of April 
2, 1945, in this proceeding, 262 I.C.C. 
243, 251-58, the Commission said that 
“if the eastern carrier respondents do 
not, within six months after the issuance 
of this report, establish carriers’ protec- 
tive service against cold within the ter- 
ritory served by them, we shall reopen 
this proceeding for such further action 
as may be necessary with a view to pre- 
scribing such service and the charges 
therefor.” 


The examiners said the eastern car- 
riers did not establish carriers’ protec- 
tive service in their territory, except for 
white potatoes originating in the west 
and destined to certain eastern points. 
On further consideration of a situation 
that developed at an October, 1946, hear- 
ing, they said, the Commission in effect 
set aside its earlier findings with respect 
to carriers’ protective service in Eastern 
Territory and undertook an investigation 
de novo by reopening the proceeding. 


Further findings recommended by the 
examiners were: 


“That the carriers concerned may use 
whatever means they may desire to fur- 
nish the protective service against cold 
required of them, but may not forego 
the furnishing of such service merely 
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because suitable facilities may have to 

be acquired. 

“That the lowest daily temperature 
likely to be encountered by shipments 
of perishable freight in Eastern Territory 
in the winter months of each year is 
such that protective service against cold 
is necessary and that there is a shipper 
demand for unconditional protective 
service against cold in Eastern Territory. 

“That no action wtih respect to ‘in- 
side control’ is warranted at this time.” 

The examiners said the respondents 
should establish unconditional protective 
service against cold, or carriers’ protec- 
tive service, in Eastern Territory, except 
for potatoes from Maine, and publish 
charges therefor as found just and rea- 
sonable by the examiners, not later 
than August 15, to be effective nor later 
than October 15. 

Heater territory was described in the 
April 2, 1945, report as embracing sta- 
tions in Washington, Oregon, Idaho, 
Utah, Montana, Wyoming, Colorado, 
North Dakota, South Dakota, Nebraska, 
Kansas, Oklahoma, Minnesota, Iowa, 
Missouri, Arkansas, Wisconsin, and Illi- 
nois, a few stations in northern Cali- 
fornia, stations in a small area in north- . 
east New Mexico and northwest Texas, 
the upper Michigan peninsula, Indiana 
except in the northeast corner, and in 
the Cincinnati district of Ohio and the 
Louisville district of Kentucky. 

The examiners said that inasmuch as 
the respondents had proposed no charges 
for carriers’ protective service in East- 
ern Territory, nor offered any data with 
respect to the basis for such charges, it 
became necessary for the Commission to 
initiate reasonable charges for the 
service. 

In the report of April 2, 1945, they said, 
the territory west of the eastern bound- 
ary of heater territory (broadly, the Illi- 
nois-Indiana state line), was divided into 
six rate-base grouvs. The examiners 
said the carriers themselves had divided 
eastern territory into six rate-base 
groups. 

The examiners said that if charges for 
optional carriers’ protective service in 
Eastern Territory were made on the 
same basis as in the west, including 
general increases, namely, $11.25 a car 
for the first group, plus $6.61 for the 
second group, a like amount for the third 
group, and $3.9675 for each of the fourth, 
fifth, and sixth groups, the charges for 
the second to sixth groups would be $17.- 
86, $24.47, $28.44, $32.41, and $36.37, or 
the same for each group as in the west 
for approximately one-half of the dis- 
tance in each instance. They said pro- 
gression of the charges for apples from 
the producing area in Washington to 
Chicago through Eastern Territory at 
the rate of $3.9675 a rate-base group 
would produce charges to the eastern 
groups of $40.34, $44.30, $48.27, $52.24, 
$56.21, and $60.18. 

It was not practicable, they said, to 
change the groups that had been estab- 
lished by the respondents, but reason- 
able charges for optional carriers’ pro- 
tective service in Eastern Territory would 
result from using the same charge for 
the initial group as in heater territory, 
namely, $11.25 a car for the initial group, 
accepting the fourth-rate base group 
charge of $28.44, as the charge for the 
sixth-rate base group, and graduating 
the charges for the intermediate groups 
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proportionately. The progression, they 
said, would then be $4.52 each for the 
second and third group, $2.72 each for 
the fourth and fifth groups, and $2.71 
for the sixth group, instead of $6.61 for 
the second and third groups and $3.9675 
for the remaining groups. 


The examiners recommended that 
reasonable charges for optional carriers’ 
protective service between points in 
Eastern Territory and points in heater 
territory should be constructed as fol- 
lows: 

“For westbound shipments—$11.25 for 
the initial group in Eastern Terri- 
tory, plus the appropriate charge for 
each succeeding group in Eastern Terri- 
tory, plus $3.9675 for each group or por- 
tion thereof traversed in heater terri- 
tory; for eastbound shipments—the ap- 
plicable charge from origin to the east- 
ern boundary of heater territory plus 
2.72 for each group or portion thereof 
traversed in Eastern Territory. No group 
should be counted more than once with 
respect to any one shipment.” 


The finding on reasonable charges, 
they said, should be without prejudice 
to consideration of a petition by any 
party in interest for revision of the 
charges after a season’s trial. They said 
no revision proposed by the respondents 
should be permitted to delay establish- 
ment of carriers’ protective service in 
Eastern Territory beyond the beginning 
of the winter season of 1949-50. 

“Respondents having had abundant op- 
portunity to submit cost data and ten- 
tative charges, should not, by belated 
action, be allowed to deprive shippers of 
carriers’ protective service for still an- 
other season,” they said. 


The examiners said certain shipper 
witnesses presented by the eastern car- 
riers at the October, 1946, hearing said 
in substance that carriers’ protective 
service was not required for their ship- 
ments and they were opposed to its 
establishment. They said it developed 
that these witnesses had gained the 
understanding (1) that if carriers’ pro- 
tective service were established its use 
would be compulsory and that the serv- 
ice now furnished under rule 514 of the 
perishable protective tariff, designated as 
“Shippers’ Specified Service,’ would be 
withdrawn by the carriers. 

“Parties desiring carriers’ protective 
service did not expect this attack upon 
the Commission’s findings,” said the ex- 
aminers. “Only a few such parties were 
present or represented and those few 
were not prepared to support their posi- 
. tion.” 

They said that in order that there 
might be no further confusion with re- 
spect to the compulsory use of carriers’ 
protective service it was desirable to state 
that this proceeding in no wise con- 
templated the compulsory use of car- 
riers’ protective service. Such use by 
western potato shippers was provided 
for in the report of April 2, 1945, and 
there were other instances of tariff re- 
quirement for compulsory use of that 
service, but in every such instance the 
compulsory feature was instituted at the 
request, and with the assent, of the 


shippers concerned, they said. On the 
other hand, they said, no action in this 
proceeding would preclude voluntary ar- 
rangements between shippers and Car- 
riers for compulsory service in instances 


where such service should be considered 
desirable. 


They said Service under rule 514 was 
not in issue at present. 

After outlining the position of the 
eastern carriers that, among other 
things, they should not be required to 
furnish carriers’ protective service, and 
quoting from their brief, the examiners 
said it must be concluded “that re- 
spondents reserve to themselves the right 
to reject, as beyond the jurisdiction of 
the Commission, any finding of the Com- 
mission with respect to protective service 
against cold that may be contrary to 
their wishes.” They added that “If 
such a reservation be tenable, further 
action in this proceeding is_ useless.” 





Aircraft by Truck Rights 
Recommended by Examiner 


By a recommended report in MC- 
108068, Sub. 12, U.S.A.C. Transport, Inc., 
Extension—Western States, Examiner F. 
Roy Linn has proposed that the Com- 
mission grant the applicant, of Dover, 
Del., a certificate for transportation by 
motor carrier of aircraft and aircraft 
parts, subject to restrictions, between 
points east of a line drawn from the 
mouth of the Mississippi River to Pol- 
land, Minn., and between such points, on 
the one hand, and, on the other, points 
west of the described line, over irregular 
routes. 

He said the applicant was presently 
authorized to transport airplanes and 
airplane parts, contractors’ equipment, 
machinery and machinery parts, and 
commodities requiring specialized han- 
dling or rigging because of size or weight 
between points in several states. 


The applicant, said the examiner, pro- 
posed to extend its present operations 
to include service between all points in 
the United States. That extension, he 
said, would eliminate some uncertainty 
concerning the exact service authorized 
by present operating rights, and with 
duplications eliminated, would allow the 
applicant to provide a complete service 
for the moving of aircraft. The ex- 
aminer continued: 


“As among the uncertain aspects of 
its present rights, applicant points 
out that the term ‘grounded’ is appli- 
cable in the instance of all airplanes 
which it transports, but that the term 
‘unflyable’ probably is intended. In this 
connection, however, helicopters are said 
to be flyable, but their flying range is 
about 300 miles and as a result are 
moved by highway when consigned to 
distant points. Enlargement of present 
authority to include crated parts or sec- 
tions of aircraft is desired because of 
the necessity of carting of wing sections, 
helicopter blades, and other items.” 


The examiner recommended = condi- 
tioning the granting of the certificate 
on elimination of duplication of rights. 
The authority granted, according to his 
recommendation, would include, spe- 
cifically, transportation of (1) aircraft, 
fully assembled or partially dismantled, 
and component parts of any partially 
dismantled unit of aircraft moving in 
connection therewith, (2) aircraft parts, 
crated or uncrated, restricted to parts 
requiring special equipment or handling 
by reason of size, weight, or fragile 
character, and (3) special facilities and 
empty containers used by applicant in 








the transportation of the aforementioned 
aircraft and aircraft parts. 





Recommend Merger of U.S. 


Steel Company Railroads 


Examiners Paul C. Albus and G. M. 
Eddy, in a proposed report in Finance 
No. 16278, Bessemer & Lake Erie Rail- 
road Co. et al. Merger, etc., embracing 
Finance No. 16279, Bessemer & Lake Erie 
Railroad Co., Stock, etc., have recom- 
mended that the Commission approve, 
with conditions for the protection of em- 
ployes, the proposed merger and issuance 
of securities. 

They recommend approval of merger 
of the properties of the Pittsburg, Besse- 
mer & Lake Erie, and the Meadville, 
Conneaut Lake & Linesville Rail Road 
Co., into the Bessemer & Lake Erie for 
ownership, management and operation, 
and acquisition of control of the surviving 
Bessemer & Lake Erie by the United 

tates Steel Corporation. 

The examiners also recommended ap- 
proval of a proposed issue of 40,000 
shares of $3 cumulative preferred stock, 
par value $50, of 200,000 shares of $1.50 
cumulative preferred stock, par value 
$50, and 10,000 shares of common stock 
without par value, with a stated value of 
$50 a share. They also recommend ap- 
proval of assumption of obligation by 
the B. & L. E. for payment of principal, 
interest, and sinking-fund payments of 
not exceeding $11,748,000 of P. B. & L. E. 
first mortgage 2% per cent bonds, Series 
A, due December 1, 1996. 

Conditions for the protection of em- 
ployes recommended by the examiners 
were those set forth in Chicago & N. W. 
Ry. Co. Merger, 261 I.C.C. 672. 

“In the recent case of Schwabacher v. 
United States, 334 U.S. 182, the Supreme 
Court of the United States discussed 
and issued directives to the Commission 
with respect to the rights of dissenting 
stockholders in railroad mergers,” said 
the examiners. “In its decision the court 
pointed out that Commission approval 
of a voluntary railroad merger which is 
within the scope of section 5(2) of the 
act is dependent upon three considera- 
tions: First, a finding that the merger 
will be consistent with the public in- 
terest; second, a finding that, subject 
to any modification made by the Com- 
mission, it is just and reasonable; and 
finally, the assent of the requisite num- 
ber of stockholders entitled to vote.” 

Each of those conditions had been 
complied with in the instant case, the 
examiners said. 





Steel Pipe 


No. 30051, R. G. Le Tourneau, Inc. V. 
Baltimore & Ohio, et al. By Examiner 
W. J. Sweeney, Jr. Recommends dis- 
missal on finding carload commodity rate 
of 67 cents a 100 pounds, minimum 40,000 
pounds, charged on shipments of steel 
pipe or tubing, from Point Pleasant, 
W.Va., to Longview, Tex., in May, 1946, 
not shown to have been unreasonable. 
The complainant claimed that, because 
it was unable to use all the tubing for 
the purposes for which it was bought, the 
unused portion, sold as scrap metal. 
should have applied to it the rate on 
scrap iron, having value for remelting 
purposes only. The examiner said there 
was no question the commodity shipped 
was sold by the War Assets Administra- 
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tion, purchased by complainant, and 
shipped as steel tubing. He said the 
words “value for remelting purposes only” 
defined the nature of the article and did 
not make the rate to be applied depend- 
ent on its use. Complainant admitted 
the tubing could have been used for 
making armor-piercing shells or rocket 
tubes and was partly used to produce 
frame parts. Iron or steel articles having 
a recognized commercial value other 
than that of the elementary metal from 
which they were manufactured were not 
properly described as scrap iron, the ex- 
aminer asserted. 


















Mine Pit Props 


No. 29899, Albert Ernest, et al., v. Ala- 
bama, Tennessee & Northern, et al. By 
Examiner Claude A. Rice. Recommends 
finding inapplicable demurrage charges 
sought to be collected on carload ship- 
ments of mine pit-props consigned to 
complainants at Mobile, Ala., for export, 
and that failure of carriers performing 
the line-haul service to allow free time 
as authorized by their tariffs be found 
to be unreasonable. Cancellation of out- 
standing demurrage bills should be or- 
dered, the examiner said. 























Minimum Rates 


I. and S. M-2917, Minimum Rates and 
Charges—Crouch Bros., Inc. By Exam- 
iner James J. Williams. Recommends 
finding unjust and unreasonable pro- 
posed new and reduced minimum rates 
and charges on various commodities be- 
tween points in Illinois and points in 
Kansas and Missouri, and that suspended 
schedules be ordered cancelled and pro- 
ceeding discontinued, without prejudice. 
By schedules filed to become effective 
September 7, 1948, Crouch Bros., Inc., a 
contract carrier, proposed new or re- 
duced minimum rates and charges. On 
protest of Middlewest Motor Freight Bu- 
reau, operation of the proposed sched- 
wes was suspended until April 6. The 
examiner said consideration had not been 
given to value of service, the same rate 
being proposed on first as on third and 
fourth class traffic, and that respondent 
did not contend the proposed rates were 
required by carrier competition, main- 
taining that its system costs and revenues 
showed a profitable operation. The ex- 
aminer said factual data in support of 
the statistics was not of record and that 
average system revenues and operating 
tatios, standing alone, were not conclu- 
sive of the remunerative character of 
tates on specific commodities between 
Specific points. He said the proposed 
less-truckload rates were too low, and 
Proposed truck-load minimum rates that 
Would yield truck-mile earnings of 16.3 
cents and less were likewise too low. He 
said the record would not permit deter- 
mination of a just and reasonable basis 
of rates on the commodities considered. 














































Eggs 


No. 30057, Seymour Packing Co. v. 
Alabama Great Southern Railroad Co., 
et al. By Examiner Leland F. James. 
Recommended that the Commission 
find rates charged on eggs, in carloads, 
between December 24, 1945, and Sep- 
‘ember 11, 1947, inclusive, from Inde- 
Pendence, Kan., to Southern Territory 
destin ‘tions, predicated on the Moline, 

















_ ‘roup-rate basis, were unreason- 
= t» the extent they exceeded the 





‘hat applied from the Cherryvale, 








Kan. rate-group to the aforementioned 
destinations. Reparation award recom- 
mended. A finding that undercharges 
existed on a shipment from Independ- 
ence to Mobile, Ala., and authority for 
defendants to waive collection of out- 
standing undercharges to the basis of 
the rate found reasonable, was pro- 
posed. The examiner said that since 
Independence was now accorded the 
Cherryvale group-rate, the basis sought 
in the instant proceeding, there was no 
need for further consideration of the 
complainant’s request for future relief. 
The examiner said motor-truck com- 
petition was a factor not present at the 
time a column-60 rating was originally 
established on eggs. Had the column- 
60 rating been in effect when the ship- 
ments moved, said the examiner, the 
traffic would have been tendered to the 
lowest cost carrier, definitely exclud- 
ing rail transport. 


Oleomargarine 


MC-C-1000, Shedd-Bartush Foods of 
Illinois, Inc., v. Mid Continent Freight 
Lines, Inc. By Examiner L. J. Kassel. 
Recommends finding inapplicable rate 
of $1.41 a 100 pounds on two shipments of 
oleomargarine and of oleomargarine and 
table sauce in a mixed shipment, from 
Elgin, Ill., to Oklahoma City, Okla., in 
November and December, 1947. Rec- 
ommends finding the applicable rate 
was $1.10 a 100 pounds, minimum 18,000 
pounds. The examiner said defendant 
should refund outstanding overcharges. 


MOTOR RECOMMENDED REPORTS 


(Recommended orders in these reports, 
at expiration of 20 days from date of 
service of reports (unless otherwise 
stated), become effective unless exceptions 


have been filed within the 20-day period 
or exceptions have been seasonably filed 
by other parties, or the order has been 
stayed or postponed by the Commission. 
State.in- which applicant.has.home office 
is shown in “black face’’ type, with name 
of town or city following.) 





Indiana (Indianapolis) — MC-45829, 
Sub. 14, Carolina Motor Express Lines, 
Inc. Certificate proposed. General com- 
modities, with exceptions (1) between 
Indianapolis and junction Ind. highway 
46 and US. highway 52 over a specified 
route, and (2) between Cincinnati and 
Portsmouth, O., over U.S. highway 52 as 
an alternate route, the route not to be 
used in regular-route operations for serv- 
ing points on previously authorized 
routes between Portsmouth and Charles- 
ton, W.Va. 


Ohio (Columbus)—MC-44509, Sub. 1, 
Edmund J. Snyder, dba Snyder Trucking 
Co. Permit proposed. Candy and con- 
fectionery, in mixed shipments with bak- 
ery goods and materials used in the 
manufacture thereof, when the candy 
and confectionery does not’ exceed 25 
per cent of the mixed shipment, between 
Dayton, O., on the one hand, and, on 
the other, points in Ind., Ky., Pa., and 
W.Va., over irregular routes. 


New Jersey (Millville) —-MC-29919, Sub. 
7, Kowalsky’s Express Service. Certifi- 
cate proposed. Eggs, on crates or cases, 
from points in named N.J. counties to 
points in Va., and empty egg crates, flats 
and fillers, in the reverse direction, over 
irregular routes. 


New Jersey (Newark)—MC-29747, Sub. 
1, Lehigh Transportation Co. Certificate 
proposed. General commodities, with ex- 
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ceptions, from sites of public warehouses 
at Jersey City, N.J., to points in N.J. 
within 50 miles thereof, Tuxedo, N.Y., and 
points in Westchester and Rockland 
counties, N.Y., and to points on Long 
Island on and west of N.Y. highway 112. 

New York (Kinderhook)—MC-25220, 
Sub. 5, Elizabeth T. Keegan, dba James 
P. Keegan Co. Certificate proposed. 
Ground limestone, from Wingdale, N.Y.., 
to points in N.H., N.J., Conn., Pa., Mass., 
R.I., and Vt. 

Michigan (Grand Rapids)—-MC-18176, 
Sub. 115, Creston Transfer Co. Certificate 
proposed. Over irregular routes, new 
furniture, uncrated, From designated 
points in Conn., Md., Mass., N.H., N.J., 
N.Y., Pa., Mich., and Mo., to points in O., 
Mich., Ind., and Il. 

Indiana (Vincennes)—MC-15945, Sub. 
5, Will C. Bringwald, dba Bringwald 
Transfer Co. On further limited hearing, 
certificate proposed. Waste paper, in 
bales, from Columbus and Dayton, O., 
to Terre Haute, Ind., and paper prod- 
ucts, in less-truckload shipments, from 
Vincennes, Ind., to Cincinnati, 9., and all 
points in Ill. 

Oregon (Prineville)—MC-77818, Sub. 
2, Fred A. Grimes, dba City Transfer. 
Certificate proposed. General commodi- 
ties, moving in express service, between 
railroad station near Madras, Ore., and 
Prineville, over a specified route service 
limited to that auxiliary to railway ex- 
press service, shipments limited to those 
moving on through bill of lading or ex- 
press receipt covering immediately prior 
or subsequent rail movement. 

Pennsylvania (Downingtown) — MC- 
73756, Sub. 2, Waste Motor Haulage Co. 
Permit proposed. Paper boards, from 
Downingtown to Cleveland, O., Marlboro 
and Holyoke, Mass., and points in the 
Boston, Mass., commercial zone, and 
waste Paper and empty skids in re- 
verse direction, over irregular routes. 

Illinois (Chicago)—MC-61741, Sub. 29, 
Greyhound Corporation. Certificate pro- 
posed. Passengers and their baggage, 
and newspapers, express and mail, be- 
tween New Baltimore, Mich., and junc- 
tion U.S. highway 25 and Mich. highway 
29 near Mt. Clemens, Mich., over Mich. 
highway 29, serving all intermediate 
points. 

Michigan (Detroit)—MC-59336, Sub. 6, 
U.S. Truck Co., Inc. Certificate pro- 
posed. General commodities, with ex- 
ceptions, serving points in the Detroit 
commercial zone as intermediate and 
off-route points in connection with au- 
thorized regular-route operations; and 
between specified Mich. points. 

Texas (Seagraves)—-MC-56901, Sub. 3, 
Hearne Motor Freight Lines, Inc. Cer- 
tificate proposed. General commodities, 
with exceptions, serving specified Tex. 
points. 

Kansas (Kansas City) -MC-52703, Sub. 
1, John L. Twibell and R .D. White, dba 
I.M.I. Truck Lines’ Certificate pro- 

posed. Canned goods between specified 
points in Ill., Ind., and Mo., and the 
Kansas City Mo.-Kan. commercial zone, 
except Kansas City, Mo., over irregular 
routes. 


Michigan (Owosso)—MC-50201, Sub. 
6, Douglas Trucking Lines, Inc. Cer- 
tificate proposed. General commodities, 
with exceptions, between specified Mich. 
points. 

New York (Jamestown)—MC-49180, 
Sub. 13, Northrop & Boehler. Certifi- 
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cate proposed. Metal doors, trim, hard- 
ware, metal architectural and decorative 
work, from Falconer, N.Y., to points in 
Conn., Mass., and R.I., and damaged or 
defective shipments in reverse direction, 
over irregular routes. 

New Jersey (Jersey City)—MC-46007, 
Sub 2, J. W. Brownett. Denial of permit 
proposed. Proprietary anti-freeze prep- 
arations, in containers, in cartons, from 
Bayonne, N. J., to specified points in 
Del., Pa., and N.Y., and rejected, refused, 
or damaged proprietary anti-freeze solu- 
tions, on return. 

New Jersey (Jersey City)—MC-42261, 
Sub. 28, Langer Transport Corporation. 
Certificate proposed. Printing ink, in 
bulk, in tank vehicles, from Elizabeth 
and Newark, N. J., to specified Pa. and 
Conn. points, over irregular routes. 

Kentucky (Louisville) —-MC-40858, Sub. 
31, Silver Fleet Motor Express, Inc. Cer- 
tificate proposed. Cellulose derivative 
Plastics, in bulk, in conventional or spe- 
cially designed vehicles, serving Kings- 
port, Tenn., as a terminal, and serving 
Tenn. points within five miles of Kings- 
port as intermediate and off-route 
points in connection with authorized 
regular-route operations, but restricted 
solely to traffic originating at aforemen- 
tioned points. 

Indiana (Anderson)—MC-34865, Sub. 9, 
O.L.D. Forwarding, Inc. Permit pro- 
posed. Used skids, used platforms, used 
pallets, used panels, used crate mater- 
ial, used box material, used lumber, and 
used dunnage material, from St. Louis, 
Mo., to Muncie, Ind., and from Norwood, 


O., to Anderson, Ind., over described 
routes, serving specified intermediate 
points. 


Pennsylvania (Pittsburgh)—MC-31444, 
Sub. 31, Samuel Schreiber and Mrs. 
Harry Schreiber. Certificate proposed. 
General commodities, with exceptions, (1) 
serving Niagara Falls, Gowanda, and 
Dunkirk, N.Y., as off-route points in con- 
nection with applicant’s authorized regu- 
lar-route operations, restricted to traffic 
moving to or from Pittsburgh, Pa., and 
points in Pa. within 50 miles of the Point 
Bridge, Pittsburgh, and (2) serving points 
in N.Y. within five miles of Buffalo, N.Y., 
as intermediate or off-route points in 
connection with applicant’s authorized 
regular-route operations without restric- 
tion. 

Ohio (Medina)—MC-107654, Sub. 1, 
Glenn E. Tripp, dba Special Service. Per- 
mit proposed. Canned or preserved food- 
stuffs from Medina to points in Mass., 
R.I., Conn., N.Y., and NJ., and a des- 
cribed Pa., area, over irregular routes. 

Connecticut (Hamden) — MC-105671, 
Sub. 1, McFarland & Stample Co. Per- 
mit and dual operations proposed. Over 
irregular routes, malt beverages from 
Newark, N.J., to Fairfield, Conn., and 
empty malt beverage containers on re- 
turn, conditioned on deletion from certi- 
ficate MC-10951 of authority to transport 
aforementioned commodities. 

Wisconsin (La Crosse) — MC-103493, 
Sub. 1, Ellsworth M. Robinson. Permit 
and dual operations proposed. Over ir- 
regular routes, (1) food, food products, 
malt beverages, store supplies and equip- 
ment from La Crosse (except from pool 
cars, pool trucks, public warehouses, 
chain stores and connecting carriers at 
La Crosse) to points in seven Wis. coun- 
ties and (2) empty containers used in 
transporting aforementioned commodi- 








ties from points in seven Wis. counties to 
La Crosse. 

New York (Holley) —MC-96489, Sub. 5, 
Howard Bowen. Certificate proposed. (1) 
Canned goods and frozen foods, from 
points in Monroe and Genesee counties, 
N.Y., to points in N.J., Pa., and Md., and 
in the New York City commercial zone, 
(2) sugar from points in that zone to 
points in four N.Y. counties; (3) empty 
containers from points in four states to 
points in three N.Y. counties; (4) ferti- 
lizer from Curtis Bay, Md., and Carteret, 
N.J., to points in four N.Y. counties; and 
(5) fresh fruit from points in O. and Pa., 
to points in Monroe and Orleans counties, 
N.Y., over irregular routes. 

Rhode Island (Warwich)—MC 94347, 
Sub. 1, Silver Arrow Van Lines, Inc. 
Certificate proposed. Over irregular 
routes, household goods between points in 
R.I., on the one hand, and, on the other, 
points in 11 states and Washington, D.C. 

Ontario, Canada (Toronto)—MC-93476, 
Sub. 2, Lewis Cartage Limited. Permit 
proposed. Meat, meat products, meat by- 
products, dairy products, and articles 
distributed by meat-packing houses be- 
tween specified points and over described 
routes in N.Y., Pa., and O., conditioned 
on request for cancellation of permit in 
MC-93476. 

Pennsylvania (Philadelphia) —MC- 
64983, Sub. 30, Reader Brothers, Inc. 
Certificate proposed. (1) Denatured al- 
cohol, and commercial solvents, in bulk, 
in tank vehicles, from Yonkers, N.Y., to 
specified points in Md., Del., Pa., and 
Washington, D.C., and (2) denatured 
alcohol, in bulk, in tank vehicles, from 
Philadelphia, Pa., to Washington, D.C., 
over irregular routes in both instances. 

Illinois (Taylorville) —-MC-1627, Sub. 5, 
H.R. Rinker Transfer & Storage Co. Cer- 
tificate proposed. Butter, in containers, 
from Pana and Paris, Ill., to Marion, 
Ind., over irregular routes. 

Illinois (Chicago)—-MC-1503, Sub. 40, 
Greyhound Corporation. Denial of cer- 
tificate proposed. Passengers and their 
baggage, and express, newspapers, and 
mail, between Buchanan and Berrien 
Springs, Mich. 

New Jersey (Vineland)—MC-59617, 
Sub. 1, Ware’s Van & Storage Co., Inc. 
Certificate proposed. Household goods, 
between Vineland, N.J., and points within 
25 miles thereof, on the one hand, and, 
on the other, points in Conn., Del., Md., 
Mass., N.Y., Pa., Va., and D.C. over 
irregular routes. 

Wisconsin (Janesville) —-MC-57641 Sub. 
17, Cardinal Lines, Inc. Certificate pro- 
posed. Passengers and their baggage, and 
newspapers, mail, and express, over de- 
scribed routes in southeastern Wisconsin 
and northeastern Illinois. 

Massachusetts (Boston) — MC-56541, 
Sub. 42, New England Transportation Co. 
Certificate proposed. Passengers and their 
baggage, and express, mail, and news- 
papers, or baggage in separate vehicles, 
between Sutton, Mass., and Northbridge, 
Mass., over a specified regular route, and 
return, serving all intermediate points. 

Massachusetts (Boston) — MC-56541, 
Sub. 41, New England Transportation Co. 
Certificate proposed. Passengers and 
their baggage, between March 15 and 
November 30, between junction Douglas 
Pike and Twin Rivers Road, near Provi- 
dence, R. I., and junction Twin Rivers 
Road and R. I. highway 146 over Twin 
Rivers Road, serving no intermediate 
points. 

Virginia (Petersburg)—MC-51012, Sub. 
9, Jimmit Thomas Bryant, dba J.T. 
Bryant. Denial of certificate proposed. 
Canned goods, from points in N.Y.. N.WJ., 
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Va., Md., and Del., to Richmond, Peters- 





















































































































burg, Norfolk, Roanoke, Lynchburg, and = 
Danville, Va. : 
New Jersey (Trenton) — MC-110753, 11¢ 
Thomas Dolina, dba Dolina Trucking Ce 
contract carrier. Permit proposed. Lime- So 
stone and lime, from Bridgeport, Pa., to I 
Trenton, N.J., and N.J. points within 30 Fre 
miles thereof, over irregular routes. pre 
New York (Walden)—MC-110744, John ori: 
Cascone, contract carrier. Permit pro- are 
posed. Malt beverages, from New York, shi 
N.Y., to High Falls, N.Y., and empty I 
containers on return, over irregular S | 
routes. “ 
New Jersey (Neptune) —MC-110630, Bf. 
Stanley Major, Jr., dba Major’s Trucking, bet 
common carrier. Denial of certificate jes 
proposed for want of prosecution. House- b “ 
hold goods, between points in Monmouth as 
and Ocean counties, N.J., on the one Wa 
hand, and, on the other, points in Md,, ™ 
Del., Pa., and N.Y., over irregular routes, ™ © 
New Hampshire (Portsmouth)—MC- = 
110626, William H. Copeland, dba McNeil’s N 
Express, contract carrier. Permit pro- ™ Sub 
posed. Commodities dealt in by chain pose 
retail and mail order department stores, rout 
from Dover, N.H., to points in Me. within § in ¢ 
30 miles of Dover, and such commodities 0] 
as may be repossessed, refused, rejected, Sub. 
damaged or traded in, in reverse direc- bert. 
tion. Was 
New York (Spring Valley) —MC-110624, ers, 
Machinery Carriers, Inc., common car- with 
rier. Certificate proposed. Heavy ma- poin: 
chinery and machine parts, between cont: 
points in Rockland county, N.Y., on the plian 
one hand, and, on the other, points in § Clyd 
N.J. and N.Y. within 35 miles of Colum- over 
bus Circle, New York, N.Y., and Phillips- Te 
burg, N.J., over irregular routes. Ferg) 
Vermont (North Bennington)—MC- prop 
110622, Alan R. and Leo M. Moore, dba in te 
Moore Bros., contract carrier. Permit Tex 
proposed. Over irregular routes, paper on t 
and paper products, from North Ben- point 
nington to Woodside, L.I., and New York, 
N.Y., and baled waste paper, from Dunel- Ala 
lin, N.J., and New York City to North r G. 
Bennington. arm 
New York (Clinton Corners)—MC- ewe 
110613, Rachel F. Kipp, common carrier. regul: 
Certificate proposed. Lime and limestone, ; 
from Canaan, Conn., to points in Colum- Ala 
bia and Dutchess counties, over irregular § * G. 
routes. ma 
Ohio (Marion) — MC-110569, Arthur BH oye. , 
Riley, dba Marion Cartage, common Car- diate 
rier. Certificate propored. Malt bever- i 
ages, in containers, from Detroit, Mich., Mic! 
Milwaukee, Wis., and South Bend, Ind, ™ 1% At 
to Marion; and empty containers from § re. 
Marion in reverse, over irregular routes. = 
Oklahoma (Wynnewood)—MC-110567, BH many 
E. R. and C. B. Grissom, dba Grissom @ y),.,. 
Brothers Transports, common carrier. Wayni 
Certificate proposed. Over irregular p> h 
routes, fuel oils, road oils, and asphalt @ iy...) 
products and by-products, in bulk N 
tank trucks, and in containers, from® , a 
Wynnewood and points within one mile aa “s 
thereof to points in Tex. within 250 miles En os 
thereof, and empty containers on [e- aa > 
turn 
: ula 
New York (New York)—MC-110505 fF  * 
Grenbro Forwarding Co., Inc., contract Ped 
carrier. Permit proposed. Textiles By, 4, 
trimmings, and clothing, between Nev® .. ~ 
York City and Mayfield, Ky., over spe p,, ; " 
cified routes, serving no intermediate ® ;, sd 
points. to New 
New Hampshire (Keene)—MC-109415, Mich 
Sub. 1, New England Explosives Corpo @ j» m | 
ration. Permit proposed. Explosives Certifie 
not including inflammable liquids, and es - 
supplies and equipment incidental the Det 





their use, between points in N.H., Cont. 





> WoRLD 


April 16, 1949 














- Peters- 
urg, and 


>-110753, 
rrucking 
d. Lime- 
;, Pa., to 
vithin 30 
utes. 

44, John 
mit pro- 
aw York, 
d empty 
irregular 


C-110630, 
rrucking, 
ertificate 
1. House- 
fonmouth 
the one ff 
s in Md, 
ar routes. 
th) —MC- 
. McNeil’s 
‘mit pro- 
by chain 
nt stores, 
fe. within 
nmodities 
, rejected, 
rse direc- 


IC -110624, 
mon car- 
eavy ma- 

between 
Y., on the 
points in 
of Colum- 
Jj Phillips- 
(on) —MC- 
foore, dba 
r. Permit 
ites, paper 
orth Ben- 
New York, 
om. Dunel- 
+ to North 


\ers) —MC- 
on carrier. 
| limestone, 
in Colum- 
ay irregular 


69, Arthur 
mmon Car- 
[alt bever- 
roit, Mich., 
Bend, Ind, 
iners from 
ular routes. 
-MC-110567, 
ba Grissom 
on carrier. 
, irregular 
und asphalt 
in bulk m 
iners, from 
in one mile 
‘in 250 miles 
rers on Ie- 


_MC-110508, 
1c., contract 
_ Textiles, 
etween New 
7., over spe 
intermediate 


_Mc-109415, 
sives Corpo- 
Explosives, 
liquids, and 
ncidental 
N.., Cont. 





















Me., Mass., R.I., and Vt., over irregular 
routes. 

Vermont (South Ryegate) — MC- 
110356, Lester G. Welch, common carrier. 
Certificate proposed. Granite, from 
South Rygate to Barre, Vt. 

Kansas (Wichita)—MC-109132, Sub. 1, 
Freightways, Inc. Denial of certificate 
proposed. Alcoholic liquors, from Pe- 
oria, Ill., to points in a described Kan. 
area, and empty containers and rejected 
shipments on return. 


Indiana (Indianapolis) — MC-108298, 
Sub. 5, Ellis Trucking Co., Inc. Certifi- 
cate proposed. General commodities, be- 
tween Memphis and Union City, Tenn., 
between Howell, Mich., and junction 
Mich. highway 59 and US. highway 23, 
between Detroit, Mich., and junction 
US. highways 24 and 25, between Fort 
Wayne, Ind., and Baer Field, Inc., over 
specified routes, serving no intermediate 
points, as alternate routes. 





























New York (Bearsville)—-MC-107789, 
Sub. 5, Grant Lane. Certificate pro- 
posed. Wooden pallets, over irregular 





routes, from Big Indian, N.Y., to points 
in Conn., Mass., N.J., N.Y., R.I. and Vt. 


Ohio (Green Springs)—MC-107154, 
Sub. 1, James W. Humbert (John Hum- 
bert, Administrator). Permit proposed. 
Washing machine castings, in contain- 
ers, from Kendallville, Ind., and points 
within one mile thereof to Clyde, O., and 
points within one mile thereof; empty 
containers, on return; household ap- 
pliance parts, from Elmira, N.Y., to 
Clyde, and empty containers on return, 
over irregular routes. 


Texas (Dallas)—-MC-107064, Sub. 2, 
Ferguson-Steere Motor Co. Certificate 
proposed. Petroleum products, in bulk, 
in tank trucks, between Wichita Falls, 
Tex., and points within 5 miles thereof, 
on the one hand, and, on the other, 
points in N.M., over irregular routes. 


Alabama (Luverne)—MC-105726, Sub. 
4_G. T. Miller. Certificate proposed. 
Farm machinery, in shipments of 20,000 
pounds or more, from Albany, Ga., and 
Statesville, N.C., to Luverne, over ir- 
regular routes. 


Alabama (Luverne)—MC-105726, Sub. 
3, G. T. Miller. Certificate proposed. 
General commodities, with exceptions, 
between Montgomery and Luverne, Ala., 
over Ala. highway 9, serving all interme- 
diate points. 

Michigan (Dearborn)—MC-87928, Sub. 
12, Automobile Transport Inc. of Dela- 
ware. Certificate proposed. New auto- 
mobiles, new automobile chassis, and 
new automobile bodies, in initial move- 
Ment, truckaway and driveaway, from 
Places of assembly and manufacture in 
Wayne county, Mich., on and south of 
US. highway 16, to points in Mo., over 
lregular routes. 

New Jersey (Newark) —MC-74846, Sub. 
1, Lewis G. Johnson. Certificate pro- 
posed. Fertilizer, from Cartaret and 
Englishtown, N.J., to points in Wayne 


and Ontario counties, N.Y., over irreg- 
ular routes. 


New York (Patchogue) —-MC-73015, 
Sub. 4, Christian John and Florence M. 
Wolfarth, dba South Shore Motor Trans- 
Portation Co. Certificate proposed. 
Empty petroleum containers, from points 
mM Nassau and Suffolk counties, N.Y., 
to Newark, N.J., over irregular routes. 

Michican (Detroit) —-MC-72300, Sub. 
li, American Carloading Corporation. 
Certificate proposed. General commodi- 
the’ with exceptions, serving points in 

€ Detroit commercial zone as interme- 








































































































































































































































































diate and off-route points in connec- 
tion with regular-route operations. 

Oregon (Oregon City) — MC-65895, 
Sub. 1, Reddaway’s Truck Line, Inc. 
Certificate proposed. Wrecked, dam- 
aged or disabled motor vehicles other 
than passenger cars, between points in 
Ore., on the one hand, and, on the other, 
points in Idaho, over irregular routes. 

Missouri (St. Louis)—MC-59421, Sub. 
1, Kern, Inc. Certificate proposed. Gen- 
eral commodities, with exceptions, serv- 
ing points within 5 miles of Louisville, 
Ky., as intermediate and off-route 
points in connection with regular-route 
operation between Louisville and St. 
Louis. Dual operations consistent. 

Kansas (Wichita)—MC-30605, Sub. 68, 
Santa Fe Trail Transportation Co. Cer- 
tificate proposed. General commodities, 
with exceptions, between junction of 
U.S. highway 166 and Kan. highway 99 
near Sedan, Kan., and junction Okla. 
highway 40 and U.S. highway 60 near 
Pawhuska, Okla., over a specified route 
and return, serving no intermediate pur- 
pose and with no service at terminal 
points except for purpose of joining 
with other routes to provide through 
service. 

Missouri (St. Louis)—MC-30378, Sub. 
22, Associated Transports, Inc. Certifi- 
cate proposed New automobiles, chassis, 
bodies, and parts, in initial movements, 
truckaway or driveaway, over irregular 
routes, from points in Madison county, 
Ala., to points in Miss., Tenn., Ark., Okla., 
Kan., Mo., Ky., Ind., Ill. Ia., Neb., and 
Mich., and damaged or rejected ship- 
ments on return, over irregular routes. 


Oklahoma (Oklahoma City)—MC- 
18616, Sub. 1, W. S. Priest, dba Midland 
Truck Line. Certificate proposed. Over 
irregular routes, meats, meat products, 
and meat by-products, dairy products 
and articles distributed by meat-packing 
houses, from Oklahoma City to Texar- 
kana, Tex., restricted within Tex. to op- 
eration over U. S. highway 59-71 and city 
streets. 


Kansas (Hutchinson)—MC-13765, Sub. 
‘3, Fred A. Lamphier, dba Lamphier 
Produce. Permits proposed. Over irregu- 
lar routes, malt beverages and adver- 
tising matter when shipped with malt 
beverages, from Golden, Colo., to Hutch- 
inson and Salina, Kan., and empty 
malt beverage containers and rejected 
shipments, on return. 


New York (New York)—MC-12461; 
Harry S. Le Beau, dba Le Beau Travel 
Service, broker. License proposed. Pas- 
sengers and their baggage, in round trip 
all-expense tours, beginning and ending 
at New York and extending to all points 
in the U.S. 


New Jersey (Kearny)—MC-5016, Sub. 
1, Walter Bischoff, Inc. Permit proposed. 
Over irregular routes, tin bearing mate- 
rials, between North Arlington and New- 
ark, N.J., and New York, N.Y., on the 
one hand, and, on the other, Philadel- 
phia, Pa. 

Alabama (Montgomery) — MC-2908, 
Sub. 8, Capital Motor Lines. Certificate 
proposed. Passengers and their bag- 
gage, and newspapers, express, and mail, 
between Brantley and Opp, Ala., over a 
specified route, and return, serving all 
intermediate points. 

New Jersey (Clifton)—-MC-3700, Sub. 
25, Manhattan Transit Co. Certificate 
proposed. Passengers and their baggage, 
between Little Ferry, N.J., and Union 
City, N.J., over a specified route, and 
from junction N.J. highway 3 and re- 
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numbered N.J. highway 3 east of Hacken- 
sack River in Secaucus, over renumbered 
N.J. highway 3 north of Secaucus busi- 
ness center, to its junction with NJ. 
highway 3 at or near Union Ave. in Se- 
causus, and return over same routes, ex- 
cept over Paterson Plank Road, service 
authorized at all intermediate points in 
Little Ferry, Moonachie, and Carlstadt 
only. 


Tennessee (Memphis)—MC-1506, Sub. 
10, Dixie Greyhound Lines, Inc. Cer- 
tificate proposed. Passengers and their 
baggage, and mail, newspapers and ex- 
press, between Jonesboro, Ark., and 
Springfield, Mo., over a specified route, 
serving all intermediate points, and be- 
tween Walnut Ridge and Imboden, Ark., 
over a specified route, serving no inter- 
mediate points. 


Illinois (Chester)—MC-210, Sub. 
Ervin G. Fraembs, dba Roth Truck 
Service. Permit proposed. Containers 
for merchandise dealt in by bakeries, 
between St. Louis, Mo., on the one hand, 
and, on the other, points in St. Clair, 
Monroe, Randolph, Jackson, and Perry 
counties, Ill., over irregular routes. 


New Hampshire (Bath)—MC-110545, 
Interstate Trucking Co., Inc., contract 
carrier. Permit proposed. Over irregular 
routes, pulpwood, from points in Vt. to 
Corinth and Ticonderoga, N.Y. 


Indiana (Fowler)—MC-110505, Sub. 5, 
Ringle Truck Lines, Inc. Certificate pro- 
posed. Roofing, siding, and building ma- 
terials, from Whiting and Lowell, Ind., 
to points in Ky., W.Va., and Wis., and 
those in a specified Mo. area. 


Wisconsin (Burlington) — MC-110420, 
Sub. 1, Quality Milk Service, Inc. Cer- 
tificate proposed. Cream, from White- 
water, Wis., to Chicago, Ill., and empty 
containers on return movements, over 
irregular routes. 


Delaware (Seaford)—MC-14449, Sub. 1, 
Peninsula Corporation, common carrier. 
On further hearing, findings in prior 
report, 43 M.C.C. 813, reversed in part. 
Certificate proposed. Canned goods, from 
specified points in Md., Del., and Va., to 
points in Ga., N.C., S.C., and Va., over 
irregular routes, as “grandfather” rights. 


New Jersey (Newark)—MC-3647, Sub. 
87, embracing MC-3705, Sub. 12, West- 
wood Transportation Lines, Inc. Cer- 
tificates proposed. Passengers and their 
baggage, and express, mail and news- 
Papers, over specified streets in Ridge- 
field, N.J., to Shaler Boulevard and over 
Shaler Boulevard to its junction with 
Broad Ave., serving all intermediate 
points. 


Indiana (Evansville)—MC-2962, Sub. 
5, A. & H. Truck Line, Inc. Certificate 
proposed. General commodities, with 
exceptions, serving points in the Cin- 
cinnati, O., commercial zone and points 
within five miles of Evansville and Tell 
City, Ind., Henderson, Louisville. Owens- 
boro, and Paducah, Ky., and Memphis, 
Tenn., as intermediate and off-route 
points in connection with operations 
authorized in MC-2962. 


New Jersey (Kearny)—MC-1976, Sub. 
4, John Newton. Denial of certificate 
proposed. Over irregular routes, con- 
crete and composite planks and roofing 
slabs, and tools, nails, and equipment for 
erection of same, from North Arlington, 
N.J., to points in Conn., Del., Md., N.Y., 


2, 
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and Pa., within 250 miles of North Ar- 
lington, and to Washington, N.J., and 
construction tools and equipment on re- 
turn. 





Rail Witnesses Defend 
Western Traffic Pact 
Under Bulwinkle Act 


When the last of the railroad wit- 
nesses who described the method of mak- 
ing freight rate adjustments under rate 
conference procedures, in hearing on 
section 5a application No. 2, Western 
Traffic Association—Agreement, counsel 
for the Department of Justice insisted 
that the witnesses who would describe 
procedures for arriving at passenger fare 
adjustments be heard before any cross- 
examination was undertaken. 

The hearing is before Commissioners 
Alldredge and Rogers, assisted by Ex- 
aminer J. H. McGrath. It is the first 
hearing to be held by the Commission on 
agreements filed with it under the Bul- 
winkle act, which became section 5a of 
the interstate commerce act, providing 
immunity for the railroads from antitrust 
action in making rates under the con- 
ference method,-if the agreements em- 
bodying the procedures have been ap- 
proved by the Commission. 

Although counsel for the railroads said 
they had understood a discussion earlier 
in the proceeding to have resulted in 
agreement of all parties that cross-exami- 
nation by the Department of Justice 
would be begun when freight rate wit- 
nesses completed their testimony, James 
E. Kilday, special assistant to the Attor- 
ney General of the United States and 
chief of the transportation litigation sec- 
tion of the antitrust division, said he had 
not so understood the situation, and held 
out for cross-examination after all rail 
witnesses had been heard. 


Transcontinental Rate Procedures 


In a review of the methods of estab- 
lishing transcontinental rates, E. W. 
Soergel, vice-president, traffic, Chicago, 
Milwaukee, St. Paul & Pacific, asserted 
he could think of no method that could 
be devised to bring more intelligent con- 
sideration to the proposals repeatedly 
made for changes in the transcontinental 
rates than through the action of the 
standing rate committee and the review 
of its actions under the conference 
methods. He said the methods pursued 
for 35 years and those embodied in the 
western agreement were substantially 
the same. In his experience, he said, 
much less than 10 per cent of the pro- 
posals made required any consideration 
beyond the first stage, consideration by 
the freight traffic managers’ committee. 

Mr. Soergel said the Trans-Continen- 
tal Freight Bureau published rates of 
the member lines in an agency tariff 
at a great saving to the individual lines. 

At another point the witness said the 
conference method had been in effect 
so long it was almost impossible to 
imagine the confusion that would result 
if the railroads reaching the Pacfic Coast 
were to publish individual tariffs and 
maintain no bureau or machinery to 


provide for conference of railroads or 
hearings on applications of shippers. 
There were 539 carriers .concurring in 
one transcontinental westbound tariff, 
Mr. Soergel said, and added there would 
be great difficulties if an effort were 
made to have a meeting of, or to cor- 
respond with, each of the railroads in 
an attempt to obtain consideration of a 
proposed rate-change. The rate-making 
processes would break down, he asserted. 

Mr. Soergel also reviewed the need for 
the rate organization because of the 
competitive problems of the transcon- 
tinental railroads raised by the inter- 
coastal water carriers, and to give the 
special knowledge of the Pacific Coast 
terminal lines a place in meeting the 
competitive situation. 

He said he had never heard any ship- 
per complain that the procedure for dis- 
posing of transcontinental rate problems 
was unfair, inadequate, or discrimina- 
tory, and that shippers were “strongly 
insistent” that their best interests re- 
quired the preservation of the rate 
procedure. 

Mr. Soergel also described briefly the 
organization of the Montana Lines Com- 
mittee and the North Pacific Coast 
Freight Bureau, as needed to consider 
rates outside the jurisdiction of other 
rate conferences and giving shippers a 
convenient place to be heard. 


Texas-Louisiana Bureau 


C. G. Hayes, vice-president, traffic, of 
the Texas & Pacific Railway Co., de- 
scribed the organization and operation 
of the Texas-Louisiana Freight Bureau, 
on the executive committee of which, he 
said, he had represented his railroad for 
ten years. 

Mr. Hayes said there were about 20,000 
miles of railroad within the area em- 
braced by the bureau, adding that car- 
riers and shippers had found it con- 
venient and helpful to have a rate 
bureau centrally located. 

In describing the handling of intra- 
state rate changes, Mr. Hayes said the 
Railroad Commission of Texas regularly 
used the bureau as a medium through 
which to deal with Texas railroads. He 
also explained the operation of two gen- 
eral traffic committees, one for Texas 
Members and one for Louisiana mem- 
bers. 

Mr. Hayes said there was “simply no 
basis” for an assertion in the Depart- 
ment of Justice protest against the 
agreement that the right of individual 
action was not real. He said the righi 
was regularly and frequently exercised 
by members of the bureau without any 
kind of retaliation by other lines and 


without fear or retaliation either 
through adverse routing of interline 
traffic or otherwise. He said he had 


served notice of independent action for 
the T. & P., and that other chief traffic 
officers had similarly exercised that right 
when a majority decision was in con- 
flict with their best judgment. 


Pacific Coast Bureaus 


H. W. Klein, freight traffic manager 
in charge of rates and divisions for the 
Southern Pacific Co., endorsed the testi- 
mony of preceding witnesses as to the 
justification for the maintenance, and 
methods of procedure, of the Western 
Traffic Association, and what those wit- 
nesses had had to say about the neces- 
sity for the association in the further- 
ance of the national transportation 
policy. 

As had Mr. Soergel, he explained the 
need for a provision in the agreement 
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for dealing with local rates, that is, rates 
in an area served by a single carrier, 
and the notice to the chairman of the 
bureau that such a road would not ob- 
serve bureau procedure in making ad- 
justments in such rates. 

Mr. Klein said much of his work hac 
been in territory covered by the proposed 
Pacific Southcoast Freight Bureau and 
the North Pacific Cost Bureau. He said 
the Pacific Southcoast Freight Bureau 
was a new name for, and would take the 
place of, the present Pacific Freight 
Tariff Bureau, organized in 1909 when 
there was comparatively little industria! 
development and population in the wesi 
coast area, as a tariff publishing agency. 
With the growth of industry, agriculture, 
and population, he said, the tariff bu- 
reau’s activities were expanded, but that, 
as many of the expanded activities were 
not specifically dealt with in the present 
bureau articles of organization, he said 
lines in the south coast territory thought 
the time appropriate, in preparing the 
western agreement, to set up a “modern- 
ized, full-fledged organization” to carry 
on the activities the tariff bureau was in 
fact now conducting. He said he thought 
the changes proposed would be in the 
public interest because they would offer 
greater protection and more benefits to 
the shipping public and the carrier 
members. 

The south coast bureau was proposed, 
he said, to serve the convenience of 
shippers located in the bureau territory, 
and the carriers operating there, and to 
afford a practical means for dealing ex- 
peditiously with rate problems relatively 
local in character and concern. He also 
described the provisions for dealing with 
rates on traffic moving between the south 
coast and north coast areas. 


Inter-Mountain Committee 


The organization and activities of the 
proposed the Inter-Mountain Commit- 
tee were described by C. C. Beach, as- 
sistant freight traffic manager, Union 
Pacific Railroad Co., who adopted the 
testimony of preceding witnesses as to 
the need for the Western Traffic Associa- 
tion and the proposed procedures. 

Matters involving traffic in the terri- 
tory of the proposed Inter-Mountain 
Committee had been handled by the in- 
dividual railroads when the .traffic was 
local to one railroad, through conference 
or correspondence with shippers, he said. 
When the traffic had involved more than 
one carrier, he added, it had been 
handled “rather informally” by confer- 
ence and correspondence between 
shippers and such carriers as were in- 
volved. 

Mr. Beach said the territory of the 
proposed committee included Utah and 
southern Idaho, primarily, and various 
points adjacent thereto in surrounding 
states. 

He said the methods previously em- 
ployed had worked out “fairly satisfac- 
torily,” but that lack of publicity left 
something to be desired. So long as 
local traffic consisted principally of agri- 
cultural products, animals, animal prod- 
ucts, coal, ore, concentrates, forest prod- 
ucts, etc., he added, freight rates were 
primarly of local interest, but that, with 
increasing production of processed foods 
and manufactured articles, the question 
of freight rates within the area had be- 
come a matter of great importance to 
outside shippers seeking a market within 
the area as well as to the local producer 
and manufacturer. 

“That shippers and other interested 
persons may receive adequate notice of 
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rate and kindred proposals and have 
reasonable opportunity to be heard,” 
said Mr. Beach, “some organized plan of 
procedure is now essential. Rate com- 
mittees have functioned well in other 
territories as clearing houses for rate 
and related traffic problems, and there 
is every reason to believe that the pro- 
posed Inter-Mountain Committee would 
also prove satisfactory.” 


Disposition of Provosals 


W. H. Dana, chairman, executive com- 
mittee, Western Traffic Association, and 
chairman of the Trans-Continental 
Freight Bureau, offered an exhibit show- 
ing a composite statement of proposals 
or applications issued by the Southwest- 
ern Freight Bureau, Texas-Louisiana 
Freight Bureau, Trans-Continental 
Freight Bureau, and Western Trunk Line 
Committee. He said the data had been 
prepared for submission to a committee 
of Congress while the Bulwinkle act 
was being discussed. but had never been 
presented there because hearings had 
discontinued before the material was 
ready. 

His exhibit showed, for the first three 
months of 1940, that 1,929 proposals were 
issued; 1,381 resulting in reductions; 34 
resulting in increases; and 454 proposals 
declined, while 46 resulted in cancella- 
tion of obsolete rates. His exhibit also 
showed 838 proposals disposed of in first 
handling by mail or wire, and 734 by an 
initial meeting of traffic officers, or 81.49 
per cent of the total proposals issued. 

He said proposals resulting in reduc- 
tions were 71.59 per cent of the total; 
those resulting in increases, 1.75 per cent; 
those declined, 23.54 per cent; and those 
resulting in cancellation of obsolete rates, 
2.38 per cent. 

As indicating that those figures were 
representative of present conditions, Mr. 
Dana cited similar figures for the first 
three months of 1948 for Western Trunk- 
Line Territory, when he said 70.19 per 
cent of the rate proposals resulted in 
reductions, compared with 67.26 per cent 
for the first three months of 1940. He 
said 89.13 per cent of the proposals in 
the period were disposed of in the first 
handling, as against 81.71 per cent in 
the first three months of 1940. 

In the 1919-1941 period, Mr. Dana said, 
7,099 notices of independent action had 
been served in Western Trunk-Line Ter- 
ritory. He said he thought the figure 
short of the total, because notices were 
served only when a railroad had not 
made a decision during a meeting of the 
traffic officers. When they decided at a 
meeting to take independent action, the 
formality of serving notice was not ob- 
served, Mr. Dana explained. 


Edward Dumbauld, for the Depart- 
ment of Justice, objected to the testimony 
and said that “according to rule” the 
underlying data for Mr. Dana’s figures 
ought to be available. He said motor 
carriers applying for “grandfather” rights 
were required to present bills of lading 
supporting their claims. Commissioner 
Rogers said that was required by the 
motor carrier act. 


John S. Burchmore, for the National 
Industrial Traffic League, which inter- 
vened in support of the carriers, said he 
knew of no such rule as mentioned by 
Mr. Dumbauld, and Commissioner All- 
dredge overruled the objection. 


Commission Rates 
Elden A. Tharp, assistant freight traffic 
manager for the Rock Island, described 
a Study made by a committee, of which 
he was chairman, of the extent to which 





the Commission had approved, fixed, or 
compelled rates on various commodities 
moving within the Western District. 

The committee, he said, was composed 
of members of the traffic departments of 
the Chicago & North Western, the Bur- 
lington, and the Milwaukee, and used the 
data compiled by the Commission in its 
current analysis of a one per cent way- 
bill sample. 

For the year 1947, Mr. Tharp said, the 
committee’s tabulation showed that 
46,374 cars of a total of 59,462, or 77.99 
per cent, and 1,666,935 of a total of 2,- 
101,518 tons, or 79.32 per cent, had moved 
on rates “approved, fixed, or compelled” 
by a Commission order or report. He said 
that traffic represented 72.94 per cent of 
the total revenue from the traffic 
studied. 

He said 1947 was used because those 
were the latest statistics available, and 
expressed the opinion that substantially 
the same results would be obtained if a 
similar study were made of 1948 freight 
traffic in the Western District. 

He said that, as far as the Rock Island 
was concerned, he was “quite sure’ the 
percentages would be somewhat greater 
than those resulting from the study. 

“As to the Western District as a whole,” 
he continued, “we know that the Com- 
mission has treated with all the rates on 
grain and grain products, livestock, non- 
ferrous metals, salt, vegetable oil cake 
and meals, vegetable oils, and to a very 
great extent the rates on cotton, petro- 
leum oils and products, coal, sand and 
gravel; also the class rates to a very 
large extent. All of the commodities 
mentioned move in large volume within 
the Western District and I have no 
hesitancy in expressing the opinion that 
the percentages resulting from the way- 
bill study are not too great.” 

Mr. Tharp said the figures he gave 
resulted after removal of traffic with 
origin and destination in the same state, 
import and export traffic, traffic moving 
under section 22 quotations, and traffic 
that was not all-rail. 


No D. of J. Cross-Examination 


After the railroads had completed 
their testimony on the western traffic 
agreement filed with the Commission, 
and one shipper had been presented by 
the National Industrial Traffic League, 
Edward Dumbauld, for the Department 
of Justice, said there would be no cross- 
examination of the witnesses. 

He said, in the opinion of counsel for 
the department, the evidence was not 
sufficient to warrant the Commission in 
making the findings necessary to ap- 
proval of the pending application. The 
testimony was irrelevant, and of no 
probative value, he asserted, adding that 


cross-examination would likewise be ir- 
relevant. 


Questioned by Commissioner Alldredge, 
Mr. Dumbauld said cross-examination of 
all previous witnesses was waived by the 
department. 


A few minutes later Mr. Kilday ex- 
panded on Mr. Dumbauld’s remarks by 
repeating that the evidence was insuf- 
ficient as a basis for the necessary find- 
ings, and that such evidence would be 
insufficient as a basis “for an order upon 
which to render moot a case now pend- 
ing in the Supreme Court of the United 
States, or to render moot a case now 
pending in the US. district court at 
Lincoln.” He was referring to an anti- 


trust suit filed by the department against 
western railroads in Lincoln, Neb., and 
to a suit brought by the state of Georgia 
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in the Supreme Court charging the rail- 
roads with having discriminated against 
shippers in that state. 

Commissioner Alldredge asked if inter- 
veners other than the League desired to 
be heard, but received no reply. 

Mr. Kilday then asked that the de- 
partment be given the noon recess period 
for the purpose of deciding whether or 
not any testimony would be offered. 

When hearing was resumed after the 
noon recess, he said that, in view of the 
position taken by the department, it had 
been decided not to present any evidence 
“at this hearing.” 

Commissioner Rogers asked if the de- 
partment would present evidence at a 
hearing to be held at Dallas, then set 
for April 19, but changed to April 27 
after discussion later by the parties. Mr. 
Kilday replied that whether or not evi- 
dence was presented by the department 
would depend on the contingencies that 
might arise. 

Douglas F. Smith, representing the 
railroads, asked for clarification of Mr. 
Kilday‘s statement, and wanted to know 
if the contingencies to which he referred 
meant that, if the railroads offered fur- 
ther testimony at Dallas, the depart- 
ment might want to answer it. Mr. Kil- 
day said he might be a little vague be- 
cause he had understood Mr. Smith to 
say that he reserved “in a very subtle 
way” and in a lower voice, something 
to the effect that he might change his 
mind about testimony at Dallas. If Mr. 
Smith did that, Mr. Kilday added, “I 
may want’ to reconsider.” He agreed . 
when Commissioner Rogers asked if he 
meant that whether or not he put in any 
evidence at Dailas depended on what 
happened at Dallas. 

Henry A. Cockrum, for the Depart- 
ment of Agriculture, said he had entered 
a written appearance for the Secretary 
of Agriculture, who desired to intervene, 
but would offer no testimony at the 
Washington hearing. He said the sec- 
retary desired to follow the proceeding 
with the possibility of participating ac- 
tively in further section 5a proceedings. 

Mr. Dumbauld asked Mr. Cockrum to 
deal with an implication he said had 
been raised that there had been a com- 
munication between the Department of 
Justice and the Department of Agricul- 
ture on the matter of an appearance for 
the latter department. Mr. Cockrum 
said there had been no such communica- 
tion. 


Passenger Fare Procedures 


Three rail witnesses dealt with proce- 
dures employed in connection with pas- 
senger fares: Claude E. Peterson, vice- 
president, system passenger traffic, 
Southern Pacific Co.; Earl B. Padrick, 
chairman, Trans-Continental and West- 
ern Passenger Association; and V. T. 
Corbett, chairman, Southwestern Pas- 
senger Association. 

Mr. Peterson and Mr. Padrick dealt 
with the three territories covered by the 
Trans-Continental, the Western and the 
Southwestern associations, Mr. Peterson 
saying the territories were not arbitrary 
but based on sound and natural condi- 
tions in rail passenger transportation. 

He said the equalization of fares over - 
various routes between the same points 
gave travelers a wide choice and pro- 
moted railroad traffic, while avoiding dis- 
crimination between persons and locali- 
ties. The three passenger associations 
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were indispensible to this equalization, 
he said, as it could not be worked out 
unless the many railroads involved con- 
ferred, to arrive at a basic fare that 
would comply with the Commission’s 
passenger fare orders, not violate any 
provision of the interstate commerce 
act, and to attract the traveling public. 

Among the other features he asserted 
were of benefit to the public, and which 
could not have been established without 
joint action by the railroads, Mr. Peter- 
son cited round-trip fare arrangements; 
optional honoring arrangements by 
which railroads honor each other’s tick- 
ets, and permit passengers to make side- 
trips; made possible by equalizing fares; 
establishment of interline fares; publi- 
cation of joint tariffs, making ticket 
selling less complicated; joint baggage 
arrangements; special train movements; 
and prompt and effective compliance by 
the railroads with “a multitude of regu- 
lations of intrastate traffic imposed by 
the various regulatory bodies and legis- 
latures of the several states.” 

Asked if meetings of the passenger 
associations were open to persons de- 
siring to present matters to the rail- 
roads, Mr. Peterson said any one might 
come before any passenger association. 
He said representatives of branches of 
the government, particularly the mili- 
tary services, often did so, while organ- 
izations representing groups or segments 
of the traveling public presented re- 
quests. 

Mr. Peterson also asserted there was 
a great deal of independent action under 
existing practices, to be continued under 
the proposed agreement. 


Fare Changes 

In somewhat similar testimony, Mr. 
Padrick said the Trans-Continental and 
Western Passenger association member 
lines had continued experimentation in 
fares and charges, increasing them when 
railroads found their cost of operation 
had increased, but voluntarily estab- 
lishing low round-trip furlough fares 
for the military during World War II. 
Such action, he said, could not have 
been taken without joint consideration 
in advance by all railroads. That was 
in furtherance of the national trans- 
portation policy, he asserted, “because 
the military branches have since stated 
that the fact that such fares were in 
effect, allowing men to return to their 
homes at furlough periods at their own 
expense, assisted materially in main- 
taining the high morale necessary... .” 

Mr. Padrick discussed the prescrip- 
tion of passenger fares by the Commis- 
sion and the present level of fares. He 
said after establishment of the basic 
factors further occasion arose for con- 
sideration of fare adjustments in the 
passenger associations. Changes in rate 
factors might have an effect on equal- 
ization of fares, he asserted, citing the 
steps taken in connection with the 
Kansas City-Los Angeles fare, making 
through El Paso. 

“It is applied through the Colorado 
common points and through the Utah 
gateways to Los Angeles, and also from 
the Utah gateways through San Fran- 
cisco to Los Angeles,” he continued. 
“Thus this makes the San Francisco 
fare from Kansas City the same as Los 
Angeles. This adjustment is carried 
on and has the effect of making the 
Omaha-Los Angeles and the San Fran- 





cisco fare, and the Council Bluffs-Los 
Angeles and San Francisco fare. Then 
the lines east of Kansas City and east 
of Council Bluffs must construct their 
fares over the established fares at their 
Missouri River gateways. It can 
plainly be seen that the detailed fares 
necessary for use in the ticket offices 
for the sale of tickets could not be estab- 
lished without the railroad representa- 
tives coming together in meeting through 
the associations to eStablish these ad- 
justments.” 

Whatever discussion might take place 
under the present articles of the Trans- 
Continental and Western Passenger as- 
sociations, or that might take place in 
the future under the proposal, the wit- 
ness said, “each individual railroad re- 
serves the right to take individual ac- 
tion.” 

In the past 20 years, he continued, 
2,402 propositions had been submitted 
through the Trans-Continental Passen- 
ger Association, 1,175 of which had been 
“announced adopted by action of all 
interest lines.” He said 687 had been 
announced “negatived,” and that of that 
number, 388 had been made effective by 
individual action of a line or group of 
lines. For the Western Passenger Asso- 
ciation, he continued, 4,562 propositions 
were submitted, 3,306 adopted by all in- 
terested lines, and of 1,256 “announced 
negatived,” 797 had been made effective 
by individual action of a line or group 
of lines. 


Southwestern Activities 


Mr. Corbett said, among other things, 
that each individual railroad reserved 
the right to take individual action under 
the present articles of the Southwestern 
Passenger Association, or in the future 
under the proposals. For that associa- 
tion, he said, from 1932 to 1948, inclusive, 
4,557 proposals had been submitted. Of 
these, 3,567 had been announced adopted 
by action of all interested lines and 990 
propositions announced negatived. Of 
that number, he added, 695 were made 
effective by individual action of a line 
or group of lines. 


N.LT. League Position 


R. V. Craig, general traffic manager, 
Allied Mills, Inc., Chicago, witness for 
the National Industrial Traffic League, 
endorsed the conference method of rate- 
making and offered suggestions for 
some improvements in the details of the 
western traffic agreement. 

Mr. Craig is a member of the League’s 
executive committee and chairman of a 
committee to cooperate with transpor- 
tation executives, and said he had had 
27 years’ experience in contact with 
transportation agencies in obtaining 
changes in rates. For 10 or 11 years, as 
chairman of the committee to cooperate 
with transportation executives, he said, 
one of his duties had been to acquaint 
himself more directly with rate-making 
procedures, both for his company and 
for the League. 

In answer to a series of questions by 
John S. Burchmore, Mr. Craig said, from 
his contact with shippers, that endorse- 
ment of the conference method of rate- 
making was unanimous, and that he had 
appeared before all but two of the terri- 
torial rate bureaus. 

The position of the League, he said, 
was that it approved the general plan 
proposed. He also said there was fre- 
quent opposition between member of the 
League in rate matters and that the 
League refrained from participating in 
matters involving such controversies. 
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Mr. Craig traced back to 1922 his 
familiarity with rate-making procedures. 
At that time, he said, a plan for uniform 
publication and docketing of rate subjects 
Was approved by the League. In 1942, he 
said, the League suggested certain 
changes, but because of the war it had 
not pressed adoption of those amend- 
ments. He said one of the essential fac- 
tors of the rate procedures was the notice 
given shippers interested in proposed 
changes. The notice afforded shippers 
under the western proposals, Mr. Craig 
said, would provide shippers with knowl- 
edge so they might defend their in- 
terests, and he added that there had 
been, in almost all instances in recent 
years, -hearings and opportunities for 
hearings, on rate changes, at which 
shippers were afforded opportunity to 
present fairly their contentions. He said 
the changes proposed in the agreement 
under discussion were improvements in 
the interests of the shipping public. 

One of the improvements, Mr. Craig 
said, was that disposition notices would 
be published in the Traffic Bulletin, or 
in some other form so the public would 
be informed of the action taken by the 
rate committees. 

He also asserted that there had been 
a satisfactory situation in the Western 
Territory as to appeals to “higher rail- 
road management” of adverse or unsatis- 
factory dispositions by subordinate 
management of rate changes, but that 
there would be improvement under the 
proposals, with one feature not altogether 
satisfactory. 

Mr. Craig said he desired to know what 
his competitors were seeking, and ob- 
taining, and that he was willing that his 
competitors should know what he sought 
and obtained for his company. 


Changes Advantageous 


Asked to point out changes in the 
agreement that were advantageous to 
his company, Mr. Craig said one import- 
ant change was in the procedure of the 
Western Classification Committee, pro- 
viding that all changes in classification 
rates, rules and regulations should be 
placed on the public docket and shippers 
advised. At present, he said, only those 
resulting in increases were docketed, but 
that it was important to be advised of all 
changes, because reductions might be 
much more harmful than increases. 

A second improvement, he said, was 
a provision for notice by all the bureaus 
in the Western District of rate changes, 
with some exceptions. As a third im- 
provement, Mr. Craig referred to the 
disposition notices. This was important, 
he said, as putting shippers on notice 
that a change will be made, and enabled 
them to watch for tariff supplements 
when published. 


The fourth improvement to which he 
referred was notice to the public by rail- 
roads intending to take independent 
action, such notice to be published in 
the same form as any other action taken 
by the railroads through a committee. 
A fifth improvement, he said, was giving 
the shipper the right of review by traffic 
executives of the railroads, and the 
sixth, provision for a simple majority 
vote. 

Improvements Suggested 

Mr. Craig suggested three changes in 
the agreement which he thought would 
improve it. The first, he said, would be 
providing appeal by shippers to the eX- 
ecutive committee from decisions of the 
classification committee. He said he 
thought it important because classifica- 
tion ratings were going to move a con- 
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siderably larger volume of commerce and, 
therefore, shippers were entitled to the 
same protection as on matters handled 
by the general traffic committee of the 
Southwestern Lines Bureau. He agreed 
with Commissioner Alldredge that adop- 
tion of the uniform classification might 
bring about changes in arrangements. 

His second suggestion for improving 
the agreement was that the chairman 
of the rate committee should not have 
the right to appeal a matter to higher 
jurisdiction, and that there be preserved 
the right of the carrier or shipper to ap- 
peal. His final suggestion was that the 
agreement should provide for the re- 
publication of rates originally published 
with an expiration date, so that shippers 
would have notice of such extension by 
the publication. 

Shippers Unanimous in Approval 

In answer to further questions, Mr. 
Craig said he knew of no shippers not 
in favor of the conference method of 
rate-making generally or of any opposed 
to the proposed agreement. He said 
some might desire minor modifications, 
citing aS an example a suggestion he 
said had been made that the name of 
a proponent of a change should be pub- 
lished. 

Mr. Burchmore then took the witness, 
sentence by sentence, over the advan- 





tages cited by Harvey M. Johnson, ex- 
ecutive assistant to the trustee and the 
chief executive officer of the Missouri 
Pacific Lines, as flowing from the con- 
ference method of rate-making. Mr. 
Craig agreed that they were advantages 
accruing to the shipping public. 

The witness then said that, following 
the decision of the Commission in the 
western grain case, numerous confer- 
ences had been essential to the publi- 
cation of the rates and the protection of 
shippers. Mr. Smith developed with the 
witness the fact that, even after the 
rates had been “checked in” there had 
been numerous conferences on adjust- 
ments. In answer to further questions, 
Mr. Craig said he had never noticed any 
reluctance on the part of League mem- 
bers to contact rate committees about 
complaints, and that the smaller the 
shipper the greater the advantage of the 
agreement and its procedures. 


Short Line Concurrence 

Clarence A. Miller, for the American 
Short Line Railroad Association, said 
that association supported the applica- 
tion, but would offer no witnesses in the 
instant proceeding. 

With agreement on a change in the 
further hearing to be held at Dallas 
from April 19 to April 27, the meeting 
adjourned in mid-afternoon of April 8. 





Regional Ex Parte 168 Hearings At 
Salt Lake City, Utah, Completed 


Commissioner Aitchison Hears Testimony of Shippers of Farm and 


Mineral Products and Others in Three Days. 


Night Sessions Held. 


Witnesses Represent Interests in Northwestern Tier of States. 


By Robert J. Bayer 


The Salt Lake City, Utah, regional 
hearings in Ex Parte 168, Increased 
Freight Rates, 1948, were concluded by 
Commissioner Aitchison, of the Com- 
mission, on April 6, after three days of 
testimony by shippers of agricultural and 
mineral products and by government and 
farm bureau representatives (see Traffic 
World, April 9, p. 42). 

Kenneth Potter, of the California com- 
mission, and Examiner Myron Witters, 
of the I.C.C., sat with Mr. Aitchison. 

Testifying at the evening session, April 
4, under the direction of L. P. Siddons, 
J.R. Copeland, assistant traffic manager, 
Holly Sugar Corporation, Colorado 
Springs, Colo., introduced an _ exhibit 
Showing carload shipments, intrastate 
and interstate, of sugar beets to, and 
Sugar from the refineries of members 
of the Western Beet Sugar Manufactur- 
ers’ Association, for which he said he 
was speaking. These figures showed that 
some 9.5 per cent of the beets moved in- 
terstate. 

_ His exhibit also contained calculations 
intended to show that the rate of return 
on net investment of sugar-carrying rail- 
Toads in. the central western region was 
generally higher than that of others in 
that region. He compared net income 
With sales of the western refiners, and he 
also compared net income of western 
district railroads with the total operat- 
ing revenues of those railroads. These 
comparisons yielded percentages ranging 


from 1.88 to 12.53 for the sugar refiners 
in 1947, and for the western district rail- 
roads as a group, in the same year, of 
7.10. For 1948, the exhibit showed per- 
centages for the sugar companies rang- 
ing from a deficit to 11.34, with a 
weighted average of 7.95; and for the 
western railroads as a group, 8.06 per 
cent. The object of his calculations, the 
witness said, was to show that, compared 
with the refineries, the railroads were 
not too badly off in the financial results 
of their operations. 


Non-Ferrous Metals 


A. C. Maxwell presented witnesses for 
the Copper and Brass Association, the 
membership of which consisted of man- 
ufacturers of copper and brass mill 
products. T. E. Velfort, manager of the 
association, New York, said that while 
the industry did not presume “to pass 
judgment as to the merits of the rail- 
roads’ plea for higher rates,” it was con- 
vinced “that the higher cost of railroad 
transportation is steadily causing the 
transfer of freight in the brass mill in- 
dustry from the railroads to the trucks.” 
He cited figures showing that, for the 
industry as a whole, 74 per cent of the 
brass mill products moved from factories 
in trucks in September 1948. This he 
said, compared with 58 per cent moving 
in trucks in the year 1941. 

He pointed out that, in Ex Parte 162, 
the Commission had assessed a straight 
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percentage increase on brass mill prod- 

ucts although it had placed a maximum 

on aluminum and iron and steel prod- 
ucts. In Ex Parte 166, however, he said, 
it had applied the maximum also to 

brass. . 

“Recognition was given by the Com- 
mission in its decision in Ex Parte 166 
to the competitive situation applicable 
to wrought products of these various 
metals, and it set a maximum of 16 cents 
per hundred pounds for the increase in 
freight rates permitted for each of these,” 
said he. “It is our position in this pro- 
ceeding that this. competitive position 
should continue to be recognized.” 

R. A. Wilkins, vice-president, Revere 
Copper and Brass, Inc., New York, dealt 
chiefly with the matter of competition 
of brass and copper manufactured arti- 
cles with those made from aluminum 
and iron and steel. Copper plate, sheet 
and strip, which constituted 40 per cent 
of the output of the industry, said he, 
came into competition with the other 
metals in roofing, flashing, gutters and 
downspouts. He pointed to the ‘stain- 
less steel roof of the assembly hall of the 
Mormon Temple, across the street from 
the hearing room and visible from its 
windows, as the type of competition 
copper had to meet, noting that some of 
the world’s largest copper mines were 
also “almost within sight.” 

Copper and brass rod, wire, pipe and 
tube also had to compete with similar 
products made: from other metals, said 
he. He added, however, that he did 
not want to create the impression that 
copper and brass were losing ground. 

“In a general way we are holding our 
own,” said he. “But the balance is suffi- 
ciently close so that any additional ad- 
vantage given to iron and steel or alumi- 
mum, such as a freight rate increase in 
this proceeding which would affect the 
price equation between the metals by 
bearing with unequal severity on us, 
could not help but affect our continuing 
ability to compete with them. We must 
ask that our competitive position be not 
impaired by changes in freight rates.” 

James B. Griffin, superintendent of 
traffic, Scovill Manufacturing Co., Water- 
bury, Conn., said he had testified in Ex 
Parte 166 that an increase in rail freight 
rates on brass mill products would drive 
“large amounts of traffic from the rails.” 
His prediction had been borne out, said 
he, citing figures to show that, since the 
Ex Parte 166 increases, the railroads had 
lost “ten per cent of the entire brass 
mill tonnage.” 

“In this proceeding,” he continued, 
“we are reluctant to have any increase 
whatever applied to our products. We 
feel that we have been treated un- 
equally in the past, and that, notwith- 
standing the equality of treatment we re- 
ceived in Ex Parte 166, we have not re- 
gained our relative position of June 30, 
1946, with our competing metals. How- 
ever, we only ask the Commission in this 
proceeding to treat us as it treats other 
metals and to authorize no greater in- 
crease on our products than on either 
iron or steel or aluminum. If it author- 
izes no increase on one of these metals— 
as has been asked in the case of alumi- 
num—we ask that no increase be granted 
on our product.” 

High freight rates were excluding 
Montana from the meat packing busi- 
ness, said James V. Keyes, testifying for 
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for fragile freight 


@ The little machine shown here plays a big part in bringing 
fragile freight, such as glassware and furniture, safely to its des- 
tination. This device, called an impact recorder, is used by the 
Erie to help maintain good handling of all kinds of shipments. 


Fastened to the floor of a freight car, this sensitive instrument 
automatically measures and registers on paper tape variations on 
the smoothness of the ride. Erie keeps a large number of these 
impact recorders in service, constantly checking and rechecking 
car handling conditions on its thousands of miles of tracks. 


Use of such modern devices, plus advisory service on good 
packing and proper loading, have gained the Erie a nationwide 
reputation for safe, dependable transportation . . . a result of 
practicing progress in railroading. 


Erie Railroad 


..- Mark of PROGRESS in Railroading 
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the Montana Meat Dealers’ Association. 
The state had not sufficient population 
to consume its own products and thus 
had to “export” them. If it could proc- 
ess animals, the result would be to the 
benefit of the people of the state and 
“result in a lucrative operation for the 
rail lines operating through Montana,” 
said he. Long distances from markets, 
high rates, the necessity of “importing” 
such supplies as cans, twine, rope, car- 
tons, paper and cotton goods, and of pay- 
ing freight on the same products as tare 
in outbound packinghouse products ship- 
ments; and the necessity of shipping out 
of the state for further processing such 
packinghouse by-products as hides, blood, 
grease, tallow, fertilizer and tankage, ef- 
fectually “quarantined” the Montana 
industry, said he. He told of a dog-food 
canning plant at Butte, that had pio- 
neered in processing horsemeat for that 
purpose. Unless rates favorable to that 
plant were soon established, he added. 
it was “doomed to extinction and will 
probably never again operate beyond 
production for Montana needs.” 


“Due recognition must be given the in- 
land sections of the country where 
abundance of livestock is available, so 
that such livestock may be processed 
where it is grown so as not to deny the 
back interior country of that develop- 
ment which seems to belong to it,” said 
he. 


Colorado Cement 


T. C. Taylor, general traffic manager, 
Ideal Cement Co., Denver, Col., operating 
plants in eight states, and shipping 
cement, industrial lime, plaster, gypsum 
rock and gypsum products, and ground 
limestone, appeared briefly to supple- 
ment information contained in a verified 
statement he had filed in December, 
1948. Curtailed building activity said he, 
had cut the sales of his company and 
restricted the sales territories of its vari- 
ous plants. The decision of the U. S. Su- 
preme Court in the Cement Institute 
case, “as well as pronouncements of the 
Federal Trade Commission,” had, he said, 
left the industry “in a maze of confusion 
and dilemma.” He asked that the interim 
increase in Ex Parte 168 be vacated or 
suspended, and that action in the case 
be postponed “so that industry and the 
general shipping public may be given a 
reasonable breathing spell and the op- 
portunity of needed adjustment.” Should 
the Commission grant an increase, how- 
ever, he asked that whatever it might be 
on his products, it be the same regard- 
less of whether the loading be in pro- 
tected or unprotected open-top cars, or 
in box cars. 


Cheese, Butter, Etc. 


W. H. Ott, Jr., general traffic manager, 
Kraft Foods Co., Chicago, introduced an 
exhibit intended to show the trend of 
truck traffic in cheese, butter and oleo- 
margarine since 1928. Generally, it 
showed that the trend in rail tonnage of 
those commodities, stated as ratios of 
production, was sharply downward until 
the railroads began putting in truck 
competitive rates early in the 1930’s, up- 
ward sharply in the war years, and 
downward again since 1945. 


Commissioner Aitchison said the pic- 
ture presented by Mr. Ott’s figures and 
graphs was much the same as might 
have been drawn a century ago to show 


that the railroads were driving the 
canals out of business. The exhibit, 
he said, showed the growth of highway 
transportation but, he asked, did the 
witness intend to convey the opinion 
that that was an “evil thing, in and 
of itself.’ The witness replied that he 
did not want to convey that opinion, 
but that he thought it might be helpful 
for the Commission to know, in deciding 
whether or not to raise rail freight rates, 
that the preponderance of traffic in the 
products he used as examples -had al- 
ready left the rails and to consider 
whether or not the rest of it would 
should rail rates be further increased. 


Second Day Sessions 


At the morning session, April 5, Charles 
A. Myers, Evanston, Wyo., speaking for 
the Wyoming State Farm Bureau and 
the Wyoming State Stock Growers’ Asso- 
ciation, blamed the railroads for “re- 
peated wage increases, followed by rate 
increases.” 


“We want to know when this ‘teeter- 
totter’ ride is going to end,” said he, 
adding: “The Commission must not 
crush down on the brow of agriculture 
this crown of thorns of increased freight 
rates.” 


Leroy Smith, executive secretary of the 
Colorado Beer Distributors’ Association, 
Denver, said that 92 per cent of the 
interstate movement of beer out of Colo- 
rado was by rail, but that exactly the 
reverse was true intrastate. Members 
of his association asked the denial of 
the railroad petition in its entirety and 
the removal of the Ex Parte 168 interim 
increase, he said, but should the Com- 
mission find some increase justified, they 
were prepared to pay their share of the 
needed added revenue. In that case, 
however, he added, the increase should be 
applied to beer in cents per hundred 
pounds, not as a percentage of the exist- 
ing rates. 


Copper and Lead 


R. E. Quirk presented two witnesses 
for copper and lead ores and concen- 
trates and non-ferrous commodities. 
Testifying for the Anaconda Copper 
Mining Co., Charles A. Butler said that 
the mining and concentrating of man- 
ganese ore by his company in Montana 
was a war-born industry and that its 
production was still the only domestic 
source of the kind of manganese ore 
that was needed in the making of certain 
types of steel. It competed with im- 
ported manganese ore, sold f.o.b. Balti- 
more, which moved largely to Pittsburgh, 
said he. Anaconda manganese con- 
centrates were now moving by rail to 
the head of the lakes and by water be- 
yond to Pittsburgh, said he. In the 
instant case, he proposed that, should a 
flat increase of 35 cents a ton be placed 
on iron ore, with the exception of the 
movement from the Minnesota mines to 
Duluth for further water movement, the 
same treatment be accorded to manga- 
nese from Anaconda. If a different 
basis of increase, or no increase, should 
be ordered for iron ore, manganese, 
again, should have the same treatment, 
he added. 

Testifying for the Copper-Lead Pro- 
ducers’ Traffic Committee, the witness 
noted that competitive aluminum and 
iron and steel had received a 20 per 


cent increase in Ex Parte 162, with a. 


hold-down, whereas copper received a 
20 per cent increase in the west, 22 per 
cent interterritorially and 25 per cent 
in the east, with no hold-down. Despite 
the fact that the two classes of metals 
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received the same.treatment in Ex Parte 
166, the disparity had been accentuated 
because the latter, too, had been a per- 
centage increase. The Ex Parte 162 in- 
crease on copper, he said, was among 
the highest, comparing with that on fur 
coats. 

Commissioner Aitchison implied that 
the comparison didn’t mean much by 
adding: “And it also applied on manure.” 

The witness produced an elaborate 
exhibit to show the effect of the variant 
Ex Parte 162 increases—copper on one 
hand, and aluminum and iron and steel 
on the other—and to demonstrate the 
increased spread in rates that would re- 
sult if the present rail proposal were 
adopted. Harry C. Barron, attorney for 
the western railroads, objected to the 
line of testimony on the grounds that 
complaint against the Commission’s or- 
der in Ex Parte 162 had no place in 
consideration of the instant petition. 
The witness said his group “proposed” 
elimination of the discrimination 
brought about by the Ex Parte 162 de- 
cision. Despite Mr. Barron’s insistence 
that there was no room for an independ- 
ent shipper “proposal” in the petition 
case, Commissioner Aitchison ruled that 
the testimony might be entered. 

After further explaining his exhibit, 
which indicated, he said, that car-mile, 
ton-mile, and car revenues from copper 
were higher than the average of all such 
figures, the witness said his group pro- 
posed that the alleged unfairness result- 
ing from the Ex Parte 162 increases be 
removed by amending the tariffs filed 
pursuant to that decision by applying the 
same percentage increases and hold- 
downs to copper as applied to aluminum 
and iron and steel. 

O. W. Tuckwood, general traffic man- 
ager, American Smelting and Refining 
Co., New York, speaking for his com- 
pany and for primary lead producers 
generally, said those producers believed 
“that the railroads of the United States 
should, under efficient and economical 
management, receive sufficient revenues 
to enable them to earn a fair rate of 
return on their investment” but that 
they also believed that “the Commission 
should carefully scrutinize the manner 
in which the railroads propose to appor- 
tion to the various classes of traffic the 
total additional revenues which may be 
required.” 

The companies he represented, he con- 
tinued, were “not unwilling to pay 
their fair share of the transportation 
burden,” but they felt that the variation 
in the manner in which the Ex Parte 162 
increase had been applied to their traffic, 
as contrasted to the way in which it 
had applied to iron ore, pig iron and 
iron and steel articles, as well as baux- 
ite, alumina and aluminum articles, had 
worked unfairly against them. Hence, he 
said, the lead producers objected “to any 
increase whatever in present base rates 
on non-ferrous ores and concentrates,” 
and especially to “any increase under Ex 
Parte 168 on ores and concentrates and 
other metal-bearing materials moving 
by rail under rates not predicated on 
actual value to smelters for recovery of 
non-ferrous metal content.” 

He pointed out that imports of lead 
were increasing and added that such im- 
ports were “more susceptible to diversion 
to other forms of transportation, such 
as motor trucks and waterways, than lead 
produced from domestic ores.” 

Walter Patton, testifying for the 
American Zinc Institute, said that, al- 
though more than 57 per cent of all 
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American zinc was produced in the west, 
the area consumed only 3.3 per cent, 
hence had to find markets at long dis- 
tances under high transportation costs. 
He also referred to what he termed was 
the special hardship worked on the zinc 
industry by the variation in the scale 
of increases granted on its traffic and 
on iron, steel, and aluminum in Ex Parte 
162. He added, however, that he didn’t 
“blame the Interstate Commerce Com- 
mission for that,” because the industry, 
cognizant at the time of the need of the 
railroads for added revenue, made no 
protest, mistakenly believing that, in 
whatever increase the Commission might 
grant, “all metals would be treated 
alike.’ The industry still realized the 
need for an adequate rail transportation 
system, but felt that another freight rate 
increase would decrease rather than in- 
crease rail revenues, said he. He ex- 
pected the Commission in this case, he 
said, to give to zinc the same considera- 
tion it gave to iron, steel and aluminum, 
and to “fix up that Ex Parte 162 mat- 
ter.’ There were many zinc mines 
“about ready to close up,” said he, and 
a freight rate rise might well be “the 
straw to break the camel’s back.” 


Arizona, Utah, Colorado Mines 


C. E. Blaine, of the Arizona commis- 
sion, directed the testimony for that 
state. Charles F. Willis, executive sec- 
retary, Arizona Small Mines Operators’ 
Association, and a member of the Na- 
tional Minerals Advisory Council, said 
the position of the Arizona mines was 
that there ought to be no further in- 
crease in rail freight rates on ores and 
minerals because such an increase would 
not help rail revenues. In addition, he 
added, the interim increases on those 
commodities ought to be removed. In 
the handling of ores to smelters, in Ari- 
zona, large mines used. their own fa- 
cilities, said he. Under higher freight 
rates, he said, small mines, too, would 
either have to provide smelters nearer 
the pits or close up. He entered much 
material, in the form of exhibits, in- 
tended to show that Arizona copper ores 
were becoming “leaner,” and that many 
of its small mining operations were mar- 
ginal. It was to the advantage of the 
railroads to keep the mines operating, 
said he, because they furnished much 
auxiliary rail traffic in the form of lum- 
ber and other supplies. 

Charles H. Dunning, director of the 
Arizona Department of Mineral Re- 
sources, said that 38 small Arizona mines 
had closed or curtailed operations since 
the increases in Ex Parte 166, and more 
undoubtedly would do so if rates were 
further increased. He also warned of 
curtailed production of Arizona non- 
metallic minerals—such as silica sand, 
asbestos, perlite and pumice—under 
higher rate scales. 

For Colorado, Robert S. Palmer, man- 
ager, Colorado Mining Association, Den- 
ver, testified that that association, as 
well as the New Mexico Mining and 
Prospecting Association, objected to any 
IMcrease in rates on ores and minerals. 
He said those commodities were “de- 
Slrable traffic for the railroads,” backing 
that statement up with an exhibit which 
Was intended to show that, as to the 
Denver & Rio Grande Western, that 
traffic returned higher car, car-mile and 
ton-mile revenues than many other high- 
gtade traffic items and than the average 
for all traffic. 


J. K. Richardson, secretary-manager, 
Utah Mining Association, warned of in- 
easing competition between domestic 


metals and metals from abroad. He 
said statements about greater produc- 
tivity of American mining labor were 
not true, and that, when there were 
“placed in the hands of our brothers 
across the sea American machines and 
in their minds American ‘know-how,’ ” 
in connection with modern American 
mining equipment made available under 
the Marshall plan, productive capacity 
of foreign mines would rise. 

“The effects are beginning to be felt,” 
said he, “as imports of some metals are 
already exceeding domestic production, 
competing with domestically produced 
metals under wage structures and living 
standards beyond the immediate com- 
prehension of the foreign operator.” 

The state of the industry in Utah, said 
he, did “not warrant the imposition of an 
increased freight rate.” It urged, he 
concluded, that the Commission deny the 
petitioners’ plea insofar as it applied to 
increases affecting copper, lead or zinc 
ores, concentrates and products. 


Fertilizer Industry 


“Fantastic possibilities” in the western 
fertilizer industry were described, on 
the final day of the Salt Lake City hear- 
ing in Ex Parte 168, April 6, by Dan H. 
Mater, Portland, Ore., consultant to the 
office of the Secretary of the Depart- 
ment of the Interior, attached to the 
department’s northwest field committee. 
He said that 60 per cent of the nation’s 
phosphate rock resources lay in the 
states of Montana, Idaho, Utah and 
Wyoming, and that 80 per cent of it was 
in public domain area. The depart- 
ment, he said, felt “its responsibility as 
custodian of this staggering source of 
national wealth and well-being.” Its 
development, he said, depended in great 
part on transportation, and in that de- 
velopment, “the carriers have a chance 
to make some money.” However, he 
added, “increases in freight rates have 
never been known to encourage the de- 
velopment of any economic undertak- 
ing.” 

Increasing freight rates, even though 
“apparently justified by increases in 
carrier costs,” said he, would retard the 
development of the industry, “to the 
long-run detriment of all, including the 
carriers.” He suggested that “inasmuch 
as the general price level is now moving 
in opposite direction to what it was 
when the carriers originally filed their 
petition, the Commission consider re- 
moving the present interim increases.” 

Should it decide otherwise, however, 
he asked the Commission to set, on 
fertilizers, a maximum equal in cents 
a hundred pounds to one-third of the 
percentage increase—“for example, a 30 
per cent increase should be accompanied 
by a maximum of 10 cents a hundred 
pounds.” On phosphate rock, he added, 
the maximum should be one-third that 
set for finished fertilizers. 


He further suggested “that the Com- 
mission early begin—in cooperation with 
delegates from all areas and all phases 
of the fertilizer industry and the carriers 
—a study of the cost and value of the 
transportation service in regard to fer- 
tilizer and its constituent parts, with a 
view to developing a national fertilizer 
freight rate structure which will be con- 
ducive to the many-fold increase in 
the production of this basic need of our 
basic industry, namely, agriculture.” 

James K. Knudson, Commerce Coun- 
sel, Department of Agriculture, who pre- 
sented the witness, said the department 
was interested in and supported his tes- 
timony as bearing on its soil conserva- 
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tion program. The witness said the four 
states he had mentioned had, through 
their respective commissions, also adopt- 
ed his testimony with the exception of 
the part recommending maximums on 
possible increases in fertilizers and phos- 
phate rock. The implication was that 
those commissions wanted to adhere to 
the simple position that there should 
be no increase of any kind granted in 
the case. 


Harry A. Curtis, a member of the board 
of directors of the Tennessee Valley 
Authority, also spoke for western phos- 
phate rock. He explained that the Tenn- 
essee Valley act, while applying for the 
most part only in the Tennessee River 
area, had national application so far as 
those portions of it covering fertilizer 
research and development were con- 
cerned. The heaviest deposits of phos- 
phate rock were in the west and in Flor- 
ida, and those in the Tennessee Valley 
relatively small, said he, and it was the 
purpose of the authority to encourage 
the development of the more distant de- 
posits so that those in the valley could 
be conserved for use in the surrounding 
states. He asked for a rate adjustment 
that would encourage development of 
the western resources, concurring in Mr. 
Mater’s position concerning the rail- 
roads’ application for rate increases in 
this case. 


Wyoming Oil and Asphalt 


H. W. Prickett, transportation con- 
sultant, Salt Lake City, presented testi- 
mony for the Husky Refining Co., Cody, 
Wyo. Lawrence Lee, vice-president of 
the company, testified about the type of 
product it turned out, saying that it 
processed crude oil into gasoline and 
light oils, to the extent of 30 per cent, 
and into liquid and solid asphalt, to 70 
per cent. As to the latter two products, 
he said, they were interchangeable in 
manufacture, the shipment of liquid 
asphalt, in tank cars, being limited to 
the warmer months, and of the solid, 
in bags and cartons in box cars, being 
carried on throughout the year. Both 
were of low value, he said, comparable to 
crude oil, but, he added, crude oil 
moved on much lower rates, a state of 
affairs he said was “not fair” to liquid 
and solid asphalt, particularly since they 
were sold in competition with the crude. 


In an elaborate rate exhibit, Mr. 
Prickett dealt with comparative rates on 
the two types of asphalt and crude oil 
from Cody and competitive producing 
points to destinations in Montana, 
Washington, Idaho, Oregon, Utah and 
Colorado. The object of his figures, he 
said, was to show that the difference 
between the rates on crude, on the one 
hand, and the two types of asphalt, on 
the other, had been accentuated by per- 
centage increases since June 30, 1946. 
On that date, for instance, he said, the 
rate on the asphalt from Cody to Great 
Falls, Mont., had been 41 cents, and on 
the crude, from Cut Bank, Mont., a com- 
petitive producing point, to the same 
destination, 14 cents. Increases, includ- 
ing the interim Ex Parte 168 increase, 
had raised the liquid asphalt rate of 58 
and the solid to 61.5, while the crude 
from Cut Bank had gone up only to 
23 cents. 

. State of Utah 


Mr. Prickett also testified for the Utah 
Department of Publicity and Industrial 
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Development, presenting a comprehen- 
sive exhibit of rate comparisons. West- 
bound, it dealt with relative rates on 
forty commodities from as many points 
of origin to Peoria, Omaha, Denver, Salt 
Lake City and San Francisco, as des- 
tinations, and showed the evolution of 
those rates, under successive increases, 
from June 30, 1946, to January 11, 1949, 
with added columns indicating the rates 
as they would be were the railroads’ ap- 
plication allowed in full. As an’ ex- 
ample, he pointed to the rates on agri- 
cuitural implements, other than hand, 
from Syracuse, N.Y. His exhibit showed 
that, up to and including the Ex Parte 
168 interim increase, the rate to Peoria 
had been increased by 44 cents over June 
30, 1946, while the rate to Salt Lake 
City went up $1.19—15 cents more than 
the total rate to Peoria as of the 
present. The increases under full al- 
lowance of the petitioned increases would 
become, respectively 51 cents, and $1.43, 
his exhibit showed. 

In addition, the exhibit showed sim- 
ilar compilations of eastbound rates, on 
various commodities, from selected ori- 
gins, ranging geographically from Pequa, 
Ill., to Yakima Wash., to New York City 
and Boston. These, the witness said, 
also showed the particular hardship 
placed on Utah in comparison with 
other origins. Finally, the exhibit car- 
ried figures on net operating income for 
each mile of road for railroads in vari- 
ous areas. These showed increases in 
that figure ranging from 95 to 280 per 
cent in the eleven months, January to 
November, 1948, compared to the 1934- 
1940 five-year average. The 280 per cent 
was for the western district, and the 
percentage for the Mountain-Pacific 
railroads was 251, showing, the witness 
said, that those roads, should the Com- 
mission see fit to grant an increase, 
should have less than the others. 

The position of the state Publicity and 
Industrial Development Department was, 
said he, that there should be no increase 
whatever. 

Harvey F. Cahill, secretary-treasurer, 
Utah Canners Association, Ogden, said 
that members of his association had 
found it more difficult, as years went on, 
to market their products under “in- 
creased freight rate disadvantages.” They 
strongly recommended, he continued, 
that no increase be granted in this case 
and that, should there be some increase, 
it be no greater than that accorded to 
fresh fruits and vegetables, “either by 
percentage or maximum.” 


M. S. Rosenblat, president of the 
Utah Citizens’ Rate Association, said he 
concurred in Mr. Prickett’s testimony. He 
added some remarks about the effect of 
successive increases on rates on less- 
carload traffic, which, he said, were fast 
approaching a level where they would 
exceed the value of the goods shipped. 
He was head of a company making 
mechanical loaders, of which many had 
been sold in countrywide markets, and 
he felt his company obligated to furnish 
replacement parts for its machines. Less- 
carload rates on those replacements were 
becoming increasingly burdensome, said 
he, and he hoped there would be no in- 
crease in those rates. 

He said there seemed to be no agency 
empowered to help the railroads keep 
costs down. Such an agency would be a 
help to the public, he continued, if it 


could overcome the “traditional ineffec- 
tiveness” of railroad management in re- 
ducing labor costs and _ eliminating 
“featherbedding rules.” If the Commis- 
sion was not able to do that, a new 
agency ought to be set up by Congress 
for the purpose, said he. 

Mr. Barron asked for and received 
permission to file as an exhibit in the 
case, the agreement entered into on 
March 19 between the railroads and the 
non-operating unions providing for pay 
increases and reductions in the hours of 
the work-week. 


Verified Statements 


Eleven verified statements were sub- 
mitted at the Salt Lake City hearing and, 
on representation of railroad counsel 
that there was no desire to cross-examine 
any of the deponents, the statements 
were admitted to the record. 


Utah Farm Bureau 


Frank G. Shelley, executive secretary, 
Utah State Farm Bureau Federation, 
said the federation “vigorously opposed 
any increase as not justified by the car- 
riers,’ and pleaded for cancelation of 
the interim increase. 

There had been signs of peace in the 
industry-labor picture, said he, but the 
railroads had recently, through increases 
in wages and cutting of hours of work 
“upset the calm.” 

“If this increase is allowed and a new 
round of labor troubles results,” said he, 
“and if those results should reach the 
proportions of government operation or 
control, railroad officials will have no 
one but themselves to blame... 

“We support vigorously a good privately 
owned efficient railroad system, but are 
fully convinced thai the railroads must 
look to greater efficiency rather than in- 
creased rates and fares for greater net 
returns. . . . Increases would start an- 
other round of wage increases and would 
be inflationary ... We appeal to the 
Commission to deny this increase in the 
interests of the national welfare.” 

John H. Schenk, member of the execu- 
tive committee of the Utah State Farm 
Bureau, and member of the board of 
directors of the American Farm Bu- 
reau Federation, in his verified state- 
ment said: 

“We think it the obligation of the 
Interstate Commerce Commission to 
provide more efficient transportation 
rather than to continue to grant in- 
creases in freight rates. We do not make 
these recommendations as a ‘disinterested 
bystander, but as a party vitally inter- 
ested in this action, and we call your 
attention to our resolutions and the 
actions of our national officers before 
Congress and other groups in advocating 
support prices on flexible parity bases, 
in order to maintain the proper re- 
lationship between agriculture, labor 
and industry. We think this is sound 
and its application to other groups 
would aid in a solution of the problem. 
. .. We earnestly request that the pro- 
posed freight rate increases be denied.” 


Farmers Cooperative 


For the 10,000 members of the Utah 
Poultry and Farmers Cooperative, Roy 
L. McDonough, traffic manager, wrote 
in opposition to increases and asked that 
“so far as our industry is concerned, the 
present interim increase be removed and 
no further burden, be imposed on us.” 
Rates on eggs, poultry and grain had 
been distorted, said he, “by the imposi- 
tion of percentage increases which 
create discrimination against the long- 
haul shipper and aggravate the dis- 
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crimination more each time the method 
is applied. . . . Some formula should be 
adopted which could, for example, take 
into consideration the amount of revenue 
that each commodity or group of com- 
modities had contributed (to railroad 
revenue) during a given period as against 
some previous representative period.” 


Utah Wool 


Charles A. Root returned to the stand 
for the Utah commission to present an 
exhibit showing comparisons of rates on 
wool with those on fresh meats. He said 
the latter had recently been set by the 
Commission in Docket 29546. Using 
them as a base of 100, his exhibit showed 
the wool rates to Boston from Minneap- 
olis to be 97.28; from Ogden, 128.81; from 
Greeley, Colo., 128.86, from Omaha, 110.- 
74; from Ottumwa, Ia., 106.86, and from 
Clinton, Ia., 107.69. 

Mr. Root added that, as a member of 
the Mountain-Pacific conference, Utah 
adopted testimony concerned with wool 
entered in the case by witnesses for 
Idaho and Oregon. 

J. H. Carkin, for the Oregon commis- 
sion, asked for permission to stipulate 
into the record in the instant case testi- 
mony entered at the Portland hearing 
in Ex Parte 166 by L. H. Douglas, assist- 
ant regional forester, national forests of 
Oregon and Washington, and M. W. 
Marsh, acting grazier, Region I, Oregon- 
Washington-Idaho, both of the Depart- 
ment of the Interior, and of E. L. Potter, 
head of the division of agricultural 
economics, Oregon State College. Mr. 
Barron indicated no objection on the 
part of railroad counsel, and the per- 
mission was granted. 


Utah Sugar Refiners 


E. L. Fisher, traffic manager, Amal- 
gamated Sugar Co., Ogden, said his com- 
pany wanted to enter a protest against 
any increase, whether interim or per- 
manent. Increased freight rates, said 
he, were “a serious threat to the con- 
tinued operation of beet sugar factories 
in the intermountain area.” They paid 
freight not only on beets and sugar, but 
on such things as slack coal, lime 
rock and molasses, he pointed out, and 
they “respectfully asked that carriers’ 
application for a further increase in 
rates and charges” on all those com- 
modities, be denied. 


Montana Objects 


Sidney T. Smith, rate clerk, Board of 
Railroad Commissioners of the State of 
Montana, in a verified statement, said 
his board opposed any rail rate increase 
at the present time, because of “eco- 
nomic considerations.” A percentage 
increase, he added, would “place an 
undue burden on traffic to the Mountain- 
Pacific area, and particularly on the 
state of Montana.” That state, he added, 
had a small population and an excess of 
production, and had to find markets 
outside its boarders if it wanted to 
prosper. Hence, he concluded, a percent- 
age increase would also bear especially 
heavily on it when applied to its out- 
bound traffic. 

Rice and Beans 


R. F. Ahern, traffic manager, Rosen- 
berg Brothers & Co., San Francisco, pro- 
ducers, millers and sellers of rice, and 
producers, cleaners and sellers of dried 
beans, pleaded for a complete denial of 
the railroads’ application and the re- 
moval of the interim increase. His 
company’s rice was sold in eastern 
markets in competition with rice grow? 
in Arkansas, Louisiana, and Texas, and 
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beans in competition with those grown 
in Colorado and Michigan, said he. The 
length of haul involved on his products 
made it impossible for them to bear 
added transportation costs, he said. 


Tale and Soapstone 


Several of the verified statements 
dealt with crude and ground talc and 
soapstone. That. submitted by Otis 
Booth, vice-president, Sierra Talc & Clay 
Co., Los Angeles, Calif., a corporation 
operating numerous talc mines and 
grinding mills in that state, said that 
more than half the talc moved by rail 
and 48 per cent of it for distances in 
excess of 1,000 miles. It loaded 100,000 
pounds in a car, said he. 


Talc and soapstone came into competi- 
tion, for such industrial uses as paints, 
paper coating, etc., with diatomaceous 
earth, kaolin, pyrophyllite, limestone and 
silica sand, said he, and should have 
similar rate treatment. In Ex Parte 162 
however, he said, some of these had been 
held to a maximum increase of $1.20 a 
ton, and others to 60 cents a ton, while 
the entire 20 and 22% per cent increases 
had been applied to talc and soapstone. 
Although talc had also been placed under 
a maximum in Ex Parte 166, said he, the 
disparity brought about by the earlier 
decision had merely been accentuated as 
to that portion of the traffic that re- 
ceived the percentage increase. One re- 
sult was, he continued, that the trans- 
continental rail tonnage of the products 
of his company had fallen by 12 per cent 
since January 1, 1947. 

If the Commission saw fit to grant 
any increase in the instant case, he said, 
it ought to be limited to a maximum of 
30 cents a ton on crude and ground talc 
and soapstone; but should the maximum 


be set lower on competitive commodities, 
it should be placed on the same level for 
talc and soapstone. 

Identical proposals were set forth in 
verified statements filed by K. L. Cor- 
win, Conaway-Cooper Co., freight traffic 
managers, Los Angeles, for the Sierra 
Talc & Clay Co.; Southern California 
Mineral Co.; Tri-State Minerals Co., 
and Western Talc Co., all of Los Angeles; 
and by officials for three of those com- 
panies—Walter Skeoch, owner and man- 
ager, Southern California Minerals and 
Tri-State Minerals, and F. H. Savell, 
president, Western Talc Company. 


Ferro-Alloys 


F. C. Tighe, assistant to the general 
traffic manager, Electro Metallurgical 
Division, Union Carbide and Carbon Co., 
New York, in a _ verified statement, 
pleaded for ferro-alloys and such raw 
materials as chrome and manganese 
ores. The ores were imported and 
moved to the company’s eight plants 
from Gulf and Atlantic ports in 60-ton 
carloads, said he. The hauls involved 
“practically no terminal expense,” he 
alleged, and asserted that the open-top 
cars used would, if not used for the ore 
traffic, “be deadheaded from the ports 
to the normal loading points.” 

Any increase in the rates on the ores, 
said he, would “force the movement of 
the bulk of these articles via water, 
with resulting loss of revenues to the 
rail lines.” Since, in earlier cases, full 
percentage increases were applied to 
chrome and manganese ores, while 
maximums were applied on iron, alu- 
minum, copper, lead, and zinc ores, said 
he, the chrome and manganese had al- 
ready contributed more than their share 
to “the carriers’ need for additional 
revenue.” 





Southwestern Freight-Rate Increase 
Hearings Ended at Oklahoma City 


Adjourned by Commissioner Splawn after Three Days of Testimony in 


Ex Parte 168. Rail Increases Opposed by Shippers of Oil, Grain, 


Farm and Other Products. 


Examiner Boat Holds Side Hearings. 


By S. D. Mayers 


Shipper interests of the southwest rep- 
resented by close to 50 witnesses com- 
pleted their testimony in Ex Parte 168, 
Increased Freight Rates, 1948, on April 
6, after three days of hearings at Okla- 
homa City, Okla., held by Commissioner 
Splawn. He adjourned the hearings un- 
til further order of the Commission 
(see Traffic World, April 9, p. 44). 

Largest of the groups from the stand- 
point of number of witnesses heard were 
petroleum products and grain. Other 
witnesses testified concerning rates on 
fertilizer and chemicals, cottonseed 
products, cotton, fruits and vegetables, 
rice, glass commodities, coal, and pumice 
aggregates and crushed stone. Two 
State commission witnesses participated. 

Testimony was generally in opposition 
to the 13 per cent increase asked by the 
Petitioning railroads. The grain, petro- 
leum and other industry representatives, 
M Opposing the increases, spoke of the 
Tapid growth of motor trucking for the 
tansportation of their products since 
the general increases authorized in 1946. 


The grain and petroleum witnesses 
stressed the problems arising from the 
difficulty of maintaining rate relation- 
ships between territorial groups. The 
grain interests presented the Commission 
with data which could be used, they said, 
for prescription of basic rates to restore 
rate relationships and market combina- 
tions following any permanent increases 
authorized in Ex Parte 168. 

Simultaneously with the proceedings 
conducted by Commissioner Splawn side 
hearings were held by Examiner Marion 
L. Boat. 

Among the grain witnesses were rep- 
resentatives of producers’ and dealers’ 
associations, boards of trade and in- 
dividual companies. 


Further Grain Testimony 


Jos. S. Morris, of Merit Mills, Am- 
arillo, Tex., representing the Panhandle 
Grain and Feed Dealers’ Association, 
and others, on direct examination by 
F. A. Leffinwell, said a rate increase 
would cause a greater movement of 
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grain by truck. He cited increased truck 
facilities provided by larger mills and 
elevators and greater grain sforage fa- 
cilities on the farms. He said when 
there was a wheat crop resting in stor- 
age off the ground the farmer had 
ample time between harvests to move 
that grain by truck to any point he 
desired and for long distances. He an- 
swered in the affirmative a question by 
Harry Boe, of the railroads, whether the 
increase in storage on the farms would 
tend to by-pass terminals in cities, with 
respect to grain traffic. 

“That will not only hit the railroads 
but the terminal elevators as well?” asked 
Mr. Boe. 

“Yes, and it will hit the country eleva- 
tors also,” the witness replied. 

He described the farm storage of grain 
as a new marketing method. There was 
no transit on truck grain, he said. 

Farmers in his area, he said, were gen- 
erally able to buy new trucks and facili- 
ties. His own company could get along 
with trucks and would “get along even 
better” with trucks if rail rates went up, 
he said. 

R. H. Cooke, Fort Worth, Tex., general 
traffic manager of the Kimbell Milling 
Co., and affiliates, handling flour, grain, 
and feed, said the Kimbell company 
owned 137 country elevators, five flour 
mills and five feed mills, and operated 
about 300 trucks that hauled grain and 
mill products. Grain from the farm to 
mill, he said, was transported by the 
farmers ahd “truck merchants.” 

Mr. Cooke testified that his company’s 
trucks were operated loaded both ways 
at between 10 and 11 cents a truck-mile 
and rail rates were five or six times 
higher. 

He said truck merchants by-passed the 
company’s country elevators which, in 
themselves, were a sizeable investment. 
It cost the farmer a lot of money to haul 
from the farm storage plant to the com- 
Ppany’s elevators and this gave the truck 
merchant a considerable advantage, he 
said. The truck merchant, he said, trans- 
ported the grain from the farmer directly 
to terminals, mills, and export markets. 

Paul T. Jackson, secretary of the Okla- 
homa Millers Association, Oklahoma 
City, said that in order to eliminate for 
the future a “choatic condition” resulting 
from past increases authorized on grain 
and grain products, the Commission 
should direct the railroads, if an increase 
were granted in Ex Parte 168, specifically 
how they should proceed in applying 
them. He said the cause of the confu- 
sion had been the manner employed by 
the carriers in attempting to preserve 
relationship and equalization. With rates 
of different volume treated percentage- 
wise, he said, relationship must change, 
but equalization could be preserved. 

“The proper procedure is to first apply 
the increases to the rates the Commission 
used as the base for the grain-rate 
structure and second, effect equalization 
where equalization was prescribed or au- 
thorized by the same procedure employed 
by the Commission,” he said. 

With a view to being helpful, he said, 
he prepared exhibits showing the basis 
used by the Commission in formulating 
the western grain rate structure and 
the southeastern adjustment. 


He said there had been constant con- 


fusion in the past with respect to how 
the rates to the various groups should 





54 


| ICC NEWS 


be increased. For the future, to avoid 
confusion, he continued, the Commission 
should prescribe the specific rate from 
Memphis to the three Louisiana groups. 
This was necessary, he said, because they 
were used as a base to make the St. Louis 
rates, which in turn became the Texas 
group rates, and the Kansas City rates 
were made the same as the St. Louis 
rates to both Louisiana and Texas groups. 

Mr. Jackson said that in the past, 
after the Commission had authorized 
increases, the carriers issued a master 
tariff carrying the increases and the sub- 
sequent adjustments took time and were 
costly to all concerned. That, he said, 
was why the Commission was being 
asked to specifically direct the carriers 
how to apply any increases authorized. 
It was only reasonable to assume, he 
said, that the “spiral of increases” would 
come to an end and sometime in the 
future rates would be lowered to meet 
changing economic conditions. 

C. J. Harriss, of Enid, Okla., traffic 
manager of the Enid Board of Trade, 
whose membership included grain han- 
dlers and producers, supplemented Mr. 
Jackson’s testimony on the grain adjust- 
ments. He submitted one exhibit illus- 
trating the method of equalization of 
proportionals to the southwest and 
southeast and one outlining the grain 
and grain products proportional rates in 
cents a 100 pounds. This exhibit con- 
tained suggested formulas for Omaha to 
Memphis equalization via St. Louis and 
Kansas City, for southwestern propor- 
tionals, and for the southeastern adjust- 
ment. 

In a note to the southeastern formula 
he said that if it were followed, in the 
order shown, “complete and proper equal- 
ization will result without regard to the 
percentages of increase which may be 
authorized.” He also testified that this 
formula showed the Commission “in 
plain language how these troublesome 
investigation and suspension cases can 
be avoided.” He said there would be 
no trouble with the grain-rate structure 
if the Commission prescribed the base 
rates. 

C. B. Bee, of the Oklahoma commission, 
said that if the I.C.C. saw fit to grant 
increases in Ex Parte 168, then prescribed 
a base rate as shown by Messrs. Jackson 
and Harriss, “we can get tariffs in a 
reasonable time.” 

Mr. Harriss’ testimony completed the 
grain presentation. 


Coal Increase Protested 


H. J. Goudelock, executive vice presi- 
dent of the Midwest Coal Traffic Bureau, 
Kansas City, Mo., representing coal pro- 
ducers in Missouri, Kansas, Oklahoma, 
and Arkansas, opposed the increases on 
bituminous coal. He said southwest coal 
areas tended to serve nearby markets as 
economic conditions receded from a post- 
war high. Southwestern producers faced 
more intense competition with natural 
gas than operators in other sections, he 
said. Dealers who could not purchase 
a large car of each kind of coal because 
they had no market for such quantities 
were turning to use of trucks, he said. 

“The railroad-located coal producer, 
while preferring to ship by rail, is not 
going to pass up indefinitely any coal 
sales,” he said. “The only conclusion 
that can be drawn in face of the existing 
high rates is that a further increase in 


rates will divert more tonnage from the 
railroads to trucks.” 


State Commissions 


John J. Bonebrake, director of the 
rate division of the Corporation Com- 
mission of Kansas, on direct examina- 
tion by B. M. Gray, of that commission, 
presented comparative statistics on op- 
erating revenues and expenses of rail- 
roads in the different districts. 

Referring to his exhibit, Mr. Bonebrake 
said, among other things, there was a 
44.81 per cent increase in the expense per 
unit of traffic in the Eastern District in 
the first 11 months of 1948, over 1939. 
On the other hand, he said, expenses for 
the first 11 months of 1948 in the West- 
ern District showed an 18.68 per cent in- 
crease in the unit cost of handling traf- 
fic for the first 11 months of 1948 over 
the year 1939. 

He testified that an operating expense 
per constructive revenue ton mile of 
$8.34 was shown for 1939 in the Western 
District and in the first 11 months of 
1948 that had risen to $9.91, an increase 
of $1.57 in the Western District from 
1939 until 1948. For the Eastern Dis- 
trict, he testified, an increase was shown 
from 1939 to the first 11 months of 1948 
amounting to $3.60. 

Mr. Gray said the purpose of Mr. 
Bonebrake’s exhibit was to show the 
changes in expenses per traffic unit 
handled in the Eastern as compared 
with the Western District, beginning 
with 1939, including the war years, and 
up through 11 months of 1948. He said 
the exhibit showed western revenues ex- 
ceeding expenses and eastern revenues 
less than expenses. 

T. E. Wood, director of the tariffs 
and transportation division of the 
Arkansas Public Service Commission, 
said, among other things, that industry 
and big business were diverting much 
traffic to common carrier trucks as well 
as private truck freight operation. He 
said the price trend. throughout the 
nation was undoubtedly downward. 

“Instead of asking for increases at this 
time,” he added, “the rails in order to 
keep step with the economy of the nation 
and incidentally save traffic to rail 
transportation should be praying for de- 
creases.” 

He said if the rails were to be given 
an increase every time the cost of opera- 
tion rose there would be little left for 
the executives and general managers to 
offer as a reason for “drawing their 
stipends.” 


Mr. Wood protested increases he said 
were imposed on Arkansas petroleum 
products and said the Commission’s per- 
mission to prescribe a maximum increase 
on all petroleum products and oil, except 
lubricating oil, and to require lubricating 
oil to stand a full 20-per-cent increase 
in each Ex Parte docket, was a “grave 
error.” 


Oil Shipper Testimony 


Testimony of petroleum products ship- 
pers in the hearings in Ex Parte 168, In- 
creased Freight Rates, 1948, held by 
Commissioner Splawn in Oklahoma City, 
included that of representatives of va- 
rious branches of the industry such as 
crude oil and refined products and 
liquefied petroleum products. The ship- 
per witnesses generally opposed the 13- 
per-cent freight rate increase asked by 
the railroads. Testimony was also of- 
fered by the glass and pumice aggre- 
gates industries. 


J. R. Lewallen, vice president traffic, 
Anderson-Prichard Oil Corporation, Ok- 





lahoma City, asked for no further in- 


crease in petroleum rates because, he 
said, they were already higher than the 
traffic could bear, and if the proposed in- 
creases were granted the final result 
would be loss of traffic and a net loss in 
revenue to the railroads. He asked that 
a definite expiration date be placed 
against the interim increases already 
granted, particularly on petroleum and 
its products. He also suggested that the 
order in Ex Parte 168 should require the 
railroads to restore and maintain origin 
relationship on all petroleum rates that 
existed on June 30, 1946. 

Mr. Lewallen said he agreed with the 
Commission when it said in its sixty- 
second annual report that “Rate in- 
creases may be carried to the point 
where they are largely self-defeating.” 

He said the Great Lakes Pipe Line Co. 
was the principal gasoline pipe-line com- 
mon carrier operating from the south- 
west to the middle west, its capacity 
having been increased approximately 50 
per cent by a recently completed $30- 
million expansion program. In addition 
to pipe lines, he said, the railroads en- 
countered keen competition from barg- 
ing on the Mississippi River as well as 
from tanker transport on the Great 
Lakes. 

“It is a fact,” he continued, “that 
the middle west can be completely served 
with gasoline and refined petroleum 
products moving entirely by barge, by 
lake tanker transportation, and truck 
transport. Each and every time the rail 
rates are increased it results in a greater 
portion of petroleum traffic being 
diverted to these lower rated forms of 
transportation.” 

He said that throughout the record 
the railroads had contended that the 
increase being sought would result in no 
great diversion of traffic from the rails 
and asserted this position did not agree 
with the thinking of shipper traffic rep- 
resentatives who actually arranged for 
transportation of their products. 

Percentage increases, he said, had re- 
suited in additional advantage to the 
pipe-line shipper of 8.05 cents a hundred- 
weight or 84.7 per cent, and should the 
proposed increases be granted this ad- 
vantage, he said, would be further in- 
creased to 10% cents a hundredweight 
or a further advantage over the rates 
that were in effect June 11, 1941, of 
110.5 per cent. 

Mr. Lewallen said it was his company’s 
position that the railroads could not 
increase their revenues by further in- 
creasing the rates as shippers could not 
market their products and compete 
under such a rate handicap. The traffic 
would cease to move, he said, adding 
that the result would be further losses 
in the railroads’ revenue. 

Comparing rail and truck rates on 
gasoline from pipe-line terminals to 36 
Iowa and South Dakota destinations, 
Mr. Lewallen said the truck rates, con- 
verted to cents a hundredweight, ranged 
from .76 cent a hundredweight to 4.93 
cents a hundredweight under the rail 
rates. 

“For this reason,” he continued, “the 
greater percentage of gasoline moving 
from the pipe-line terminals in the 
middlewest is actually handled by truck 
transport. We call attention to the 
fact that if shipments move by rail the 
shipper must provide the tank car, re- 
sulting in an additional expense other 
than the difference in the rates.” 

After construction of the Big Inch 
pipe line in 1943, he said, the petroleum 
tonnage moved by railroad was reduced 
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by approximately 66 per cent, although 
the rail movement of crude oil through 
1948 had been abnormal because of in- 
creased demand and shortage of pipe- 
line facilities. He added, however, that 
practically all large rail movements had 
been discontinued. 


Rail Fuel Oil Costs 


Mr. Lewallen said the railroads con- 
tended that high fuel cost was one 
reason for their rate increase request. 
He said Dr. J. H. Parmelee testified to 
the effect that the average cost of loco- 
motive fuel a unit, representing invoice 
cost at f.o.b. points, was $2.06 a barrel 
in December, 1948, as compared with 
$2.39 in June, 1948. 

Mr. Lewallen said the Santa Fe paid 
$1.71 a barrel for fuel oil in January, 
1949, or a reduction of 12.09 per cent 
under the average price to all railroads 
for December, 1948. He said that road 
estimated that in February its cost was 
$1.54 a barrel or 25.24 per cent under the 
December average. He said the Rock 
Island paid $1.4237 a barrel in January 
and $1.3384 in February; the M-K-T 
paid $1.4696 in January and $1.3078 in 
February; the Frisco paid $1.1516 in 
January, and in February it estimated its 
cost to be $1.339 a barrel, or a reduction 
of 35 per cent under the Class I rail- 
road December average cost. He said 
further reductions were now taking place 
and that, based on the present situation, 
the increased price of fuel oil to railroads 
could no longer be considered as jus- 
tification for further freight rate rises. 


He said the price of diesel fuel had 
not declined to the same extent as loco- 
motive fuel oil, but the trend was down- 
ward and there was no question that it 
would follow the general price trend of 
all petroleum products. ; 


Mr. Lewallen said that if the full 13- 
per-cent increase should be granted and 
applied it would result in an average of 
8.6 cents a hundred-weight on all rates 
within the range of 30 cents to $1 a hun- 
dredweight, or almost as great an in- 
crease as received in Ex Parte 166. He 
said it was his company’s position that 
should the Commission find that these 
rates must be further increased a definite 
maximum should be observed. By using 
a formula presented at the Washington 
hearing, he said, the maximum should 
not exceed three cents a hundredweight. 


On cross-examination, in a discussion 
of railroad economies, Robert Thomp- 
son, of the Texas & Pacific Railroad, 
Dallas, Tex., asked Mr. Lewallen if he 
knew that: railroad labor unions were 
asking for an extra engineer on diesel 
engines. Mr. Lewallen said he was aware 
of that and added that the railroads 
should take a bold stand against feather- 
bedding tendencies. Mr. Lewallen said 
he would not agree that competitive 
forms of transport were subsidized. 


Lubricating Oil Rates 


F. M. Holloway, Skelly Oil Co., Kansas 
City, Mo., compared the present carload 
rates on lubricating oil and grease in 
packages with “so-called basic rates” 
in effect June 30, 1946. The rates, he 
Said, had already been increased since 
that date from 10.16 to 24.05 cents a 
100 pounds, or from 48.6 to 60.1 per 
cent. He said a full 13-per-cent in- 
crease would result in increases ranging 
from 13 to 29 cents a 100 pounds or from 
619 to 72.5 per cent. 


“This lubricating oil traffic is highly 
adaptable to truck transportation,” he 
Said. “We have found that there are 
humerous advantages in truck trans- 


portation as compared with rail trans- 
portation on this particular traffic.” 

He said his company had for a number 
of years shipped this oil by truck on 
relatively short hauls. Up until two or 
three years ago the trucks, he said, 
could not meet the then existing rail 
rates. The present situation, since the 
increases granted in Ex Partes 162 and 
166, was different, he said, and the com- 
pany was now able to “enjoy the ad- 
vantages of truck transportation on 
many of the longer hauls at rates in 
most instances less than the rail rates.” 

He said if the railroads expected to 
regain any of this lost traffic it would 
be necessary to forego further increases 
and even “take off some of the increases 
already granted.” 

With respect to liquid petroleum prod- 
ucts in bulk, Mr. Holloway said it 
seemed obvious that if the rails desired 
the traffic the answer was lower not 
higher rates. 

“That seems to be recognized by some 
departments of the railroads,” he said. 
“I say that because I have been informed 
that at the April meeting of the West- 
ern Trunk Lines freight traffic man- 
agers, the matter of reducing the rate on 
petroleum products throughout Western 
Trunk Line Territory will be considered, 
and along those lines I have before me 
@ copy of Southwestern Freight Bureau 
proposal No. 47882, and the Western 
Trunk Lines have issued a companion 
proposal which is called ‘Application No. 
D-37-1101.’ ” 

He said it was proposed to reduce 
rates on petroleum products throughout 
the southwest, and that the proposal of- 
fered as a reason therefor the necessity 
of meeting motor-truck competition. 

James Gray, of the railroads, objected 
to a reading of a proposal of a rate bu- 
reau as being irrelevant. Mr. Bee, of 
the Oklahoma commission, said this was 
an admission against interest. 


“Here they are telling this Commis- 
sion [the I.C.C.] in all these hearings 
there is no fear of losing any traffic by 
increasing rates, but here they are send- 
ing out a proposal broadcast in which 
they say, ‘We are afraid of losing traffic 
and we are going to reduce the rates at 
the same time we are asking the Com- 
mission to increase them.’ If that is 
not an admission against interest, I have 
something to learn in my law practice as 
to what an admission against inter- 
est is.” 


Commissioner Splawn said he did not 
see that it was a matter of argument 
about relevancy, and inquired whether 
the proposal was-a “matter of public 
print.” Mr. Gray said he did not know 
whether it was public or not, but assumed 
it was, “because the man has it.” Mr. 
Gray said the docket in the rate bureau 
was public. The witness was permitted 
to read from the proposal. 

C. L. Mayhall, vice-president of the 
Anderson-Prichard company, cited in- 
creasing barge traffic in petroleum prod- 
ucts and enlargement of the Great Lakes 
pipe line system in the middlewest. He 
said oil companies that shipped by rail 
would not be able to hold customers in 
the middlewest, because companies op- 
erating by pipe line had a price ad- 
vantage. He said supply had now ex- 
ceeded demand with the result there 
was severe competition and a loss in 
selling price. 


He said that if the railroads wanted 
to continue to have petroleum business 
they certainly could not have it by in- 
creasing rates. He said the oil company 
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problem was whether to develop pipe- 
line operation or curtail markets to local 
areas. His company, he said, sold largely 
to jobbers and distributors who sold un- 
der their own brands. 

A. F. Winn, of the Skelly Oil Co., said 
testimony in the proceeding was to the 
effect that a price recession had set in 
and that superimposed percentages ap- 
plied to the petroleum-products rate 
structure were now “running to extrem- 
ities.” He said that with the major in- 
creases country-wide, since July, 1946, 
“we’ve had enough.” He said he be- 
lieved it was time for the Commission 
“to put a drag on this up spiral” and 
dismiss the proceeding as a “primary step 
toward stabilization.” 

Commissioner Splawn brought out 
from the witness that the cost of gaso- 
line had about doubled since 1940 be- 
cause of increased expenses, also that 
the oil industry thus far had been able 
to meet expenses. The commissioner 
said the problem was how the railroads 
were to reduce their own expenses. He 
asked Mr. Winn how much traffic would 
be expected for the rails if the Ex Parte 
168 interim increase was taken off. Mr. 
Winn said he couldn’t state exactly but 
believed there would be an increase in 
rail traffic. He said if the rails would 
reduce short-haul rates the tendency 
would be to develop rail business in com- 
petition with the trucks. 

On cross-examination by Mr. Lewallen, 
Mr. Winn said he favored maximum in- 
creases being protected on lubricating 
oil rates. He said he sought the same 
relationship on lubricating oil as on 
refined products but not necessarily the 
same level. Mr. Lewallen asked if it 
were not more or less a give-and-take 
proposition in restoring relationships. 
There were some increases and some 
losses, he said. 

T. E. Cooke, Dallas, Tex., assistant 
sales manager, American Liberty Oil Co., 
refiner of petroleum and manufacturer 
of asphalt, gasoline and other products, 
said the company opposed further freight 
rate increases on petroleum products. 
He said that in 1945 a total carload 
equivalent of 3,414 was moved from the 
plants by truck; in 1946 an equivalent 
of 3,831 carloads was so moved; and in 
1948 a still greater equivalent was 
trucked. He said further rate increases 
would mean further diversion to trucks. 

E. C. Pritz, representing the Standard 
Oil Co., Indiana, said the past general 
increases including the Ex Parte 168 
interim had diverted business from rail 
to truck. He said the company urged 
that no further increases be made in 
rail petroleum rates, and that the car- 
riers, if they desired to haul light pe- 
troleum. products, should give considera- 
tion to reducing rates rather tharr in- 
creasing them. 

“We have refineries at Sugar Creek, 
Mo., in the Kansas City group and 
Neodesha, Kan., in group 2, and strongly 
object to any increases in our rates from 
these groups,” he said. 


If the 1925 differentials were restored, 
he said, the Sugar Creek to Des Moines 
rate would be further increased from 30 
cents to 34 cents, which he designated 
as equivalent to a total increase of 70 
per cent under Ex Partes 162 and 166 
over the base rate of 20 cents a 100 
pounds. 


“We object to having our rates in- 
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creased 70 per cent in order to restore 
Gifferentials prescribed in 1925 when the 
rate level was much lower than it is at 
the present time,” he said. 


Mr. Pritz observed that in its sixty- 
second annual report the Commission 
said the average general increase in rail 
rates since 1939 was approximately 44 
per cent and this percentage increase 
might well be applied to the differentials, 
“so that where the Commission in 1925 
prescribed a differential group 1 under 
3 of seven cents to Chicago, this would 
be made 10 cents.” 

The following witnesses appeared in 
side hearings conducted by Examiner 
Boat. 

R. C. Weis, representing Arkansas rail 
shippers and the Arkansas Butane Deal- 
ers Association, said liquefied petroleum 
gas rate increases had diverted a large 
volume of gas consumed in Arkansas 
to motor trucks. He said it was esti- 
mated the truck movement represented 
more than 60 per cent of the total vol- 
ume. He said the value of liquefied 
petroleum gas at the producing point 
was less than half the average value of 
competitive petroleum products, yet 
transportation rates were considerably 
higher on the less valuable liquefied 
product. He opposed the railroads’ gen- 
eral 13-per-cent increase proposal and 
said if the carriers’ rates were not 
“placed in line” the liquefied gas indus- 
try would be forced to use a cheaper 
means of transport. 

Preston Grace, president of the White 
River Distributors, Batesville, Ark., said 
the organization members received liq- 
uefied gas by tank-car shipment, were 
still paying on a basis of 6.6 pounds a 
gallon, and freight charges had gone up 
about $100 a car since 1946, or about 
one cent a gallon. 

B. W. Linder, president of the Arkansas 
Butane Co., Little Rock, which received 
liquefied gas in car shipments from 
Oklahoma zone 3, said the company 
shipped from that zone at about 2% 
cents a gallon delivered at Little Rock. 
He said that on that basis his company’s 
competition was transporting the gas at 
a straight cost of about 1% cent, or 
about a cent less than the company’s 
freight charges. 


Glass Products Industry 


Berry F. Rea, traffic manager, Liberty 
Glass Co., Sapulpa, Okla., speaking for 
three glass companies, said their traffic 
would not bear further increases and 
diversion to competing forms of trans- 
port would be necessary to reach the 
markets. He said their truck shipments 
were about twice as heavy now as they 
were in 1946 and further increases would 
result in loss of revenue by the rails. 

G. O. Nickel, traffic manager, Bartlett- 
Collins Co., Sapulpa, Okla., manufac- 
turers of tableware, glass tumblers, and 
other home glassware, said increased 
rates would tend to force more tonnage 
to the trucks. 

J. B. Hunt, assistant traffic manager, 
Hazel Atlas Glass Co., Wheeling, W.Va., 
operating two plants in Oklahoma, said 
he had been interviewing truck lines re- 
garding service for those plants. He said 
he believed further rail freight increases 
would divert more tonnage to motor 
carriers. 

Thomas N. McAfee, industrial traffic 
consultant, Oklahoma City, representing 


three pumice companies, said pumice 
aggregate, a building material, was com- 
petitive with all other aggregates, both 
light-weight and standard. He said 
there was “an absolute lack of any 
semblance of harmony” in pumice ag- 
gregate rates, and discussed various ef- 
forts at adjustments. 

T. Jack Foster, president of Cochiti 
Pumice Co., and Pumice Aggregate Sales 
Corporation, said there had been a “tre- 
mendous interest and increase in de- 
mand for lightweight aggregates of all 
kinds.” He said the industry had taken 
a voluntary increase of almost 10 per 
cent in the southwest in addition to in- 
creases allowed by the Commission. He 
said the freight cost for the product was 
in excess of 150 per cent of the materials 
cost. Distribution of pumice aggregates, 
he said, was definitely controlled by 
freight rates. 


Verified Statements 


Commissioner Splawn accepted for the 
record nine verified statements sub- 
mitted by southwestern farm and indus- 
trial representatives at the close of the 
Oklahoma City hearings in Ex Parte 168. 
They were filed by coke, petroleum, fer- 
tilizer and other interests, and farm 
bureau representatives. 

American Coke and Coal Chemicals 
Institute, by its executive secretary, 
Samuel Weiss, said its members carbon- 
ized upwards of 25 million tons of bitu- 
minous coal annually on which inbound 
freight was paid. It asked for no further 
increase in freight rates on coke, but re- 
quested, if the Commission should decide 
to increase these rates, that they have 
an expiration date and be expressed, not 
in terms of a percentage increase over 
existing rates, but in terms of a gradu- 
ated scale of cents-per-ton of coke. The 
institute said it did not seek to reduce 
the net revenues resulting to the carriers 
from the interim increase order of De- 
cember 29, 1948, but merely sought to 
restore competitive conditions between 
competing producers of coal and coke 
prevailing prior to entry of that order. 


Ralph N. Acerra, of the Green Bay 
(Wis.) Association of Commerce and 
Wisconsin industries asked for no further 
rate increases and for suspension of the 
interim rise. He said 70 per cent of 
Green Bay’s business was based on dis- 
tribution and 30 per cent on manufac- 
turing. With the various rate increases 
that had transpired, he said, a point 
had been reached where it was impos- 
sible to meet competition at established 
markets. He said that if the railroads 
were given the additional increase “it 
will cost our people’ $900,000 more in 
freight charges.” Because of the in- 
creases, he said, the railroads had lost 
26 per cent in tonnage and it was now 
being moved via motor common carrier, 
contract carrier, or private carrier. 


L. P. Thomas, Jr., secretary and gen- 
eral manager, Southern Acid & Sulphur 
Co., Inc., St. Louis, Mo., manufacturer 
of sulphuric acid, fertilizers and ferti- 
lizer materials, said that “by reason of 
the continuity of the parade of in- 
creased-rate applications filed by the 
railroads, and which seem always to be 
granted by the Commission insofar as 
sulphuric acid and other raw materials 
are concerned, together with the re- 
peated public statements by railroad ex- 
ecutives that still further increases 
... can be expected, Sasco has been led 
to believe that there will be no end to 
them.” He said the company had built 


new and additional sulphuric plants to 
decentralize the manufacture of -sul- 









phuric acid and to reduce high trans- 
portation costs, and so had many com- 
peting firms. He said every additional 
increase in rail transport costs stimulated 
the use of customers’ privately owned 
trucks and any further increase would 
boost the potential savings to farmers 
through use of their pwn trucks “with 
the ultimate result of still further in- 
creased truck transportation of ferti- 
lizers.” 

Charles Roff, farmer, of the Durant, 
Okla., area, where he said, the princi- 
pal farm products were cotton, peanuts. 
vegetables, and livestock, asserted the 
“bloom is now off the rose” so far as 
farm products were concerned and 
prices had been drifting downward about 
two per cent a month since mid-summer 
of 1948. He said the farmers believed 
they were already paying a fair, if not 
an excessive price, for transportation, 
and that it would be a definite mistake 
for the rails to be granted a further in- 
crease. 

E. G. Jeffrey, farm and _ livestock 
owner near El Reno and Woodward, 
Okla., and treasurer of the Oklahoma 
Farm Bureau, opposing further in- 
creases, said freight rates were a mate- 
rial factor in determining whether live- 
stock operations had a profit or a loss. 
He said many livestock dealers, buyers 
and producers and even stockyards be- 
lieved “the breaking point is here.” 
Many shipments were being transported 
by truck “which should go by rail, and 
which would go by rail if the rates were 
lower,” he said. 

Harold Davis, owner and operator of 
a farm and ranch near Hobart, Okla., 
and vice-president of the Oklahoma 
Farm Bureau, opposing the increases, 
said he was mainly interested in cotton 
farming and livestock raising. Prices 
received by farmers for livestock and 
crops reached their peak early this year, 
he said, adding that since that the trend 
had been definitely downward. He said 
it seemed “our friends the railroads are 
all advised when they seek at this time 
to add to the headaches of an ailing 
agriculture.” 

Charles B. Shuman, president, Illinois 
agricultural Association, Chicago, II, 
asserted inefficient farmers in [Illinois 
were “soon weeded out” and asked if the 
public was obliged to help maintain the 
financial structure of inefficient rail- 
roads. He said farmers thought it was 
the Commission’s responsibility to pro- 
tect their industry and the public from 
excessive rate charges “rather than hav- 
ing railroad rates adjusted to increase 
the financial return to all railroads re- 
gardless of their efficiency.” He asked 
that the requested increases be denied 
and said he spoke on behalf of 161,000 
farm family members of the. association. 

Lewis Munn, owner and operator of a 
wheat farm near Cherokee, Okla., and 
secretary of the Oklahoma Farm Bureau, 
said a greater portion of that state's 
98-million-bushel wheat crop for 1948 
was produced in western Oklahoma. It 
was obvious, he continued, that “we are 
obliged to work closely with the rails in 
the movement and transportation of 
these enormous wheat crops.” He said 
there was a deficiency of adequate serv- 
ice in the wheat harvest time and that 
“if the rails are finding themselves in 
an embarrassing predicament at this 
time, it seems to me it is one which 
could be cured by more efficient service 
and not by another increase in freight 
rates.” 

H. W. Prickett, transportation con- 
sultant, Husky Refining Co., Cody, Wy0. 
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said that when consideration was given 
ts various rate developments, together 
with a continually increasing diversion 
of petroleum traffic from rails to truck 
and pipe lines, the Commission should 
not authorize further increases on pe- 
troleum products, including solid asphalt, 
in packages, other than the interim 
increases which became effective Janu- 
ary 11. He said there should be an ap- 
propriate maximum increase in cents a 
190 pounds. 


More Oil Testimony 


One of the witnesses in the later stages 
of the hearings at Oklahoma City was 
L. W. Witte, traffic manager for Mid- 
Continent Petroleum Corporation, Tulsa, 
Okla., who asserted the company’s re- 
finery produced practically all petroleum 
products “that can be produced from 
a barrel of crude oil” and it was “said 
to be the second largest producer of 
paraffine lubricating oils in the world.” 


Mr. Witte said it was his considered 
opinion railroad management did not 
take into account many facts that had 
a pronounced influence on the manufac- 
ture, marketing, and shipment of petro- 
leum products, when they petitioned for 
increases on petroleum traffic, “otherwise 
I do not believe they would have asked 
for such an excessive additional increase 
on this traffic which is already fast dis- 
appearing from the rails because of pres- 
ent high freight rates.” 


He asked the Commission to deny the 
rails’ request for a further rise in rates 
on petroleum and its products, and to 
order them in the future to apply maxi- 
mums of six and ten cents a 100 pounds 
to the basic rate on lubricating oils, pe- 
troleum or paraffine wax and petrolatum 
in applying increases authorized in Ex 
Partes 162 and 166. He asked that such 
maximums apply in lieu.of the full per- 
centage increases originally authorized 
in the same manner as they applied in 
connection with the rates on all other 
petroleum and petroleum products. 


He said the movement beyond the 
pipe-line terminals used by the company 
was almost entirely by truck because of 
the saving that could be effected due to 
lower rates and charges via motor than 
by rail. 

“Tt is a matter of common knowledge,” 
he said, “that the refineries on the Texas 
and Louisiana gulf coast were located on 
the gulf coast because of low water 
transportation available. . . . It is like- 
wise a well known fact that the refiner- 
ies located in the Indiana, Illinois, Ken- 
tucky district are operating largely on 
crude oil produced within the mid-con- 
tinent territory of Kansas, Oklahoma 
and inland Texas and moved by pipe 
line therefrom to the refineries located 
in that district.” 


There was, in his opinion, only “one 
plausible explanation,” he said, for the 
location of these refineries away from 
the area in which most of the crude oil 
was produced and that was to effect sav- 
ings in transportation costs to distribute 
the refined products to the consuming 
public. 


“The advantage held by these refining 
districts over refiners located within the 
Oklahoma, Kansas, Missouri, inland 
Texas and Arkansas and Louisiana in- 
land districts has increased throughout 
the years because of the increases in 
the rail freight rates that have occurred, 
and this advantage will be further in- 
teased if the present rail rates on re- 
fined petroleum products are further in- 



















































































































creased under the instant Ex Parte pro- 
ceeding.” ; 

Mr. Witte discussed what he described 
as a disparity existing today in rates on 
gasolines and other refined products, on 
the one hand, and lubricating oils, 
paraffine wax and petrolatum, on the 
other, brought about, he said, by the ap- 
plication of maximums of six and ten 
cents a 100 pounds, respectively, in con- 
nection with the rate rises authorized 
on gasoline and other products under 
the decisions in Ex Partes 162 and 166 
and the failure to apply the same maxi- 
mums on lubricating oils and permitting 
the use of the full percentage increases 
thereon. He said that in filing their 
applications in the two cases the rail- 
roads apparently believed lubricating oils, 
paraffine wax and petrolatums could 
pay and bear the full percentage in- 
creases and that gasoline and other re- 
fined petroleum products could not do so. 

He said that when the: applications 
were filed there was an acute shortage 
of petroleum products and that prices 
were stable and on a sound footing and 
competition between refiners, marketers 
and distributors was virtually non-ex- 
istent. This condition, however, he said, 
completely changed in August and Sep- 
tember, 1948, and by October supplies 
had caught up with demand and sur- 
pluses began to exist, with resulting price 
decline. 


In practically all instances, he said, 
truck rates today were lower than rail 
tank-car rates and on that account and 
because motor transportation afforded 
more expeditious delivery and permitted 
economies in distribution not possible by 
use of tank cars, the company used trucks 
where available. 


Asks Lubricating Oil Rate 


F. G. Anderson, traffic manager of Lion 
Oil Co., El Dorado, Ark., said his com- 
pany, a manufacturer, refiner, and 
marketer, of petroleum products and a 
manufacturer of anhydrous ammonia 
and fertilizer, protested any further in- 
creases on these or other commodities. 
They asked in particular, he said, that 
no increase be granted on lubricating 
oil and that a special order be made by 
the Commission that any increase on 
lubricating oil should not be any greater 
than the rate rise that had been per- 
mitted to apply on refined oils. 


He said the company believed prac- 
tically all industries preferred to ship 
by rail and, for that reason, before trans- 
ferring their business over, held off for 
the time, hoping that a change would 
be made and that an increase would not 
be necessary. For the last six to eight 
months, he said, had occurred a gradual 
transfer of traffic from the rails to 
other modes of transport. 


After citing figures to show the loss 
of traffic in petroleum products by the 
railroads to pipe lines and trucks, Mr. 
Anderson said that in addition to that 
loss there were other reductions result- 
ing from high transportation costs that 
made it impossible to compete in markets 
a long distance from the plant. Begin- 
ning in February, he said, it had been 
necessary for the company to reduce its 
runs by 125,000 barrels a month—equiva- 
lent to a reduction of 625 carloads of ma- 
terials, of which 75 per cent was light 
Oils and 25 per cent residual fuel. 

“Now, the railroads will lose all of this 
reduction,” he said, “because it will come 
from our long-haul traffic, and we do not 
plan for any reduction at all in the sales 
to our own retail market outlet, to which 
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market, we have all our trucking; nor, 

do we plan on any reduction through 

pipe lines.” 

Beginning in May, he said, the com- 
pany would put an additional 287 car- 
loads of petroleum products, especially 
furnace oil, through its pipe line for 
water movement into the upper Missis- 
sippi River and Chicago. He said that 
because of high freight rates the rail- 
roads would lose 912 cars a month from 
the company’s plant. 

He said the increase on freight rates 
had affected the movement of lubricat- 
ing oil more than any other petroleum 
product. That oil, he said, “for some 
reason unknown to us,” did not take the 
maximum hold-down that was permit- 
ted in Ex Parte 162 and 166 on re- 
fined oils. He said that had caused the 
company to lose a considerable volume 
of business and had meant a loss of 
traffic to the railroads. 

He said that because of the fact lubri- 
cating oil took the full percentage in- 
crease in place of the maximum, this en- 
abled nearby refineries to get a less in- 
crease in cents a 100 pounds or a gallon 
that his company did. That, he said, 
changed the company’s relationship and 
made it difficult to market lubricating 
oil. This development, he said, had a 
material effect on its business and had 
caused it to lose practically all its busi- 
ness on the west coast and in the moun- 
tain states area. 

“This excess transportation cost as 
compared with products that may be se- 
cured from other sources,” he said, “has 
gradually eliminated this territory from 
our potential market. A very serious 
Situation also prevails with regards to 
the area such as Oklahoma City, Fort 
Worth, Dallas, San Antonio, Houston, 
and El Paso. It is not unusual for us 
to have some freight disadvantage to 
these points; but, when the percentage 
increases between these differentials are 
So wide that now they are not competi- 
tive, this becomes unreasonable.” 

C. C. Batchelor, of the Kerr-McGee 
Oil Industries, Inc., Oklahoma City, 
manufacturer of gasoline, burning oils, 
heavy fuel, and asphalt, urged the Com- 
mission to consider the effect the loss 
of the rail traffic from independent in- 
land refiners would have on railroad 
revenues, before taking affirmative ac- 
tion in Ex Parte 168. He said the com- 
pany’s position was that additional in- 
creases would further reduce its rail 
shipments, force a cut-back on its re- 
finery runs and make it difficult if not 
impossible to continue operations. 

He said the traffic now being handled 
from inland refiners even though less 
than before the percentage increases still 
amounted to thousands of cars monthly. 
Further increases would greatly reduce 
or completely close a large number of 
these plants, he said. 

“We feel that the handling given this 
subject at this time will determine 
whether this traffic does or does not 
continue to move by rail,” he said. 


Mr. Batchelor said that in January, 
1948, most of the company’s sales were 
on published low quotations plus one- 
half to one cent a gallon, but now, he 
said, the sales were based on the low 
quotations minus in most cases one cent 
a gallon. 

Paul H. Kuhns, traffic manager of 
Continental Oil Co., Ponca City, Okla., 
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referred to the application in Ex Partes 
162 and 166 of a maximum increase of 
six cents and ten cents a 100 pounds, 
respectively, on all petroleum products 
in tank cars, except lubricating oils, 
waxes and petrolatum, and said he saw 
no reason for not applying the same 
maximums on shipments of the last 
three named commodities in tank cars. 
He asked if the Commission could re- 
vise its prior findings to apply the sug- 
gested maximums and referred to a pro- 
posal before the southwestern lines 
which, he said, might accomplish the 
same purpose. He said he believed the 
suggested revision, if made, would be of 
advantage to the railroads as well as to 
the oil industry. 

Commissioner Splawn asked what the 
advantage to the rails would be. Mr. 
Kuhns said manufacturers of lubricat- 
ing oils, waxes and petrolatum competed 
with each other for business and “most 
of us would like to compete not only in 
local markets but in more _ distant 
markets.” He said the effect of the 
percentage increases which cumulatively 
figured better than 50 per cent pro- 
duced rates so high that “we can’t ship 
very far away.” 

E. P. Hayes, traffic representative of 
Tidewater Associated Oil Co., Tulsa, 
Okla., referred to increases in cents a 
100 pounds on petroleum products from 
Bayonne, N.J., to Tulsa, Oklahoma City, 
and Denver, Colo., on account of Ex 
Partes 162 and 166. At present, he said, 
the Tulsa office marketed lubricating oil 
from Bayonne into the southeast. 

“We are moving practically 85 to 90 
per cent of that traffic by motor truck. 
If these rates are further increased, no 
doubt we will have to take the necessary 
measure to move the traffic by other 
means of transportation in the south- 
west and south in Colorado, Nebraska, 
and Iowa.” 


L. P. Gas Association 


Arthur C. Kreutzer, counsel and 
secretary for the Liquefied Petroleum 
Gas Association, Inc., Chicago, in a side 
hearing conducted by Examiner Boat, 
said the association’s position was that 
the railroads must sustain freight rates 
at their present levels or suffer further 
in roads into carrier revenues because of 
traffic diversion or public diversion of 
fuel use to other forms that would con- 
tribute little or no revenues to the rail- 
roads. 

Transportation charges on shipments 
of the gas, he said, were borne by hun- 
dreds of retail and wholesale distributors 
who paid on a national average more 
in transport charges than the value of 
the fuel at source. He said the chief 
competitor, electrical energy, was trans- 
mitted without similar transportation 
charges. 

“Our chief competitor electricity is 
holding their unit price at a steady rate 
whereas the liquefied petroleum gas costs 
are continually mounting due to railroad 
freight rates,” he said. 

“The railroad industry is a large-sized 
partner in the liquefied petroleum gas 
industry, when you consider that over 50 
per cent of the cost of the product to the 
distributor on a national average is com- 
posed of freight charges. It is to the 
interest of the railroad industry to widen 
the market and not hinder its partner 
by pricing the product out of competi- 
tion.” 

He said surveys and engineering for 
further expansion of water and pipe-line 
facilities for transporting the gas were 
“under study” with a view to providing 


lower transportation costs to various 
parts of the country. 

Mr. Kreutzer said that with expanding 
availability of automotive equipment, the 
use of tank trucks in lieu of railroad 
shipments would be accelerated as freight 
charges continued to increase. 

Value of the gas to the distributor on 
a national basis had declined more than 
50 per cent in the last two years, he said, 
adding that in the same period, using 
the going rates in the southwest, the 
area of greatest production as an ex- 
ample, freight rates had increased 
about 50 per cent. He said the industry 
was now asked to absorb an additional 
nine per cent which further inflated the 
delivered cost at a time when other 
components of the price were being 
reduced. 

He said the association believed the 
best stimulant for railroad revenue would 
be to remove the present surcharge of 
four, five, or six per cent applying on the 
gas and give the industry an opportunity 
to develop new outlets to keep pace with 
production. 

K. A. Foster, traffic manager of the 
Houston Oil Field Material Co., Inc., and 
the Arizona Barite Co., told Examiner 
Boat the barite company’s operation was 
mining and grinding of barytes from 
mined ore that was used by the oil in- 
dustry. The commodity, he said, was 
commonly called “mud” by the oil-well 
drilling industry and was pumped into 
the wells under drilling operations for 
gas pressure control. 

He said the company had forwarded 
very few shipments by common carrier 
freight but that this type of transporta- 
tion was available should it be needed. 
He said its production and shipments for 
1948 amounted to 288 cars. 

Mr. Foster asked that if the Commis- 
sion should find some increase over the 
present rate necessary that the increase 
on barytes be made by addition of a 
maximum percentage increase. 

“To do otherwise would greatly dis- 
turb the relationship among distributors 
and possibly reduce or curtail entirely 
the trans-continental rail shipments 
fvom Mesa, Ariz., to the higher rated 
points in Texas,” he said. 


Crushed Stone Rates 


J. M. Chandler, Chandler Materials 
Co., Tulsa, producer of sand, crushed 
stone, and concrete products, told the 
examiner in general his commodities 
could not stand further increases. The 
competition, he said, was local, and 95 
per cent of the shipments intrastate. 

F. E. Fones, Fones Chat Co., Baxter 
Springs, Kan., producers of chat in the 
Missouri-Oklahoma-Kansas area, said 
chat was a by-product of stone in which 
zinc or lead ore was found. It was 
a crushed stone sold for ballast also as 
building and road aggregates, he said. 
There was keen competition from way- 
side pits, he said. Shippers opposed fur- 
ther increases and negotiations with the 
railroads were in progress for the pur- 
pose of arriving at some basis on which 
to move the traffic, he said. 

R. K. Keas, of the St. Louis-East Side 
Traffic Conference and other St. Louis 
industrial interests, introduced an ex- 
hibit whose purpose, he told the ex- 
aminer, was to show the general increases 
that had been granted between St. Louis 
and the area west of the Mississippi River 
in Ex Partes 162, 166 and the temporary 
report in Ex Parte 168 and the fact that 
tariffs published in purported compliance 
with those decisions had been so rpub- 
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lished as to result in greater increases 
between St. Louis and Western Territory 
exclusive of zone I of Western Trunk 
Line Territory than had been authorized 
by the Commission. He asked that if 
the emergency charges were continued 
or further increases granted, they be 
contingent on correction of tariff appli- 
cations to which he had directed atten- 
tion. 

Mr. Keas also discussed the increasing 
trucking of coal from the Illinois mines 
to the East St. Louis, Ill., industrial 
area. He said an analysis of the indus- 
tries in the area indicated that rail coal- 
hauling there would be “in a minority.” 

He also asked careful consideration by 
the Commission of the amount of in- 
creases to be approved on scrap iron. 





O.D.T. ACTION 





O.D.T. Pooling Orders Revoked 


In order to eliminate authority depend- 
ent on general order O.D.T. 1, governing 
the loading of less-carload freight, which 
has been suspended as of 11:59 p.m. 
April 16, the Office of Defense Trans- 
portation, effective the same time, has re- 
voked two supplementary orders permit- 
ting the pooling of merchandise traffic. 

The O.D.T. revoked supplementary 
order O.D.T. 1-1, permitting the Frisco, 
Atlantic Coast Line, Seaboard, and Cen- 
tral of Georgia, to pool merchandise 
traffic. 

It also revoked supplementary order 
O.D.T. 1-2 which granted similar au- 
thority to the Wabash, the Santa Fe, the 
Union Pacific, and the Southern Pacific. 
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U.S. Lines to Buy M.C. 
$70 Million Superliner 


The Maritime Commission has an- 
nounced its decision to build a $70,373,- 
000 superliner for the north Atlantic 
service of United States Lines Co. 
stating that the company had accepted 
its proposal to pay $28,087,216 for the 
vessel. 

The liner, largest ever to be built in 
the United States, will be constructed 
by the Newport News Shipbuilding and 
Dry Dock Co., of Newport News, Va., 
that company having submitted the 
lowest of two bids offered. The other 
bid, in the amount of $75,649,000, was 
submitted by the Bethlehem Steel Cor- 
poration’s shipbuilding division at 
Quincy, Mass. The new ship, yet un- 
named, will be much larger than the 
“America”, owned by United States 
Lines and at present the largest vessel in 
the American merchant marine, accord- 
ing to the commission, and estimated 
time for completion is approximately 
three and one-half years. She will be 
980 feet long, of 48,000 gross tons, 
powered by steam turbines driving four 
screws, and will accommodate 2,000 pas- 
sengers and require a crew of 1,000 men. 
The commission said the vessel’s toP 
speed was not disclosed, but she would 
be used at a speed of 28 knots or more 
to meet a regularly scheduled fortnightly 
service from New York to the Unit 
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Kingdom and the Continent. It added 
that the liner also would be air-con- 
ditioned throughout, would have double 
engine rooms, and would be of great 
value to national defense. Features 
credited to her military value, the com- 
mission said, included speed and certain 
structural details, adding that she would 
be able to accommodate upwards of 
12,000 troops. 


The’ commission said the government’s 
share of the cost of building the ship, 
amounting to $42,285,784 (the difference 
between United States Lines’ share of 
$28,087,216 and the total cost of $70,- 
373,000) would be financed out of $203,- 
000,000 in contract authority for ship- 
puilding granted the commission by 
Congress for the fiscal year 1949. 

Vice Admiral W. W. Smith, chairman 
of the commission, described the de- 
cision to build the superliner as “one of 
the most important” the commission 
had ever made. 

“Since the war we have been woefully 
short of passenger ships under the 
American flag,” said he. “We have been 
not only short of this kind of service, but 
in danger of a more serious shortage of 
troopship tonnage in case of emergency.” 





Isbrandtsen Renews Ocean 
Contract System Attack 


In a renewed attack on use by ocean 
steamship conferences of the so-called 
exclusive patronage contract/non-con- 
tract system of rate making, the Isbrand- 
sten Co., Inc., has asked the Maritime 
Commission to withhold its approval un- 
der section 15 of the shipping act, 1916, 
of agreements embodying such provisions, 
dated January 17, 1949, designated as No. 
8040, West Coast of India and Pakistan/ 
U.S.A. Conference, and No. 8050, Ceylon/ 
U.S.A. Conference. 

The company’s protest against agree- 
ment 8040 is docketed with the mari- 
time agency as No. 685, and against 
agreement 8050 as No. 686. 

By language in these agreements, said 
Isbrandtsen, the conferences seek com- 
mission authority to employ the exclusive 
patronage contract/non-contract rate 
system, under which they require all 
shippers to employ conference lines, ex- 
clusively, on pain of being charged very 
substantially higher tariffs, if they fail 
so to contract. Once having contracted, 
the company added, any shipper who 
breached the contract, by shipping goods 
on the American flag ships of a non- 
conference carrier would be denied the 
benefit of the lower contract tariffs and 
would be subjected to other penalties by 
such conferences. 

The protests asserted that such dis- 
crimination and retaliation against a 
shipper, who patronized Isbrandtsen, or 
any non-conference carrier, was specifi- 
cally prohibited, and made a crime, by 
Section 14 of the shipping act of 1916, 
as amended. The protests charged that 
the commission had no authority in law 
to approve any agreement containing 
any provision permitting such discrimi- 
nation and retaliation, and was required, 
under section 15 of the shipping act, 
1916, as amended, to disapprove any such 
agreement as being in violation of the 
shipping act. 

Isbrandsten recalled that it now had a 


suit pending in the federal court for the, 


Southern district of New York chal- 
lengine the lawfulness of the exclusive 
Patronage contract/non-contract rate 





system, growing out of the commission’s 
action approving agreement No. 684 in- 
volving two north Atlantic steamship 
conferences (see Traffic World, April 9, 
p. 52), and that further court proceed- 
ings awaited an “adversary hearing” on 
the matter before the commission. Is- 
brandsten asks that the commission defer 
consideration or approval of agreements 
Nos. 8040 and 8050 until its decision in 
No. 684 has been reviewed and finally 
passed on by that court. The commis- 
sion has assigned No. 684, entitled “Is- 
brandtsten Co., Inc. v. North Atlantic 
Continental Freight Conference, et al.” 
for hearing May 9 at New York, N. Y., 
in the directors’ room of the Maritime 
Association of the Port of New York, 80 
Broad St., before Examiner C. W. Robin- 
son. 


COURT NEWS 


Texas City Disaster Suits 


Five more freight loss and damage 
suits stemming from the Texas City 
disaster of 1947 were recently filed in the 
federal district court in Chicago. The 
five suits were filed by three French 
companies against the Burlington and 
Union Pacific railroads, and sought a 
total of :$124,000 in damages, with in- 
terest from April 17, 1947, and costs, for 
the alleged failure to deliver a total of 
42,133 bags of ammonium nitrate to the 
plaintiffs alongside ocean-going vessels 
at Texas City. 


Plaintiffs are Wel & Cie., Union Na- 
tionale des Cooperatives Agricoles d’Ap- 
provisionments, and the Societe Com- 
merciale Augustin Legay. According to 
the almost identical complaints, the 
defendant carriers had agreed to deliver 
the shipments to the consignees along- 
side ocean-going ships at Texas City, 
and had failed to do so. 


MOTOR ACT PROSECUTIONS 


(Digests of statements issued by. the 
Secretary of the Commission concerning 
in federal courts, for vio- 


prosecutions, 
lations of motor carrier provisions of the 
interstate commerce act or of Commission 
rules and regulations thereunder, appear 
below.) 





Southern California district, central 
division, at Los Angeles. A writ of in- 
junction was entered, March 23, in a 
civil proceeding instituted by the Com- 
mission, against Clem J. Cusack, en- 
joining him from contracting, procuring, 
or arranging for transportation of prop- 
erty by motor vehicle for compensation 
as a broker, or holding himself out as 
such, until a license. was issued by the 
Commission. The proceeding was based 
on an allegation of the Commission that 
defendant was engaging in the business 
of a broker without appropriate author- 
ity. 

Southern Ohio district, western divi- 
sion, at Dayton. Chicago Express, Inc., 
of New York, N.Y., was fined $950, April 
1, following its plea of guilty to an in- 
formation charging it with operating as 
a common ¢arrier for compensation with- 
out a certificate authorizing the described 
operations. The fine was ordered paid. 


Northern Texas district, Wichita Falls 
division, at Wichita Falls. J. N. Card- 
well, of Nocona. Tex., Steve Fette and 
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Ray Swirczynski of Muenster, Tex., and 
B. M. Lee, of Nocona, were fined a total 
of $1,050. March 28, following their pleas 
of guilty to separate informations charg- 
ing them with violations of part IT. J. N. 
Cardwell and B. M. Lee were charged 
with operating as a common carrier for 
compensation without a certificate au- 
thorizing the operations. Steve Fette 
and Ray Swirczynski were charged with 
having committed similar violations as 
partners, dba Steve Fette Trucking Serv- 
ice. Cardwell and Lee were fined $375 
each, and Fette and Swirczynski were 
fined an aggregate of $300. The fines 
were required: to be paid. 


LOSS AND DAMAGE DECISIONS 


Traffic Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 


Publishing Company, St. 


, Paul, Minn. Copy- 
right, 1947, by West 


Publishing Company. 


Loss of or Injury to Goods 


United States District Court D. Massa- 
chusetts 


Provisions of Interstate Commerce Act 
that any common carrier receiving prop- 
erty for transportation from a point in 
one state to a point in another state or 
from any point in United States to point 
in adjacent foreign country shall issue 
bill of lading and shall be liable to law- 
ful holder thereof for loss or damage to 
property caused by it or by any com- 
mon carrier to which property may be 
delivered and no limitation shall exempt 
common carrier from liability does not 
govern imports to the United States from 
Canada. Interstate Commerce Act, Sec. 
20(11), 49 U.S.C.A. Sec. 20(11). 

Complaint disclosing that cattle were 
shipped from a point in Canada on a 
Canadian railroad, under a through bill 
of lading which provided that carrier 
should not be liable for injury not oc- 
curring on its portion of the through 
line, and that some of cattle were not 
in good condition when delivered at 
destination by connecting carrier in the 
United States did not state cause of ac- 
tion under the Interstate Commerce Act. 
Interstate Commerce Act, Sec. 20(11), 49 
US.C.A. Sec. 20(11). 

Where a lower federal court, unaided 
by a Supreme Court opinion, must inter- 
pret application of a statutory or con- 
stitutional provision to allegations of: 
complaint, the result is an adjudication 
on the merits. 

Where shipper’s complaint against car- 
riers for damage to shipment of cattle 
did not state cause of action under act 
of Congress regulating commerce or un- 
der any other jurisdictional statute, al- 
leged cause of action under Interstate 
Commerce Act would be dismissed on the 
merits. Interstate Commerce Act, Sec. 
20(11), 49 US.C.A. Sec. 20(11); 28 
U.S.C.A. Sec. 1337. 


Where shipper’s complaint against car- 
riers did not state cause of action under 
Interstate Commerce Act, and did not 
specifically plead common-law causes of 
action, court could treat common-law 
causes of action as though they had been 
pleaded. Federal Rules of Civil Proce- 
dure, rule 15(b), 28 U.S.C.A.; Interstate 
Commerce Act, Sec. 20(11), 49 U.S.C.A. 
Sec. 20(11). 


Even if common-law causes of action 
had been pleaded by shipper against car- 
riers, federal district court did not have 
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jurisdiction of causes of action against 
carriers incorporated in state in which 
plaintiff was a citizen. 28 U.S.C.A. Sec. 
1332. 

When complaint fails to allege any 
federal causes of action, federal court 
should not consider unnecessary testi- 
mony solely for purpose of disposing of 
a common-law controversy not otherwise 
within its jurisdiction. U.S. C. A. Const. 
art. 3, Sec. 2. 

Where shipper’s complaint against car- 
riers did not state cause of action under 
Interstate Commerce Act, and such fed- 
eral causes of action should have been 
disposed of by motion at outset of case, 
court could not retain jurisdiction of 
common-law causes of action against 
carriers incorporated in state in which 
plaintiff was a citizen Interstate Com- 
merce Act, Sec. 20(11), 49 U. S. C. A. Sec. 
20(11); U.S.C.A. Const. art. 3, Sec. 2. 

Where shipper’s claim against Can- 
adian corporation for damage to ship- 
ment of cattle amounted to more than 
$3000, federal district court had jurisdic- 
tion of shipper’s common-law cause of 
action against the Canadian corporation. 
28 U.S.C.A. Sec. 1332(a) (2). 

Where shipper’s claim for injury to 
a cow was made against carrier on April 
24, 1943, but there was no evidence as 
to what the loss was prior to May 8, 
1943, when connecting carrier delievered 
cow to shipper at destination, interest 
began to run only from date of delivery 
of cow to shipper and not from the date 
of claim. (Strachman v. Palmer, 82 
F. Supp. 161. 


SHIPPING DECISIONS 


Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 
|National Reporter System, published by West 


Paul, Minn. Copy- 


Publishing Company, St. 
Publishing Company. 


right, 1947, by West 





United States District Court E. D. Penn- 
sylvania 
A contract once made cannot be modi- 
fied except by a new meeting of the 
minds, and, when such mind meeting oc- 
curs a new contract springs into exist- 
ence. 


In admiralty, respondent may not set 
off a claim not growing out of the same 
transaction as that which forms basis 
of the libel. 

Where owner chartered vessel to 
United States in 1940, but charter was 
amended at different times by adden- 
dums changing rate of hire and insur- 
ance valuation, and four years later 
amended charter was put into effect, 
but charterer’s complete control of ves- 
sel movements had been continuous and 
uninterrupted. Chartering of vessel to 
end with voyage current at termination 
of war emergency, though ending ac- 
tually with sale to government, was one 
transaction so that set-off for towage 
required because generator of vessel 
failed at sea could properly be raised 
by charterer’s answer in libelant’s ac- 
tion to recover balance of charter hire. 


Where owner brought suit for char- 
ter hire, and charterer claimed set-off 
for towing services required when gen- 
erator failed at sea. Burden of proof 
that owner did not exercise due diligence 





to maintain vessel in seaworthy condi- 
tion and that failure to do so resulted in 
accident to the generator was upon char- 
terer. 

Where charterer hired vessel, owner’s 
duty to charterer arose from contract be- 
tween them and measure of duty with 
respect to generators which failed at 
sea requiring charterer to incur towage 
was due diligence to maintain them in 
a seaworthy and workable condition. 


Where charterer demanded set-off for 
towage in owner’s suit for charter hire 
and showed that vessel at time of break- 
down of generator at sea was in exclu- 
sive possession of owner, charterer made 
prima facie case which merely imposed 
upon owner duty of going forward with 
evidence, but showing did not constitute 
evidence of negligence or raise a pre- 
sumption of negligence. 

Failure of charterer to disassemble 
generator and carry out elaborate inspec- 
tion to detect dislocated spacer piece in 
armature which ultimately grounded 
generator at sea and physically damaged 
it requiring charterer to incur towage 
expenses was not lack of due diligence to 
discover defect constituting breach of the 
charter. 


Where chartered vessel broke down at 
sea requiring towage services in July 
and remained in shipyard for annual 
overhaul and repair between August and 
Septemhker, and amended charter, effec- 
tive on August 4, provided that vessel 
was to be in seaworthy condition, but 
there was no redelivery by charterer to 
owner and no subsequent new placing of 
vessel at disposal of charterer, charterer 
could not claim damages for breach of 
amended charter based on fact that ves- 
sel was not on August 4 ready to receive 
cargo and fitted out for normal service. 
particularly, in view that condition of 
vessel was fully known to charterer when 
amended charter went into effect. 


Where amended charter provided for 
reduction in charter hire in event that 
vessel was physically incapable of work- 
ing for period in excess of 20 days while 
in United States port and provided for 
dry-docking and general overhaul at 
owner’s expense, inactivity of vessel dur- 
ing dry-docking and additional incapa- 
bility of working due to required repairs 
on generator after breakdown at sea en- 
titled charterer to reduction in charter 
hire under the contract. 


Courts of Admiralty, although con- 
forming to equitable principles in dis- 
position of matters before them are 
without jurisdiction to enforce equitable 
remedy of account. 

Where owner of vessel brought suit in 
admiralty for balance of charter hire, 
and charterer claimed off-set for towage 
required after generator failed at sea, 
and filed cross libel to recover overpay- 
ment allegedly occasioned by breach of 
charter provision that vessel would be 
seaworthy on delivery as far as due 
diligence could make her, admiralty court 
had jurisdiction of both of the two iso- 
lated claims in view that both were sus- 
ceptible of exact determination and ad- 
judication without reference to other 
items of debit and credit between the 
parties, and that both arose out of a 
maritime contract. 


Where charter provided that no in- 
terest should become payable by char- 
terer by reason of “delay” in payment 
of any charter hire, and charter pro- 
vision dealt only with disputes, quoted 
phrase meant delay by reason of dis- 
pute, and owner was not entitled to in- 
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terest where charterer denied liability 
and refused to pay. Suits in Admiralty 
Act, Sec. 3, 46 U. S. C. A. Sec. 743. (At- 
lantic Refining Co. v. United States, 82 
F. Supp. 201). 







MISCELLANEOUS DECISIONS’ | 
Regulation of Common Carriers | 


Cases Recently Decided by 


State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 








United States District Court, E. D. Penn- 

sylvania 

Where defendant had not answered 
complaint for injunction within time re- 
quired under federal rules and his attor- 
ney, though present in court at hearing 
on application for preliminary injunction, 
had not filed entry of appearance and had 
at least eight days’ actual notice of mo- 
tion for default judement, district court 
had discretion to enter default judgment 
against defendant, though there had been 
no entry of default or three days’ written 
notice of motion for default judgment as 
provided in rules. Federal Rule of Civil 
Procedure, rule 55(a), 28 U.S.C.A. 

Where counsel for defendant had been 
in court three times and had made clear 
defendant’s position and plaintiff relied 
on motion for default judgment without 
introducing evidence to support prayer 
for injunction against future violations 
of Interstate Commerce Commission 
regulations, though defendant had not 
filed answer within time required under 
federal rules or entered an appearance 
until after motion for default judgment 
was filed, district court would deny mo- 
tion for default judgment without prej- 
udice and proceed to a final hearing on 
the merits. Federal Rules of Civil Pro- 
cedure, rule 55(a), 28 U. S. C. A. 


Defendant, being technically in default 
for failure to file answer, could not press 
— to dissolve preliminary injunc- 

ion. 


Preliminary injunction restraining de- 
fendant from continuing operations in 
violation of Interstate Commerce Com- 
mission regulations would not be dis- 
solved where affidavit in support of mo- 
tion to dissolve indicated that defend- 
ant’s difficulties in obtaining insurance 
made it more likely that he might not 
have insurance in compliance with reg- 
ulations for some period in the future. 
(Interstate Commerce Commission V. 
Smith, 82 F. Supp. 39). 


United States Court of Appeals, Seventh 

Circuit 

Carrier could neither intentionally nor 
inadvertently through waiver or negli- 
gence accept and perform a_ request 
which was not warranted by an apopli- 
cable tariff and was inherently prefer- 
ential or otherwise discriminatory. In- 
terstate Commerce Act, Sec. 6(7), 49 
US.C.A. Sec. 6(7). 


Where shipper acting on information 
that car has been partially unloaded by 
consignee instructed carrier that car be 
moved from consignee’s siding, that it 
be weighed and if found to contain 
weight specified in bill of lading that it 
be diverted, the conditions attached t 

,the requested diversion were such that 
carrier could not lawfully perform under 
applicable tariffs which did not provide 
for such service to all shippers, and re 
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liability fusal to perform did not defeat carrier’s 
miralty right to demurrage for delay resulting 
3. (At- from shipper’s failure to give proper or- 
ates, 82 der. Interstate Commerce Act, Sec. 
6(7), 49 US.C.A. Sec. 6(7). 
Action by carrier for unpaid freight 
charges incurred by shipper as demur- 
i rage, arose under the laws of United 
INS | States regulating commerce and was 
. i within jurisdiction of Federal District 
eeee Court. 28 U. S. C. A. Sec. 1337. 
Consignors, carriers and consignees are 
presumed to know the existence, effect 
gests of and applicability of tariff provisions. 
by West 
Copy- 
iompany. 















































Interstate Commerce Act, Sec. 6(7), 49 
U.S.C.A. Sec. 6(7). 

The filing of an unconditional written 
request for diversion, or, in lieu of it, 
the making of an unconditional verbal 
request and later confirmation of same 
in writing were required for carrier to 
undertake diversion of shipment, and 
shipper was not excused from com- 
pliance because carrier required a re- 
lease of shipment from consignee. Inter- 
state Commerce Act, Sec. 6(7), 49 
U. S. C. A. Sec. 6(7). (Atchison, T. & 
S. F. Ry. Co. v. Springer, 172 F. 2d 346). 
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“took leadership in developing the tech- 
nique of the new regulation” and brought 
about adoption by the board of an ad- 
ministrative procedure which “separated 
the judicial from the prosecuting func- 
tions and provided for a fair hearing for 
all interested parties.” 
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Board and the various state aviation 
agencies which have frequently been in 


re such that 
erform under 
1 not provide 
pers, and re- 










seyville, Ill., August 24, 1896. His grand- 
father, John L. Cross, emigrated to IIli- 
nois from New Jersey 114 years ago and 
entered a tract of land about two miles 
north of the present city of Jerseyville. 
Mr. Cross married Helen McGovern, of 
Galesburg, Ill. They have two children, 
Hugh Edward, 21 years old, and Barbara 
Ann, 16. 


After having been graduated from the 
University of Illinois with the bachelor 
of laws degree, Mr. Cross began the 
practice of law in Illinois in 1921. He 
holds an honorary degree of master of 
laws from the John Marshall Law 
School, Chicago. 


Mr. Cross is a member of the Presby- 
terian church. He served on the lay 
committee of the Presbyterian church 
of the United States in 1945 and 1946. 
He is a member of various Masonic 
bodies, including the Oriental Consistory, 
Chicago; Medinah Temple, Chicago, and 
Red Cross of Constantine, Chicago. He 
is also a member of the Elks, the Ameri- 
can Legion, Lions Club, the Union 
League Club of Chicago, and Alpha Tau 
Omega and Phi Delta Phi fraternities. 
He has served in his home community 
many years in Chamber of Commerce, 
Red Cross and other civic activities. He 
is a member of the law firm of Cross & 
Gibbons, of Jerseyville, a partnership 
formed in 1936. In 1945 he formed a law 
partnership in Alton, Ill., where he is 









61 


the senior member of the law firm of 
Cross, Streuber, Gibbons & Gwillim. 

He was elected a representative in the 
Illinois General Assembly in 1932 and 
was reelected in 1934, 1936 and 1938. 
On organization of the House of Rep- 
resentatives of the legislature in 1939 
he was chosen speaker of the House. 
In 1940, he was elected lieutenant gov- 
ernor of Illinois. 

In the World War II years he was 
secretary of the Illinois War Council 
and chairman of that council’s salvage 
committee. He is now chairman of the 
Illinois Committee to Study Highway 
and Traffic Problems. That commission 
was formed to recommend a reor- 
ganization of highway administration 
and a program of financing of all types 
of highways in the state. 


Cross Takes Up I.C.C. Duties 


Mr. Cross assumed his duties as a 
member of the Interstate Commerce 
Commission April 13 after the custom- 
ary courtesy calls on the other members 
of the Commission. He said he had 
taken his oath of office in Illinois two 
days previously. 


$18 Million Stock Plea for 
Federal Barge Lines Given 


Attention in House, Senate 


As the Senate interstate and foreign 
commerce committee prepared to hold a 
hearing, April 14, on legislation to in- 
crease by $18,000,000 the capital stock of 
the Inland Waterways Corporation, the 
government agency operating the Fed- 
eral Barge Lines, the House committee 
on appropriations, in its report on the 
independent offices appropriation bill for 
the fiscal year beginning July 1 (H.R. 
4177), recommended prompt considera- 
tion of I.W.C. stock-increase legislation 
and urged that, “in the event this course 
is not desirable, provision be made for 
liquidation of the corporation.” 

The bill that was to be the subject 
matter of the Senate committee hearing 
on Avril 14 was S. 211, introduced by: 
Senator Wherry, of Nebraska, for him- 
self and 14 other senators (see Traffic 
World, Jan. 8, p. 11). Two amendments 
to S. 211, offered in the Senate after 
introduction of that bill, also were to 
be considered at the hearing. 

In its report on H.R. 4177, the House 
appropriations committee said that the 
I.W.C. operated “the most complete 
common-catrier service by barge offered 
on the Mississippi, Illinois, Missouri, and 
Warrior Rivers.” 


Operating Deficits Reported 


“All types of freight except livestock 
and perishables,”’ it said, “are handled on 
3,300 miles of inland rivers with 24 boats 
and 268 barges. The corporation’s orig- 
inal authorized stock of $5,000,000 was 
increased in 1928 to $15,000,000. Of this 
amount, $14,000,000 has been appropri- 
ated and the remaining $1,000,000 is re- 
quested in the 1950 budget estimates. 
Officials of the corporation have testified 
that the commercial value of the prop- 
erty is not in excess of $1,500,000. .Owing 
to the poor condition of the equipment 
and the type of freight handled, the 
corporation has been operating at a de- 
ficiency and is presently in a precarious 
financial condition. 

“Under operations conducted during 
the fiscal year 1949, it is expected that a 
loss of $1,606,500 will be suffered and a 
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further loss of $2,315,500 is anticipated 
in the fiscal year 1950. Revenues for the 
fiscal year 1949 and 1950 are estimated 
at $9,113,800 and $9,096,500, respectively. 
Correspondingly, expenses in the fiscal 
years 1949 and 1950 are estimated at 
$10,720,300 and $11,412,000, respectively. 

“During hearings on the bill, the com- 
mittee was advised that there was no 
hope for placing this operation on a self- 
supporting basis unless the government 
undertook to completely modernize or 
replace practically all of the equipment 
now in operation. It is estimated that 
the cost of such modernization would 
approximately 15 to 20 million dollars and 
that profits could be expected to return 
from 10 to 20 per cent on the invest- 
ment. The committee was further ad- 
vised that unless Congress provides re- 
lief in one form or another, the line will 
be without means of operation at the 
close of the fiscal year 1950. The com- 
mittee is also advised that bills have 
been introduced in the present Congress 
providing for an increase in capital stock 
of $18,000,000 and contemplating other 
improvements. The committee urges that 
prompt consideration be given to these 
proposals by the appropriate committees 
of the Congress and that in the event 
this course is not desirable provision be 
made for liquidation of the corporation. 


$1 Million for Stock Purchase 


“The committee has included in the 
bill the estimate of $1,000,000 for the 
purchase of capital stock of the corpo- 
ration and has also approved the budget 
estimate for administrative expenses in 
the sum of $522,000, a reduction of 
$20,000 being applied to the pension and 
relief item for group insurance which 
the General Accounting Office has held 
cannot be expended for that purpose.” 


Objectives of Amendments 


One of the amendments to S. 211 
scheduled for consideration by the 
Senate interstate and foreign commerce 
committee was written by Senator Hill, 
of Alabama, for himself and Senators 
Kefauver, of Tennessee, and Sparkman, 
of Alabama. It would permit expansion 
of operations of the Federal Barge Lines 
to the Tennessee and Cumberland Rivers 
and, also, on the Ohio River and its trib- 
utaries above the confluence of the 
Cumberland and Ohio Rivers. 

The other amendment was proposed 
by Senator Wherry, for himself and 10 
other senators. Among other things, it 
would prohibit discontinuance of disposal 
of any part of the carrier operations of 
the I.W.C. for a period of five years 
after enactment of S. 211. It would also 
add to section 3 of the Inland Water- 
ways Corporation act the following pro- 
visions: 

“(g) The activities of the corporation 
shall be primarily in the fields of pio- 
neering and research in the development 
of its carload and _ less-than-carload 
traffic; in the development of modern 
and efficient public terminal facilities, 
open to all on equal terms, including re- 
habilitation and modernization of exist- 
ing terminals; and in the development 
of all types of traffic on newly improved 
rivers where it is presently authorized to 
operate, including the Missouri River. 

“(h) Except with respect to traffic 
in grain and soybeans and traffic origi- 
nating at or destined to points on newly 
improved rivers, including the Missouri 


River, the corporation shall not substan- 
tially expand its bargeload traffic where 
privately owned barge lines and termi- 
nals are ready, willing, and able to pro- 
vide adequate service.” 

Under the Wherry amendment, section 
4(a) of the Inland Waterways Corpora- 
tion act would be amended so as to pro- 
vide for appointment by the Secretary 
of Commerce of an I.W.C. advisory 
board of nine members “from individuals 
prominently identified with commercial 
or business interests in territory adja- 
cent to the operations of the corpora- 
tion;” at least two of those members 
would be representatives of privately 
owned carriers for hire operating on the 
Mississippi River system (one of those 
two would be a representative of a cer- 
tificated carrier), and at least two of such 
members would be representatives of 
less-than-bargeload shippers; and no 
member of the advisory board could be 
an officer, director, or employe of, or 
substantially interested in, a railroad 
corporation. The advisory board mem- 
bers would be appointed for five-year 
terms, but the terms would be “stag- 
gered” at the outset, at three, four and 
five years. 





$396 Million for Highways 


Recommended in House Bill 


An appropriation of $395,991,000 for 
construction of federal-aid and forest 
highways has been recommended for use 
by the Public Roads Administration by 
the House appropriations committee in 
its report to the House on H. R. 4177, the 
independent offices appropriation bill for 
the fiscal year beginning July 1. 

The committee said that amount was 
$52,397,854 below the appropriation made 
for the current fiscal year and $27,509,000. 
less than the Budget Bureau estimate for 
fiscal year 1950. It said it had made a 
reduction of $26,509,000 in the budget 
estimate for federal-aid postwar high- 
ways, and added: 


“The actual reduction in this item is 
$25,000,000 since an unobligated balance 
of $1,509,000 for access roads is also ap- 
propriated for this purpose. In explana- 
tion of its action in reducing this fund. 
the committee wishes to point out that 
during consideration of the 1949 bill, it 
was advised that the full amount of the 
budget estimate would be required. Tes- 
timony given during the hearings on the 
1950 estimates, however, was to the effect 
that there would be a carry-over of ap- 
proximately $41,300,000. This indicates 
clearly to the committee that funds are 
being provided at a greater rate than is 
essential, and, in fact, the committee was 
advised that there had been more delay 
than was anticipated in recent years be- 
tween the time of allocation of funds and 
when such funds were actually required. 
Also, reductions in the-cost of material 
and supplies should result in lower prices 
for road construction. In view of these 
conditions, the committee is of the opin- 
ion that funds recommended in the bill 
for this purpose will be entirely ade- 
quate.” 





Port of Seattle Legislation 


The Senate has passed and sent to the 
House S. J. Res. 32, authorizing cancella- 
tion and release of an agreement dated 
December 31, 1923, between the port of 
Seattle, Wash., and the United States, 
to clear the way for developing water- 
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front facilities at the port (see Traffic 
World, April 9, p. 57). A companion 
measure in the House, H. J. Res. 91, has 
been reported favorably by the House 
judiciary committee. 





Broad Authority Granted 
To Senate Committee, for 


Transportation Inquiries 


A senate resolution which, when intro- 
duced, had proposed authorization of an 
investigation into the financial condition 
of the airline industry by the Senate in- 
terstate and foreign commerce committee, 
was adopted by the Senate on April 11 
after having been amended so as to in- 
clude authority for inquiries by that 
committee into all matters pertaining 
to the U.S. merchant marine, domestic 
land and water transportation, and all 
matters relating to radio, telegraph and 
telephone communications, as well as into 
the financial stability and operational 
efficiency of the airline industry. 

The resolution which the Senate agreed 
to was identified as S. Res. 50. It was 
introduced by Senator Johnson, of Colo- 
rado, chairman of the Senate interstate 
and foreign commerce committee. As 
reported to the Senate by its committee 
on rules and administration, it was 
amended to include authority for investi- 
gations proposed in three other resolu- 
tions, two of them relating to trans- 
portation. The latter were S. Res. 62, 
introduced by Senators Reed, of Kansas, 
and Myers, of Pennsylvania, calling for 
a complete study and investigation of 
all domestic land and water transporta- 
tion (see Traffic World, Feb. 12, p. 52, 
and March 26, p. 141), and S. Res. 45, 
introduced by Senator Magnuson, of 
Washington, proposing a study of prob- 
lems of the American merchant marine 
(see Traffic World, Feb. 12, p. 53, and 
March 26, p. 141). 

Under S. Res. 50, as agreed to by the 
Senate, the Senate interstate and foreign 
commerce committee obtained authority 
to spend not more than $165,000 in the 
conduct of the investigations provided 
for by the resolution. The committee 
was directed to “report its findings and 
recommend such legislation as it may 
deem advisable to the Senate at the 
earliest practicable date.” It was em- 
powered to “utilize the services, in- 
formation, facilities and personnel of 
any of the departments or agencies of 
the government,” with the consent of 
the head of the department or agency 
concerned. 


The title of the resolution was 
amended so as to read: “Resolution to 
investigate problems relating to the air- 
line industry, the United States merl- 
chant marine, domestic land and water 
transportation, and radio, telegraph, and 
telephone communications.” 

Specifically, the resolution authorizes 
and directs the Senate interstate and 
foreign commerce committee to make, 
in the 81st Congress, a “full and com- 
plete study and investigation of such 
problems as it may deem proper” relating 
to: 


“(1) The financial stability and op 
erational efficiency of the airline in- 
dustry; (2) all matters pertaining to the 
United States merchant marine; (3) all 
domestic land and water transportation 
to determine (a) whether existing con- 
ditions conform to the natural trans- 
portation policy as declared in the inter- 
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state commerce act, and (b) the effect 
of large expenditures of public moneys 
and private capital upon transportation 
charges and to what extent such ex- 
penditures are reflected in costs of pro- 
duction and prices to consumers; and 
(4) all matters relating to radio, tele- 
graph and telephone communications, 
including (a) the problems relating to 
American common carriers operating in 
the domestic and international fields, 
including the relationship of- these 
problems to the national security of the 
United States; (b) the problems pre- 
sented by requirements of international 
treaties and conventions in relation to 
such revisions as may be necessary to 
the communications act of 1934; (c) 
the problems arising from unprecedented 
demands for frequencies for such com- 
munication services as television; safety 
and special services, including aviation, 
railroads, busses, trucks, taxicabs; com- 
mon carrier-uses; and industrial uses; 
and the policies which the Congress 
should adopt for the granting of such 
allocations. .. .” 

Subsections (d), (e) and (f) of the 
authorization relating to the com- 
munications inquiry deal with activities 
of the Federal Communications Com- 
mission in licensing and examination of 
the operations of radio stations. 





Senate Committee Reports 
Government Reorganization 


Bill Devoid of Exemptions 


With proposals for exemptions or 
“special treatment” of various govern- 
ment agencies eliminated, a government 
reorganization bill (S. 526) was reported 
to the Senate by the Senate committee 
on expenditures in the executive depart- 
ments about two months after passage 
by the House of another reorganization 
bil in which “special treatment” was 
provided for the Interstate Commerce 
Commission, the National Mediation 
Board, the Railroad Retirement Board 
and several other agencies (see Traffic 
World, Feb. 12, p. 51). 


“In order that the President might 
include essential government reorgani- 
tations in conformity with the recom- 
mendations of the Commission on Or- 
ganization of the Executive Branch,” 
the Senate committee said, “the com- 
nittee was reluctant to include exemp- 
tions for specified agencies or to retain 
the House amendments placing certain 
of them in a-restricted category, in the 
belief that such exemptions might in- 
terfere with realinements that would be 
tesirable and in the public interest. 


“It became increasingly apparent dur- 
ig the hearings on the pending legis- 
lation that, in view of the wide interest 
pressed in behalf of some of these 
Moposed exemptions and restrictions, a 
lumber of them would be approved and 
Ncluded in the bill either in committee 
on the floor of the Senate. 


Provision for House or Senate Action 


‘It was determined that the most di- 
tet and effective way to eliminate the 
led for exemptions was to include an 
‘mendment providing that a simple res- 
ution of disapproval by either the 
Youse or the Senate would be sufficient 

Teject and disapprove any reorgani- 
ation plan submitted by the President. 

“By reserving to either House the 
bower to disapprove, Congress retains in 








itself the power to determine whether re- 
organization plans submitted to the Con- 
gress by the President shall become law. 
The power of disapproval reserved to 
each House by the bill does not delegate 
to either House the right to make re- 
visions in the plans, but it will enable 
each House to prevent any such plan 
of which it disapproves from becoming 
ee 


“In adopting this amendment, by a 
vote of 10 to 2, the committee agrees 
that no amendments to exempt any 
agency of the government or other re- 
strictions would be included, but the 
members reserve the right to submit 
amendments exempting specific agen- 
cies if the Senate fails to sustain the 
provision for the disapproval of a plan 
by a simple resolution of either House.” 


The committee said it refused to in- 
clude in S. 526 the House amendment to 
its bill which provided that the submis- 
sion of a reorganization plan affecting 
seven named agencies (including the 
L.C.C., the R.R.B., the N.M.B. and the 
National Railroad Adjustment Board) 
might hot provide also for a reorganiza- 
tion which did not affect such agen- 
cies. 


‘Related’ Reorganizations 


“While the committee was in general 
accord with the intent of such amend- 
ment,” the report continued, “in order 
to avoid any restriction whatsoever, it 
was not approved. It was the consensus 
of the committee, however, that it would 
be desirable and in accordance with the 
most effective reorganization procedure 
for the President to transmit reorganiza- 
tion plans which contain only related 
reorganizations. To that end, an amend- 
ment was adopted .. . declaring it to be 
the policy of the Congress that each re- 
organization plan contain only related 
reorganizations. If this course is fol- 
lowed, specific proposals of related sub- 
ject matter and related functions which 
are proposed to be reorganized may be 
given consideration by the Congress upon 
the merits of such proposals only without 
regard to unrelated reorganizations 
which might otherwise be included in a 
plan. Thus, while the so-called ‘single 
package’ proposal has been eliminated 
from the bill, the committee favors the 
general purport of the House amendment 
and desires to stress the importance of 
related reorganizations in the interest of 
actually accomplishing an effective and 
efficient reorganization of the govern- 
ment. The President is strongly urged 
to adhere to such a policy in the trans- 
mission of reorganization plans to the 
Congress, 


The committee said it rejected a pro- 
vision of the House-approved bill (H.R. 
2361) prohibiting the creation of new 
departments, and that thereby the bill 
would permit the submission of reor- 
ganization plans calling for the estab- 
lishment of ngw departments with 
Cabinet rank. 


Action As to Army Engineers 


“An amendment to exempt the civil 
functions of the Corps of Engineers (of 
the Army), offered by the chairman (of 
the Senate committee—Senator McClel- 
lan, of Arkansas), was defeated by a 
vote of 5 to 4. Several members of the 
committee indicated, however, that in 
voting against this exemption they re- 
served the right to favor such exemption 
should the Senate not approve the 
amendment providing for disapproval of 
reorganization plans by either the House 
of Representatives or the Senate.” 
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It was stated in the committee report 
that, under the House-approved bill, re- 
organization authority was granted to 
the President. on a permanent basis. The 
committee said it agreed with the view 
of some of the witnesses who had tes- 
tified before it that the two-year limita- 
tion on such authority imposed by earlier 
reorganization acts (the last of which 
expired April 1, 1948) was too short, but 
that it believed Congress should retain 
“some control which would permit pe- 
riodical examinations of the authority 

.” It added that, to assure such re- 
view by Congress, it adopted an amend- 
ment to provide for the expiration of the 
reorganization authority in S. 526 as of 
April 1, 1953. 

The committee report included corre- 
spondence between Chairman McClellan 
and Attorney General Clark relating to 
questions raised by the chairman as to 
the constitutionality of congressional 
disapproval of reorganization plans, and 
a memorandum from the Attorney Gen- 
eral’s office which concluded with the 
opinion that “it is not believed that there 
is constitutional objection to the pro- 
vision . . . which permits the Congress 
by concurrent resolution to express its 
disapproval of reorganization plans.” 





Airline Subsidies Undergo 
Criticism in House Debate 


On Appropriations Measure 


Before the House passed and sent to 
the Senate H. R. 4016, the appropria- 
tion bill for the State, Justice and Com- 
merce Departments for the fiscal year 
beginning July 1, several House members 
directed criticism against the Civil 
Aeronautics Board, and Civil Aero- 
nautics Administration and the sched- 
uled airlines, to the effect that the two 
agencies and the airlines had been 
wasteful in the use of taxpayers’ money 
(see Traffic World, April 9, p. 57). 


Representative Rooney, of New York, 
chairman of the appropriations sub- 
committee which conducted hearings on 
the bill, referred to a C.A.B. “press re- 
lease” in which, he said, it was stated 
that the C.A.B. was granting to the 
“Big Four” airlines $8,000,000 “under 
the guise of air mail rates ... to rec- 
ompense these companies for the period 
of time when their Lockheed Constella- 
tions and DC-6’s were grounded” (see 
Traffic World, March 5, p. 56). How- 
ever, he said, he had been advised that 
President Rickenbacker, of Eastern Air 
Lines, Inc., had asserted that Eastern, 
one of the “Big Four” airlines, “did not 
and is not to receive any part of this 
money.” 

“T have before me,” said Representa- 
tive Rooney, “a paper, summary of 
orders issued to implement the Civil 
Aeronautics Board’s statement of policy, 
February 25, 1949, mail rate section, and 
it says: ‘American, United and T.W.A. 
—Big Four.’ I do not know the answer, 
but this committee in its report had 
no desire to include Eastern Air Lines 
if they did not or are not to receive any 
part of that huge air-mail subsidy pay- 
ment.” 


The grounding of the planes in ques- 
tion, he said, had been brought about 
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because they had been “manufactured 
with a defective smoke-detective device” 
and because there had been “a couple 
of serious accidents as a result of fire” 
due to those defective devices. 

“Now the planes are on the ground 
for about six weeks while the smoke- 
detective devices are being taken out of 
them or disconnected,” Mr. Rooney said. 
“What do you think the CAB. did? 
They gave them $8,000,000 of the tax- 
payers’ money for the period of time the 
airplanes were grounded so as to be put 
in safe condition so that the public could 
ride in them.” 

Representative Hinshaw, in the course 
of remarks in defense of the C.A.B. and 
the airlines, said the civil aeronautics act 
made it the duty of the C.A.B. to foster 
a sound aeronautics system in the United 
States and to pay rates compensatory as 
well as subsidizing for that purpose. 

“Does not the gentleman think,” asked 
Mr. Rooney, “the time has arrived when 
these airlines should start to pay for the 
use of the huge concrete strips built with 
Uncle Sam’s money, for the use of the 
huge federal airways, communications, 
weather, signals, beacons—” 

“My dear friend, they do,” interrupted 
Mr. Hinshaw. 

“Landing aids, lights, and everything 
else?” Mr. Rooney resumed. “Does not 
the gentleman think the time has ar- 
rived for that?” 


Fees Paid by Airlines 


“They pay every airport in the United 
States a landing fee,” said Representa- 
tive Hinshaw. 

“Sure, they pay a landing fee, which 
comparatively is just like dropping a 
nickel in the slot in the subway,” Mr. 
Rooney said. 

“The gentleman ought to look over the 
list of fees they pay,” Mr. Hinshaw 
retorted. 

“TI am thoroughly familiar with them,” 
Mr. Rooney countered. “I think we know 
a little bit about this subject, too.” 

“Does the gentleman realize how much 
the Congress appropriates for the inland 
waterways and the rivers and harbors 
every year without any gripe at all?” 
inquired Mr. Hinshaw. 

“T understand all that,” Mr. Rooney 
replied. “I have heard that argument 
before, I may say to the gentleman from 
California, and, if I am not mistaken, 
from him .. .” 


C.A.A. ‘Boondoggling’ Alleged 

In discussion of appropriation items 
for the C.A.A. contained in the bill, Mr. 
Rooney said his committee had found 
that “they are engaged in a lot of boon- 
doggling. . . . in projects which, to the 
committee, seem utterly ridiculous.” 

“Why.” he said, “it is necessary for 
Civil Aeronautics Administration to 
maintain an office in Washington for 
men who are sent throughout the coun- 
try, and the taxpayers have to pay the 
cost of the travel and pay them salaries, 
to go down to Roanoke, Va., or to some 
point on the west coast to tell the local 
manager of an airport how to run his 
restaurant business, how better to cook 
his hot dogs, is utterly beyond the imag- 
ination of the members of the com- 
mittee. ... 

“The committee has reduced the ap- 
propriation for administrative Washing- 
ton personnel of Civil Aeronautics Ad- 
ministration by $200,000. I should say 


that the committee has been unanimous 
in protesting the manner by which many 
employes have been added to the pay 
| es 


When airline subsidies were under dis- 
cussion, Representative Kennedy, of 
Massachusetts, pointed out that he had 
before the House interstate and foreign 
commerce committee a bill to separate 
subsidy from compensation for carrying 
mail, Representative Rooney voiced the 
view that such legislation would be “a 
step in the right direction.” 

Representative Preston, of Georgia, 
referring to the grant of $7,808,000 by 
the Civil Aeronautics Board to eight 
airlines, by its order of February 25, said 
the C.A.B. had stated in its “press re- 
lease” concerning that action that the 
payment of that sum was “justified as 
part of the development cost of aircraft,” 
but that in testimony before. the ap- 
propriations subcommittee the C.A.B. 
witnesses had said that that “donation” 
was charged to the air mail pay. 


“Now, I happen to know,” said Mr. 
Preston, “that National Air Lines was 
paid $337,000, or they were awarded that 
much to be paid over a period of years, 
and these people have not even asked 
for the money. Yet right out of a clear 
sky they were awarded $337,000. ... It 
was not the intention of the committee 
in using the language in the report ‘the 
Big Four’ to ‘include the Eastern Air 
Lines. . . . It is generally known that 
Eastern Air Lines operates without any 
subsidy from the United States govern- 
ment. It receives absolutely none... .” 


Exception of Eastern Air Lines 


Mr. Preston inserted in the Congres- 
sional Record the text of a statement 
by President Rickenbacker, of Eastern, 
addressed to the stockholders of that 
airline, dated April 4, 1949, under the 
heading, “Comments on Air Mail Sub- 
sidy and Competition.” Mr. Ricken- 
backer said the statement was designed 
to answer questions as to why Eastern 
was “the one certificated air carrier 
which operates without subsidy while 
the more than 20 others receive sub- 
stantial subsidies from the taxpayers’ 
pockets.” He said the explanation was 
that Eastern conducted its business “at 
the highest level of efficiency and 
economy.” He submitted figures pur- 
porting tc show that if Eastern had 
operated at the cost levels of any of 15 
other named airlines in 1947, it would 
have had a loss ranging from $10,693, 
in the case of one of those 15 airlines, 
to $44,146,872, in the case of another of 
them, whereas actually it showed an 
operating profit of $2,859,703 in 1947. 


“I think it is about time we should 
look into the functioning of the Civil 
Aeronautics Board,’ said Mr. Preston. 
“When an agency of government uses 
Treasury funds to establish policy in 
the civilian field, we should have greater 
control over if. ...” - « 


Representative Rivers, of South Caro- 
lina, asserted that Eastern Air Lines had 
“the most choice routes on the entire 
eastern seaboard of the United States” 
and that there was no airline in the na- 
tion that had had the consideration 
“from its inception to date” that Eastern 
Airlines had had. Mr. Preston said there 
was another air carrier whose gross re- 
ceipts were larger than those of Eastern. 
He said he did not think it was fair “for 
us to use government funds in this man- 
ner to compete with a company which 
has proven its ability and who is eager 
to operate efficiently and economically.” 


. 


House Appropriations Unit 
Denies Funds for 49 O.D.T. 
Employes in I.C.C. Bureau 


The House committee on appropria- 
tions has deleted from the amount re- 
quested by the Budget Bureau for th« 
Commission for the fiscal year begin- 
ning July 1 the sum of $376,100 which, 
the committee said, was contained in thx 
Budget estimate “for the purpose of 
providing an increase in the Bureau of 
Service in connection with the proposed 
transfer to that bureau of 49 employes 
now paid out of the appropriation for 
the Office of Defense Transportation.’ 


Recommended for use by the Commis- 
sion in the next fiscal year, in the com- 
mittee’s report on the independent of- 
fices appropriation bill for fiscal year 
1950 (H.R. 4177), was a total of $10,954,- 
000. The committee said that that was 
an increase of $59,683 over the 1949 fiscal 
year appropriation for the I.C.C., “ex- 
cluding pay act requirements,” and 
$376,100 less than the budget estimates. 


After stating that the bill contained 
$9,321,000 for “general expenses” of the 
Commission—‘“an increase of $189,683 
over the current appropriation and 
$391,100 less than the budget estimate” 
—the committee reported its action on 
the estimate for transfer of O.D.T. em- 
ployes to the I.C.C. Bureau of Service, 
and added: 


‘Project’ . . . Difficult to Eliminate 


“This latter function (that of the 
O.D.T.) was established during the war 
when there was an urgent demand for 
supervision of the operations of the rail- 
roads in connection with the adequate 
distribution and use of freight cars for 
war purposes. The need has now passed 
and the committee is of the opinion thai 
if this function is ever to -be discontin- 
ued, it should be eliminated from the 
bill at the present time. Like many 
other war services which have once been 
established, this project has been dif- 
ficult to eliminate. The committee is 
convinced that under existing condi- 
tions this function can be abolished 
without serious inconvenience.” 

The appropriations committee said it 
had received convincing testimony both 
from Commission personnel and other 
persons interested in the subject as to 
the “urgent need for additional person- 
nel to expedite the work of the Bureau 
of Motor Carriers.” 

“This work,” the committee continued, 
“has fallen behind considerably in re- 
cent vears and the committee has in- 
cluded an additional $200,000 for this 
purpose (and has) provided specifically 
in the bill that not exceeding $3,556,039 
shall be available for this bureau. It is 
believed that the additional funds will 
permit this work to be brought up t0 
date within a period of six months.” 


Valuations Bureau Funds Cut 


One recommendation by the commit- 
tee in connection with the I.C.C. esti- 
mates was for a reduction of $250,000 
“in connection with the work of the 
Bureau of Valuation.” The committee 
said testimony had been presented to it 
to the effect that the work performed 
in that connection could be deferred 
“with less harm and inconvenience than 
any other activity carried on by the 
Commission.” Later in this part of its 
report, however, the committee said it 
inserted in the bill a provision earmark- 
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ing $35,000 for bringing up to date valua- 
tions of pipelines which had been sus- 
pended in 1944 because of lack of funds. 


“Some preliminary work has been 
performed already in this connection in- 
cluding requests that carriers furnish 
certain data,” said the committee. “The 
funds provided in the bill for additional 
work in this connection are for the pur- 
pose of enabling the Commission to as- 
semble and evaluate the data and have 
the information available for use by the 
end of the present calendar year.” 

A summary of the committee’s action 
on the Budget requests for the Commis- 
sion, embodied in the committee report, 
showed that the total of $10,954,000 
which the committee recommended for 
this agency comprised, in addition to 
the item for “general expenses.” an item 
of $958,500 for railroad safety (an in- 
crease of $7,500 over the Budget esti- 
mate) and an item of $674,500 for loco- 
motive inspection ($7,500 more than the 
Budget estimate). 


Mahaffie Outlines Personnel Problem 


Testimony by Chairman Mahaffie, of 
the Commission, on financial require- 
ments of the Commission for its various 
activities, appeared in the printed hear- 
ings of the House appropriations com- 
mittee on H.R. 4177 and included the 
following presentation with respect to the 
Commission’s personnel problem: 


“There was initially allocated to per- 
sonnel services (out of the estimate of 
$9,131,317 for I.C.C. general expenses) 
$8.360,363 for 2,192 positions. In the 
early part of the year we encountered 
difficulty in filling positions because the 
Civil Service Commission did not have 
registers of eligibles. Later, when such 
registers were established and we were 
able to obtain some badly needed per- 
sonnel and were in the process of doing 
so, we were advised by the Bureau of 
the Budget of the estimates for this 
appropriation which would be submitted 
to the Congress for the fiscal year 1950. 


“An analysis of the estimates for 1950 
. shows 182 less positions than those 
provided in the independent offices ap- 
propriation act, 1949. However, the es- 
timates include an amount of $376,100 
to provide for the transfer to the Com- 
mission of 49 employes currently paid out 
of the appropriation for the Office of De- 
fense Transportation. This decrease of 
182 positions for 1950 is the difference 
between a decrease of 231 positions for 
bureaus other than the Bureau of Serv- 
ice, and the increase of 49 positions for 
that bureau... . The 1949 column in the 
1950 budget shows a reduction in posi- 
tions from 2,192 to 2,048, or 144. ... The 
estimates for the fiscal year 1950 include 
2,010 positions as contrasted with the 
revised figures for 1949 of 2,048, which 
is a further reduction of 38 positions, 
making the total reduction 182 positions. 
This action of the Bureau of the Bud- 
get made it necessary to defer filling 
vacancies with few exceptions. 


“As of November 30, 1948, our employ- 
Ment ... was 2,026, excluding 13 employes 
who had been on leave without pay for 
more than 30 days, and 34 employes as- 
signed to the Bureau of Service and paid 
from a working fund provided by the Of- 
fice of Defense Transportation, or 166 
below the 2,192 positions initially autho- 
rized for the fiscal year 1949. On Janu- 
ary 1, 1949, our employment had been 
Teduced to 1,992 excluding 15 employes 
Who had been on leave without pay for 
30 days, and 35 employes paid from the 
ODT. funds. In order to reduce the 


January 1, 1949, employment of 1,992, 
which is the equivalent of 1,992 man- 
years, to the 1,910 man-years provided in 
the estimates for 1950 (other than the 
21.7 man-years for terminal leave and 


48.8 man-years for taking over the O.D.T. 


employes), it will be necessary to reduce 
the employment of 1,992 by 82 before or 
about July 1, 1949...” 

Commissioner Mahaffie called the com- 
mittee’s attention to a chart showing, 
among other things, that the number of 
I.C.C. employes in fiscal year 1950 under 
the Budget estimate would be 660 less 
than the actual employe total of the 
1.C.C. in fiscal year 1943. 





Senate Committee Begins 
Airline Problems Study; 
Head of C.A.B. Testifies 


Institution of competition on some 
routes of the scheduled airlines, through 
certification of additional carriers on 
those routes by the Civil Aeronautics 
Board, “might have been carried too 
far, in some instances,” but the board 
was now taking “corrective action,” said 
Chairman O’Connell, of the C.A.B., in 
testimony he presented before the Sen- 
ate interstate and foreign commerce 
committee as it began hearings, April 
11, in its invstigation of financial and 
other problems of the airline industry. 

The investigation was conducted un- 
der authority of S. Res. 50, a resolution 
which provided for inquiries, also, in 
other fields of transport (see elsewhere, 
this issue). 

Chairman O’Connell said that the 
board had under way a “route pattern” 
study which was expected to be com- 
pleted by July 1. He indicated that that 
study was part of the “corrective action” 
he mentioned. 


When the hearing began, Senator 
Johnson, of Colorado, chairman of the 
committee, said that the committee 
hoped to ascertain, if it could, “why it 
is that this (airline) industry, in one 
of the greatest prosperity eras that this 
country has ever had, used so much red 
ink.” 


Defense Factor Considered 


“If it were not for the military as- ° 


pects, if it were not for the very neces- 
sary commercial service that the 
airlines are rendering,” he said, doubt- 
lessly Congress would say, ‘Well, we'll 
let the airlines operate on the free en- 
terprise basis, and let nature take its 
course, and let the cruel law of survival 
of the fittest apply.’ But that is not 
the situation in a country that’s appro- 
priating such huge amounts for national 
defense. .. .” 

Chairman Johnson called attention to 
his letter inviting witnesses to the air- 
line investigation hearings. In that let- 
ter he asked the following questions, to 
which, he said, answers would be sought 
in the hearings: 

“Can the airlines’ financial condition 
be explained by excessive competition, 
poor management, and loose, easy-going 
financial policies? Are there too many 
vice-presidents with unstinted expense 
accounts and too elaborate downtown 
ticket offices? Is it the continuing im- 


pact of post-war reconversion and ex- 
pansion? Does it reflect the general re- 
duction in the total transportation mar- 
ket? Has it resulted from administrative 
practices of the Civil Aeronautics Board 
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or the Civil Aeronautics Administration? 
Is it due to policies laid down by Con- 
gress? Is it the result of growing pains 
in the compelling transition to new and 
expensive equipment, or is it a com- 
bination of all these and other things? 
Is the only remedy increased postal pay 
or should the airlines have closer finan- 
cial supervision and the amount of postal 
pay be made contingent upon fiscal re- 
forms and good business practice? .. .” 

Chairman O’Connell suggested that 
four standards be used in appraising the 
current economic status of the airline 
industry and the effectiveness of the 
job of regulation and development the 
C.A.B. had done. Those standards, he 
said, were: (1) The size and scope of 
the industry; (2) the rates it charged 
the public; (3) the economic strength 
of the industry, and (4) the amount of 
government aid it required. 

He said that, in 1938, a total of 240 
communities were authorized for service 
in the “domestic route pattern” by the 
scheduled airlines, and that, in 1948, the 
number of communities so authorized was 
740. He added that 70,000,000 plane miles 
were flown in domestic service in 1938, 
whereas 340,000,000 plane miles were 
flown in such service in 1948. He said that 
the C.A.B. had certified 21 local and 
feeder carriers for a three-year experi- 
mental period; that 11 of these were now 
operating, and that one certificate—that 
of Florida Airlines—had expired on 
March 28 and had not been renewed. 

The annual mail pay bill for local air- 
line service was nearly $15,000,000, but 
if all the 21 feeder and local lines which 
had been authorized were actually oper- 
ating, the mail pay bill would be about 
$23,000,000 a year, he said. 

“We will attempt to perpetuate, at 
least for an additional experimental pe- 
riod, the feeder carriers in areas where 
the public service is commensurate with 
the cost to the government,” Chairman 
O’Connell said. 


Ton-Mile Costs of Carriers 


In the 12-month period ended with 
September, 1948, ton-mile operating costs 
of the “trunk-line” air carriers had 
ranged from 53 to 98 cents, while the 
corresponding costs of the feeder lines 
had ranged from $1.18 to $4.45 a ton- 
mile, he stated. 

Board Member Adams, of the C.AB., 
told the committee that the civil aero- 
nautics act specifically prohibited the 
board from limiting the number of 
schedules an air carrier might operate, 
but that there was no such restriction 
on the board’s authority with respect to 
the schedules for which mail pay might 
be authorized by the board. 

Senator Bricker, of Ohio, spoke ap- 
provingly of the regulatory activities of 
the Interstate Commerce Commission. 
Senator Brewster, of Maine, commenting 
on Senator Bricker’s remarks, said the 
I.C.C. had been “at it” about 50 years, 
while the C.A.B. had been in operation 
only ten years. 

To justify C.A.B. certification of com- 
peting lines on same routes, Chairman 
O’Connell said, for purposes of illustra- 
tion,-that in 1940 about 14,000 air pas- 
sengers a month were flown between 
New York City and Boston, but that in 
1947 there were about 48,000 air passen- 
gers in one month between those cities. 


“Our American international air car- 
riers are carrying a bigger percentage of 
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the traffic than ever before,” said Chair- 
man O’Connell, adding that the US.- 
flag airlines were transporting 73 to 
75 per cent of the North Atlantic route 
traffic and “probably more” of the other 
international air traffic.” 

Senator Brewster said that the British 
government had made available to its 
air transport systems $600 million, “to 
establish supremacy of the air.” 

In the course of his further remarks, 
Mr. O'Connell said that, before World 
War II, the domestic air carriers of the 
United States had a total of 450 trans- 
port planes, mainly DC-3’s, and that 
now they operated about 1,000 planes. 
In the third quarter of 1948, he said, the 
DC-6’s had the best “cost record,” 11.66 
cents a ton-mile. 





Overcharge-Undercharge 
Bill Passed by Senate 


The Senate, on April 11, passed and 
sent to the House S. 257, the bill intro- 
duced by Senator Reed, of Kansas, to 
extend to parts II, III and IV of the 
interstate commerce act the provision in 
part I of the act limiting to two years 
the period within which actions to recover 
undercharges or overcharges by or against 
carriers might be instituted (see Traffic 
World, March 5, p. 58, and April 2, p. 71). 

There was no debate or discussion of 
the bill in the Senate before it was 
passed, in the absence of objections to it, 
on the “call of the calendar” of Senate 
bills. 

The bill would add to part II of the 
act a new section 204a, would amend 
subsection (f)(1) of section 308 of the 
act, and repeal paragraph (5) of sub- 
section (f) of that section, and would add 
to part IV a new section 406a. The 
amendment to part ITI includes a repara- 
tions provision, that “all complaints 
against carriers for the recovery of dam- 
ages not based on overcharges shall- be 
filed with the Commission within 2 years 
from the time the cause of action accrues, 
and not after, subject to subdivision (D).” 


Subdivision (D) sets forth conditions un- ,’ 


der which a 90-day extension of the time 
limit would be effective. 


Statements by Shipper Groups 

After the House interstate and foreign 
commerce committee had held hearings 
on a like bill, H. R. 1709 (see Traffic 
World, April 2, p. 71), it became known 
that statements in support of the legis- 
lation had been sent to the committee 
by the Chicago Association of Commerce 
and Industry, through A. H. Schwietert, 
traffic director of the association, and by 
the National Industrial Traffic League, 
through E. F. Lacey, executive secretary 
of the League. 

Mr. Schwietert said his organization 
wanted to call the House committee’s at- 
tention to “the gradual increase in the 
discrimination against shippers which 
has developed since 1947 due to the 
action of motor carriers and freight 
forwarders.” 

“The situation today,” he wrote, “is 
much worse than it was in 1947. Motor 
carriers, in particular, have published 
tariff rules and filed them with the In- 
terstate Commerce Commission provid- 
ing for a limitation of two years on the 
filing of claims for overcharges by ship- 





pers against motor carriers. However, 
in very few instances have they included 
a similar period of time for the filing of 
claims by carriers against shippers when 
less than the published tariff rate was 
paid at the time of delivery. 


‘Typical’ Motor Tariff Rule 

“A typical rule now contained in motor 
carrier tariffs is found in Item 1590 of 
Supplement No. 4 to Central States 
Motor Freight Bureau, Inc., tariff No. 
220-B MF-I.C.C. No. 191 applicable be- 
tween points in Illinois, Indiana, Iowa, 
and Kentucky and Michigan. This rule 
reads as follows: 

“‘Claims for overcharges based upon 
rates provided herein will be entertained 
only when such claims are presented in 
writing to the originating, intermediate, 
or delivering carrier within two years 
from the date of delivery or tender of 
delivery of the shipment.’” 

Mr. Schwietert said his association 
had asked the Commission to suspend 
this and similar tariffs, on the ground 
that Such rules were unfair to the ship-: 
ping public because of their “one-sided 
character;” that they allowed the ship- 
pers only two years in which to recover 
overcharges, while the carriers had as 
much time as state laws provided—ten 
years in Illinois—for collection of un- 
dercharges from shippers. He said that 
the Commission declined to suspend such 
tariff rules and that “freight forwarders 
have taken advantage of this situation 
by publication of similar rules in many 
tariffs throughout the country.” He said 
that, as he interpreted the Commission’s 
decision in Schou-Gallis Co. v. Interna- 
tional Forwarding Co., 268 I.C.C. 591, the 
net effect of the Commission’s holding 
was to increase the discrimination 
against shippers and require the filing 
of a suit in court or a complaint with 
the Commission whenever a claim was 
not filed within the two-year period pro- 
vided by the carrier’s tariff rule. Thus, 
he said, in many instances small ship- 
pers would be barred from obtaining re- 
funds for excessive charges collected by 
the carrier, where the amount of the 
overcharge was relatively small or in 
those instances where smaller shippers 
did not have the facilities for handling 
of complaints with the Commission or 
the filing of suits in court. He urged 
passage of H.R. 1709 to eliminate the 
“discriminatory and unreasonable situ- 
ation” described in his statement. 

Representations substantially similar 
to those made by Mr. Schwietert were 
made in Mr. Lacey’s statement on behalf 
of the National Industrial Traffic 
League. Mr. Lacey called attention to 
testimony presented on similar legisla- 
tion in the 80th Congress (H.R. 2324) 
by F. F. Estes, chairman of the League’s 
legislative committee, on February 18, 
1947, before the House interstate and 
foreign commerce committee. Mr. Lacey, 
in urging favorable action on H.R. 1709, 
said it was “favored by shippers and re- 
ceivers generally, by the Interstate Com- 
merce Commission, as well as by the 
various types of common carriers.” 


Shipbuilding Reserve Funds 


Action by Congress on H. J. Res. 186, 
the Bland resolution to extend until 
September 30, 1951, the time within 
which certain deposits in the construc- 
tion reserve funds established under 
section 511 of the merchant marine act, 
1946, might be committed for the ac- 
quisition of new. vessels without losing 





the tax deferment benefits prescribed for 
such funds by section 511, was completed 
April 11 when the Senate passed the 
resolution and sent it to the President 
(see Traffic World, April 9, p. 59). 

In the House merchant marine com- 
mittee report on the resolution it was 
noted that section 211 of the 1936 act au- 
thorized the establishment of ship con- 
struction reserve funds and provided for 
commitment of deposits in such funds 
within two years from the date of de- 
posit for use in the construction or ac- 
quisition of new ships, with authority 
vested in the Maritime Commission to 
grant extensions of such two-year periods 
for additional periods not aggregating 
in excess of two years. 

“A proviso in subsection (h),” the 
committee said, “permitted the (Mari- 
time) Commission during the war to 
grant further extensions ending not later 
than six months after the termination of 
the war. Public Law 384, Eightieth Con- 
gress, approved August 8, 1947, fixed the 
termination of the war for the purposes 
of the aforesaid proviso at March 31, 
1948, thereby permitting extensions of 
four-year uncommitted deposits for six 
months thereafter, or until September 30, 
1948. The joint resolution would amend 
Public Law 384 by changing the date 
of March 31, 1948, to March 31, 1951, 
thereby reinstating the wartime exten- 
sion authority effective from the date of 
enactment of the joint resolution until 
September 30, 1951... .” 


House Committee Proposes 
M.C. Appropriation Cuts 


Budget Bureau appropriation requests 
for the Maritime Commission for the 
fiscal year ending June 30, 1950, totaling 
$72,141,390, were reduced by $9,760,966 
to a total of $62,380,424 by the House com- 
mittee on appropriations before it re- 
ported to the House the independent 
offices appropriation bill for fiscal year 
1950 (H.R. 4177), carrying funds for the 
Maritime Commission and various other 
agencies. 

The Budget estimates and the amounts 
recommended by the committee for the 
items comprising the total Maritime 
Commission appropriation were set forth 
in the committee report on H.R. 4177 
as follows: 

General administrative expenses, $10,- 
879,000 requested and $8,950,142, plus 
$586,648 of the unobligated balance in a 
designated revolving fund, recommended; 
ship construction and betterments, $29,- 
500,000 and $82,500,000 contract au- 
thorization requested and $26,875,000 and 
contract authorization of $70,125,000 
recommended (with $104,000,000 of prior 
funds and contract authorization con- 
tinuing available until September 30, 
1949); maintenance of shipyard facilities, 
$482,000 requested and $409,700 recom- 
mended; warehouse operating expenses, 
$543,000 requested and $461,550 recom- 
mended; operating-differential subsidies, 
$21,433,390 requested and $18,218,382 
recommended; reserve fleet expense, $8,- 
253,000 requested and $6,534,800 recom- 
mended; maintenance and operation of 
terminals, $601,000 requested and $510,850 
recommended; reserve for claims and 
miscellaneous expenses, $450,000 re- 
quested and $420,000 recommended. _ 

In discussion of ship construction 
plans of the commission the House com- 
mittee referred to a table in the printed 
hearings on H.R. 4177 showing that the 
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construction program comprised 17 ves- 
sels the estimated cost of which would 
be $93,000,000. Three of these would be 
passenger-carrying vessels (two for New 
York to Caribbean service, one for GuJf 
to east coast of South America opera- 
tion); two would be refrigerator ships for 
operation from New Orleans to South 
America; two would be “prototype” ves- 
sels (one a cargo vessel, the other a Navy 
standard auxiliary), and ten would be 
tankers embodying national defense 
features. 

Construction of these vessels would 
begin, according to the table, at dates 















1950. Construction costs in fiscal year 
1950 for the 17 vessels were estimated 
at a total of $12,500,000, the remaining 
$80,500,000 to be expended after July 1, 
1950. Also shown in the table was an 
estimate of $7,000,000 for “betterments,” 
of which $5,000,000 was proposed for ex- 
penditure in fiscal year 1950 


Criticism of Maritime Training 


In connection with its explanation of 
the cut of $3,434,950 it made in the 
amount asked for the commission’s mari- 
time training fund, the committee said 
it had been advised that the number of 
trainees completing a course who actu- 
ally entered the shipping industry was 
negligible and that there was a tremen- 
dous reservoir of trained personnel which 
could be called to duty if and when the 
necessity arose. The committee said it 
also wished to point out that the gradu- 
ates of the maritime training schools 
were under no legal obligation to the 
United States to render duty in the Naval 
Reserve of the shipping industry. 


“For these reasons,” it continued, “the 
committee can see no good reason for 
carrying forth such an expensive pro- 
gram from which the government will 
derive little or no benefit. Neither the 
Army nor the Air Force, or other agency, 
excepting the Navy, has a college pro- 
gram that is at all comparable in the 
way of benefits given to trainees. This 
training program originated during the 
war and is expensive. If it is to be con- 
tinued as a peacetime measure careful 
consideration should be given to shifting 
its cost from the backs of the public to 
that of the shipping industry.” 

















































House Omits ‘50-50’ Cargo 
Clause From E.C.A. Bill 


Without placing in the measure a 
Provision, contained in a similar bill 
approved earlier by the Senate, to guar- 
antee transportation of at least 50 per 
cent of so-called “Marshall Plan” car- 
goes in American-flag merchant ships, 
the House on April 12 passed and sent 
to a House-Senate conference commit-. 
tee H. R. 3748, calling for an appropria- 
tion of $5,380,000,000 to continue the ac- 
tivities of the Economic Cooperation 
Administration for European recovery 
_ —_ 1950 (see Traffic World, April 
’ p. : y 
Supporters of the amendment to the 
Senate bill, S. 1209, offered by Senator 
Magnuson, of Washington, and adopted 
by the Senate, providing for transport 
of at least 50 per cent of the E.C.A. 
cargoes in U.S.-flag vessels, saw a pos- 
sibility that House and Senate con- 
ferees on the legislation might adopt 
the Magnuson amendment. Otherwise, 
it was pointed out, Congress would con- 
Sider, separately, the Bland bill, H.R. 

































ranging from July 15, 1949, to June 1,’ 


1340, having the same objective, the 
House rules committee having granted 
a rule for expedited consideration of the 
Bland bill some time ago. 

The House substituted the language of 
H.R. 3748 as amended in the course of 
House debate for that of S. 1209, then 
passed the latter bill to clear it for con- 
sideration by House and Senate con- 
ferees. 





Checking Southern Motor 
Shipment Rate Is Tedious 


Process, Alexander Avers 


Supplementing the- material in a 
statement filed by him with the House 
interstate and foreign commerce com- 
mittee to show that ascertainment of 
the legal freight rate on a given ship- 
ment can be a difficult and time-con- 
suming undertaking (see Traffic World, 
April 9, p. 58), W. Ray Alexander, com- 
merce counselor, of Savannah, Ga., in 
a letter to Traffic World, has described 
the “intricate process of ascertaining the 
legal rate applying on shipments trans- 
ported by motor carriers between points 
in the south,” as exemplified by checking 
of the rate on a shipment from Savan- 
nah, Ga., to Knoxville, Tenn. 

Mr. Alexander’s presentation to the 
House committee was made in support 
of his contention that legislation to ex- 
tend to other parts of the interstate 
commerce act a “statute of limitations” 
now embodied in part I of the act, with 
respect to actions for recovery of under- 
charges and overcharges by and against 
carriers, should make provision for a 
three-year period (rather than the two- 
year period now specified in part I) 
within which shippers might file claims 
to recover overcharges. 


To check the rate on a Savannah-to- 
Knoxville shipment by truck, Mr. Alex- 
ander wrote, the following tariffs, pub- 
lished by the Southern Motor Carriers’ 
Rate Conference, Agent, must be care- 
fully examined: (1) South Group Guide, 
MF-I.C.C. 425; (2) Scope of Operations, 
MF-I.C.C. 422; (3) Participating Carrier 
Tariff, MF-I.C.C. 432; (4) South Com- 
modity Tariff, MF-I.C.C. 442; (5) South 
Class Tariff, MF-I.C.C. 370; (6) Na- 
tional Motor Freight Classification No. 
9; (7) South Exceptions to N.M.F.C. 
No. 9, MF-I.C.C. 399; (8) South Routing 
Guide, MF-I.C.C. 425; (9) Pick-up and 
Delivery Tariff, MF-I.C.C. 420. 


“The article shipped,” he continued, 
“may be provided with a fourth class 
rating in N.M.F.C. No. 9, but that rating 
cannot be applied as in all probability 
the South Exceptions Tariff provides a 
column 40 rating. But after ascertain- 
ing the column 40 rate in the tariff, a 
further examination then discloses that 
the carriers authorized to transport the 
shipment have published minimum rate 
restrictions holding charges to those de- 
termined at the existing third class rate. 
Care must also be exercised to be sure 
that the carriers selected to handle the 
shipment have interchange agreements 
as shown in the Routing Guide, else the 
shipment may be subjected to two local 
rates to and from the point of inter- 
change. Perhaps at the end of a couple 


of hours of research work the shipper 
can be assured that he can obtain the 
benefit of a given rate. This goes on and 
on every day. The carrier’s rate clerk 
becomes befuddled and thereafter fol- 
lows the line of least resistance by as- 
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sessing the highest rate that comes to 
hand. Who suffers? The shipper, cer- 
tainly not the carrier. All of which 
‘ justifies the establishment of a three- 
year period in which the shipper can 
recover the unlawful overcharges. Con- 
gress should act accordingly.” 


President Truman Asks 
Columbia River Authority 


President Truman, in a message to 
Congress, has recommended the creation 
of the Columbia Valley Administration as 
a means for welding together the many 
federal activities concerned with that 
region’s resources into a balanced, con- 
tinuously developing program. In his 
message the President referred to the 
Tennessee Valley Authority and said it 
had been spectacularly successful in 
achieving many of the goals of a wise 
and balanced use of resources. 

To the Columbia Valley Administra- 
tion, said he, should be transferred the 
federal programs of constructing and 
operating physical facilities on the Co- 
lumbia River and its tributaries for the 
multiple-purpose conservation and use 
of the water, including the generation 
and transmission of power. He said 
these programs were now carried on by 
the Bureau of Reclamation and the 
Bonneville Power Administration in the 
Department of the Interior, and by the 
Corps of Engineers in the Department 
of the Army. 

“This consolidation,” said he, “will pro- 
vide not only for a balanced program of 
constructing dams, irrigation works, 
power transmission lines and other facil- 
ities, but also for a workable operating 
plan for using these facilities simulta- 
neously for flood control, navigation, 
power generation and transmission, fish 
protection and other purposes. It is plain 
common sense that the planning and op- 
eration of the system of river structures 
is a job for a single agency.” 





Tidelands Legislation 


Senator McCarran, of Nevada, for him- 
self and. 30 other senators, has intro- 
duced S. 1545, a bill to “conform and es- 
tablish the titles of the states to lands 
beneath navigable waters within state 
boundaries and natural resources within 
such lands and waters and to provide 
for the use and control of such land 
and resources. 

In a statement he inserted in the Con- 
gressional Record in explanation of the 
provisions of the bill, Senator McCarran, 
chairman of the Senate judiciary com- 
mittee, said S. 1545 was “identical with 
H.R. 5992, approved by the House last 
year by a vote of 257 to 29, and substan- 
tially the same as S. 1988, both of which 
were pending on the Senate calendar 
at adjournment of the 80th Congress.” 
He said the bill was prepared by the Na- 
tional Association of Attorneys General 

‘and was supported by that group, the 
Council of State Governments and the 
Governors’ Conference. 

Senators who joined with Senator Mc- 
Carran in introduction of S. 1545 were: 
Baldwin, of Connecticut; Bricker, of 
Ohio; Butler, of Nebraska; Byrd, and 
Robertson, of Virginia; Cain, of Wash- 
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ington; Capehart and Jenner, of In- 
diana; Connally and Johnson, of Texas; 
Cordon, of Oregon; Downey and Know- 
land, of California; Eastland and Sten- 
nis, of Mississippi; Ellender and Long, of 
Louisiana; Frear, of Delaware; Hicken- 
looper, of Iowa; Johnson, of South Caro- 
lina; Malone, of Nevada; Holland, of 
Florida; Martin, of Pennsylvania; Mundt 
and Gurney, of South Dakota; O’Conor, 
of Maryland; Reed and Schoeppel, of 
Kansas; Saltonstall, of Massachusetts; 
and Thye, of Minnesota. 


Senate Votes Funds for 


Motor Claims Commission 


The Senate, in the course of considera- 
tion of H. R. 2632, the first deficiency 
appropriation bill for the current fiscal 
year which it passed on April 11, adopted 
an amendment offered by its appropria- 
tions committee to provide $50,000 for 
the Motor Carrier Claims Commission 
created by legislation enacted in 1948 by 
the Eightieth Congress (see Traffic 
World, April 2, p. 72). 

Amendments made to the House-ap- 
proved version of the bill by the Senate 
made necessary further congressional ac- 
tion on it, before it could be sent to the 
President. 





House Group Recommends 
P.O. Dept. Research Bill 


The House post office and civil service 
committee has favorably reported to the 
House H.R. 91, providing for a research 
and development program in the Post 
Office Department. 

In the committee’s report it was shown 
that the department’s investigations and 
studies proposed to be authorized by H.R. 
91 would be “for the purpose of improv- 
ing existing equipment, supplies, methods, 
procedures, means, and devices used in 
the postal service and of introducing new 
types of equipment supplies, methods, 
procedures, means, and devices for use in 
such service in order that the business 
of the Post Office Department may be 
more efficiently and economically op- 
erated.” 





Railway Mail Pay Inquiry 


The Senate post office and civil service 
committee voted, April 12, to report 
favorably to the Senate S. Res. 34, the 
Langer resolution authorizing the com- 
mittee to investigate contracts with the 
railroads for the transportation of U.S. 
mail (see Traffic World, Jan. 29, p. 70). 


Aviation Legislation 


The House interstate and foreign com- 
merce committee has ordered favorably 
reported H. R. 780, amending the civil 
aeronautics act of 1938 by providing for 
delegation of certain authority of the 


Administrator of Civil Aeronautics, and . 


H. R. 781, amending title II of the civil 
aeronautics act. 

Representative Beckworth, of Texas, 
introduced H.R. 4082, a bill “to improve 
the administration of the civil aeronau- 
tics act of 1938” by providing for delega- 
tion of authority of the C.A.B. to mem- 
bers of the C.A.B. staff. 









LABOR NEWS 


Issues in Wabash Railroad 
Labor Dispute Settled in 


Conferences, Board Says 


Settlements of 149 claims for four rail 
employe unions, 139 against the Wabash 
and 10 against the Ann Arbor Railroad, 
after controversy over these claims had 
resulted in a strike of the employes of 
those roads on March 15, had been 
reached in conferences of the parties be- 
gun on March 22 and concluded April 4, 
an emergency board appointed by Presi- 
dent Truman to investigate the dispute 
said in its report to the White House, 
April 8 (see Traffic World, March 26, 
p. 15). 

The board said that the disputes, or 
claims, fell into 24 categories and that 
“most of the disputes involved matters 
proper to be progressed to and deter- 
mined by the First division of the Rail- 
road Adjustment Board.” 

“Why they were not so progressed and 
why they were allowed to accumulate on 
these properties in such large numbers, 
of course this board is unable to say,” 
the emergency board told the President. 

“If it was the failure of management 
to give early attention and proper ¢on- 
sideration to these claims as they arose, 
or if it was its fault in some other re- 
spect or respects, what happened here 
ought to be a warning to these and other 
carriers of the probable consequences of 
like failures and faults. 

“If it was the failure of the organiza- 
tion to take advantage of the legal proc- 
esses of progressing claims to the Ad- 
justment Board because of seeming delay 
entailed in the process, or some other 
fault, we think their judgment was falla- 
cious. This board is of the opinion that 
a strike to enforce claims without ad- 
judication where the law provides for 
adjudication not only is hurtful to the 
general economy, but is also damaging to 
the cause of labor. 

“As to the Adjustment Board, if it is 
working to capacity and cannot, under 
existing conditions, be speeded up, steps 
ought to be taken to remedy the situa- 
om...” 


The rail employe unions involved in 
the disputes, according to the report, 
were the Brotherhood of Locomotive 
Engineers, Brotherhood of Locomotive 
Firemen and Enginemen, Order of Rail- 
way Conductors, and Brotherhood of 
Railroad Trainmen. Members of the 
emergency board were: Roger I. Mc- 
Donough, Utah Supreme Court judge, 
chairman; Curtis I. Shake, former In- 
diana Supreme Court judge, and John 
W. Yeager, Nebraska Supreme Court 
Judge. 


Board ‘Stands By’ 


The board said that, the day after it 
had convened and induced the em- 
ployes to return to work, the parties re- 
quested the emergency board to “go 
into recess and stand by in order that 
they, in joint conference, might make an 
effort to settle all or part of the claims.” 


“The board was asked to stand by,” 
it said, “in order that such disputes, if 





any, as could not be settled by the 
parties could then be submitted to it 
for consideration, report and recom- 
mendation. The request was granted 
and the board, with daily progress re- 
ports, stood by until April 4, 1949, when 
the parties appeared in open session and 
reported full, complete and final dis- 
position of all matters in dispute. ... 


“We have this therefore to report, that 
on these carriers there is no longer a 
strike. The employes are back at work. 
We have no doubt that from now hence- 
forth for a long time, amity and good 
will will be the order on these carriers 
insofar as these parties are concerned. 


“We, the members of the board, are 
naturally pleased with the results ac- 
complished. We think, indeed we know, 
that these results are far better and 
greater, and infinitely more far-reach- 
ing, than if we had been required to 
spend long days, perhaps weeks, of labo- 
rious investigation and had been required 
to make recommendations which still, 
after a cooling-off period, would have 
been subject to acceptance or rejection. 


“The parties are to be congratulated 
on the fuli measure of their accomplish- 
ment. We commend the efforts of all of 
them. We recommend a like effort in 
the same spirit on other carriers where 
like or similar controversies exist or may 
arise, not, however, in the face of a 
strike, but in the interest of justice and 
fair dealing, and in avoidance of tem- 
porary employment of untold numbers, 
and of regional economic paralysis.” 





Railroad Retirement Board 


Reviews February Activity 


Railroad Retirement Board benefit pay- 
ments in February amounted $23,582,000, 
the board reported. At the end of Feb- 
ruary there were 343,800 monthly bene- 
fits aggregating $21,893,000 in current- 
payment status, representing increases of 
2,500 and $121,000, respectively, for the 
month. 


The number of new retirement appli- 
cations filed in February was 3,200—about 
200 less than in January. Retirement 
annuities awarded in the month num- 
bered 2,700, and annuities terminated by 
death or by commutation of payments, 
1,500. On February 28, 217,500 annuitants 
were on the rolls, the average annuity 
being $83.84. The deaths of 156 pen- 
sioners reduced the number on the rolls 
at the end of February to 10,400. The 
average pension being paid was $71.10. 
Of the 2,700 annuities awarded in Febru- 
ary, 66 per cent were based on age and 
34 per cent on disability retirement. 


New survivor benefits awarded in the 
month included 2,500 monthly and 2,600 
lump-sum benefits. On February 28, 115,- 
900 monthly beneficiaries were on the 
rolls, an increase of 1,500 for the month. 
Lump-sum benefits awarded included 1,- 
900 insurance benefits and 769 residual 
payments. The average benefits awarded 
were $299 for insurance and $479 for 
residual payments. ; 

Unemployment continued to rise ™ 
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February, causing a further increase in 
the volume of operations in the month. 
Layoffs affected all occupation groups, 
put were heaviest among shop, way and 
structures, and train-and-engine-service 
employes. Of the 96,700 beneficiaries, 38,- 
000 were way and structures laborers. 


The number of applications—40,800— 
was larger than in any earlier month of 
the benefit year. For the third consecu- 
tive month, applications outnumbered 
those filed in the corresponding month 
of any other benefit year. Claims num- 
pered 184,000, about 12 per cent more 
than in January, while payments 
amounted to $4,975,000, a 23 per cent 
increase. Reduced traffic and budgetary 
limitations continued as the chief causes 
of lay-offs of railroad workers, according 
to the board. The average payment for 
first periods increased to $23.10. The 
average for subsequent. periods, $31.58, 
was little different from that in January. 


Sickness Benefits 


Sickness benefit operations in February 
were marked by substantial declines. 
There were 16,700 applications received 
in February; 71,700 claims received; 69,400 
payments made; and $2,354,000 benefits 
paid. Approximately 7,200 employes ex- 
hausted benefits in January, and at least 
10,400 others recovered, died, or became 
otherwise ineligible for additional bene- 
fits. 


Emergency Board Created 
In R.E.A. Labor Dispute 


President Truman has created an 
emergency board of three members to 
investigate a dispute between the Rail- 
way Express Agency, Inc., and employes 
of the agency represented by the Broth- 
erhood of Railway and Steamship 
Clerks, etc., as a result of which a strike 
of the express agency employes involved 
has been in progress in New York City 
about a month. 

In his executive order creating the 
emergency board, the President said 
that the dispute in question had not 
been adjusted heretofore under the pro- 
visions of the railway labor act and that, 
in the judgment of the National Media- 
tion Board, it threatened “substan- 
tially to interrupt interstate commerce to 
a degree such as to deprive a large 
section of the country of essential trans- 
portation service.” 

The President appointed the follow- 
ing as members of the emergency board: 
David Cole, of Paterson, N. J., chair- 
man; Judge James H. Wolfe, of the 
Utah Supreme Court, Salt Lake City, 
and Leverett Edwards, attorney, of 
Oklahoma City, Okla. The board was 
instructed by the President’s order to re- 
port its findings to the President within 
30 days from April 9. 


TRANSPORTATION 
STATISTICS 


Class | Rail Capital Spending to Exceed 
$1,300,000,000 Estimates for 1949 Show 


Commission’s Bureau of Transport Economics and Statistics in 















Estimates of 1949 capital expenditures 
for road and equipment combined, of 127 
out of 131 Class I steam railroads, 
totaled $1,341,939,422, according to the 
Commission’s Bureau of Transport Eco® 
homics and Statistics in its monthly 
comment, dated April 11. It said four 
western railroads, whose capital expend- 
tures amounted to $39,168,242 in 1948, 
did not furnish estimates for 1949. 

The 1949 estimates exceeded actual 
expenditures reported by the same roads 
for 1948 by $115.2 million, or 9.4 per cent, 
the bureau said, with estimated ex- 
Penditures in 1949 higher by 38.8 per 
cent in the Southern Region, by 15.9 
per cent in the Western District, and by 
even-tenths of one per cent in the east, 
the estimate for the Pocahontas region 

OWlng a decrease of 15.7 per cent be- 
val ~ 1948 actual. The bureau con- 

ed: 


Excluding 4 roads not furnishing such 
fstimates the carriers’ calculations of gross 
apital expenditures for the first half of 

amount to about $746 million or 36.1 
per Cent more than the actual expenditures 
*y the same reporting class I roads in the 
ust six months of 1948. Expenditures for 
lad in 1949 are estimated to be up 11.3 per 
‘nt and for equipment 44.6 per cent over 
wrresponding 1948 actual figures. Equip- 
rat, which accounted for about 74 per cent 

the total expenditures in the first half of 
















Monthly Comment Says Reporting Roads Will Spend 9.4 Per Cent More 
In 1949, with Sharper Increase in First Six Months of the Year. 


1948, is expected to represent 79 per cent of 
the total for the same period of 1949... 


Rail Income Relations 


The bureau said 1948 total Class I rail 
income increased 8.5 per cent over 1947 
while total national income increased 
10.8 per cent, the income of the Class I 
railroads as a percentage of the national 
income declining from 2.89 in 1947 to 
2.83 in 1948. The bureau said this per- 
centage had shown a declining trend 
since World War I. 

The bureau continued: 


In terms of national income produced by 
the railways and of compensation to railway 
employes, 1948 was the best year of record. 
It was also a good year in terms of dividends 
on capital and business sevings (the undis- 
tributed balance of earnings after the de- 
duction of interest, rents, and dividends) ; so 
good in fact that the total of these two 
items exceeded the figure for any peace time 
year since 1929. 

Total earnings on capital increased $207 
million in 1948 over 1947, while employe com- 
pensation (including employe benefits) in- 
creased $290 million. The 10-cents-per-hour 
increase in the wages of conductors, train- 
men, engineers, and firemen, was effective 
in 1948 only after October 16. Likewise the 
7-cents-per-hour increase in wages of non- 
operating employes was applied in 1948 only 
after October 1. These increases will tend to 
raise labors’ compensation and its proportion 
of income produced much more in 1949 than 
in 1948. Moreover a forty hour week will be- 
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come effective for non-operating employes 
on September 1, 1949, thus tending to in- 
crease further the compensation to employes 
for the current year. 

Interest payments in dollar terms were 
smaller in 1948 than in 1947 and continued 
the downward trend as a per cent of earn- 
ings on capital, as is indicated in the table. 

The cash dividends to stockholders in 1948 
were slightly higher as a percent of earnings 
on capital than in 1947 but lower than in 
1946. Business savings in 1948 were higher 
in amount than in any other year shown 
in the table except 1944, but as a per cent 
of earnings on capital they were even higher 
than in 1944 


Car-Mile Figures 

The comment carried a comparison of 
the operating revenues and operating 
expenses of Class I steam railways a car- 
mile (all transportation service car- 
miles) for 1940, 1947, and 1948. The 
bureau said the “per car-mile” revenue 
of freight and passenger services com-° 
bined was 71.1 per cent higher in 1948 
than in 1940, but that car-mile expenses 
were up 83.8 per cent. 

“An analysis of the principal expense 
items per car-mile for the same two pe- 
riods,” it continued, “reveals increases 
of 45.3 per cent in depreciation, 122.9 
per cent in fuel and power expenses. 84 
per cent in employ compensation charged 
to operating expenses, and 80.4 per cent 
in other expenses, largely for material 
and supplies. The increase in car-mile 
depreciation charges is partly attribut- 
able to the fact that depreciation ac- 
counting for certain items of roadway 
property became mandatory by order of 
poe Commission effective January 1, 
1943. 

“Passenger revenue per passenger car- 
rying car-mile increased 86.2 per cent 
in 1948 over that of 1940 in comparison 
with an increase of 60.8 per cent in 
freight revenue per loaded freight car- 
mile. The freight revenue per freight- 
train car-mile (including loaded and 
empty cars) increased 71.6 per cent. In 
1940 the per cent loaded of total freight 
car miles was 61.8 as compared with 65.6 
in 1948.” 

In connection with the table in the 
comment, the bureau said the following, 
showing the percentage relation of the 
several groups of expenses to operating 
revenues and to total operating expenses 
in 1940 and 1948 might also be of inter- 
est: For both years employes’ compensa- 
tion represented about 60 per cent of 
total operating expenses. In 1948, how- 
ever, such compensation was 46.46 per 
cent of the operating revenues as com- 
pared with 43.19 per cent in 1940. Fuel 
and all other expenses took higher per- 
centages of the revenue in 1948 than 
in 1940. The operating ratio (total op- 
erating expenses divided by operating 
revenues) increased from 171.90 in 1940 
to 77.25 in 1948. 


Traffic Shifts 


The bureau included in the comment 
a table based on freight commodity 
reports of Class I steam railways indi- 
cating by percentages the relative im- 
portance of the various commodity 
groups as to tonnage originated and 
freight revenue in two prewar year, 1929 
and 1939, and in the postwar years 1947 
and 1948. It continued: 


Products of mines accounted for 55.1 per 
cent of the total tonnage originated in 
1929, 1939 and 1947, and 56.1 per cent in 
1948. For this group, however, the propor- 
tion of total freight revenue dropped from 
about 28 per cent in the two prewar years 
to 25.28 per cent in 1947 and to 24.96 in 
1948. In the case of the manufactures and 
miscellaneous group, which accounts for 
about one-fourth of railway tonnage origi- 
nated, the 1948 percentage of total tonnage 
was slightly higher than in 1929, 1939 and 
1947. As to freight revenue, however, the 
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1948 percentage for this group was 45.41, 
as compared with only 35.14 in 1929, 38.18 
in 1939 and 43.20 in 1947. 

Shifts in the relative percentage of ton- 
nage and revenue for the other commodity 
groups are indicated below. In the case of 
products of agriculture, animals and prod- 
ucts, and L.C.L. freight, the proportions of 
total freight revenue were smaller in 1948 
than in 1929, 1939 and 1947, but for prod- 
ucts of forests the 1948 percentage ex- 
ceeded that of 1939 and 1947 and was some- 
what smaller than in 1929. For L.C.L. reve- 
nues the proportion dropped from 10.36 per 
cent in 1929 to 6.28 per cent in 1948. The 
tonnage percentages for the four years shown 
in the table indicates relative declines in 
products of animals, and especially in L.C.L. 
freight. In 1948 the tonnage percentage 
for this last group had declined to below 
half of the 1929 proportion of the total for 
all freight combined. 


Oil Pipe Line Traffic 


A table in the comment showed trans- 
portation revenue and number of barrels 
originated on line and received from 
connections for the years from 1941 
to 1948, inclusive. It showed that trans- 
portation revenue of $340,850,100 in 1948 
increased 46.2 per cent over 1941, while 
the 2,556,067,000 barrels transported in- 
creased 71.7 per cent in 1948 over 1941. 

The marked postwar expansion, said 
the bureau, was indicated by the fact 
that the 1948 volume of oil traffic ex- 
ceeded that of the peak war year 1944 
by 14.3 per cent, and that the revenues 
were 17.4 per cent higher. The increase 
in 1948 originations over 1944 occurred in 
the face of the general resumption of 
tanker service which was greatly re- 
stricted during the war, the bureau con- 
tinued, adding that in some part also 
it presumably reflected a return to the 
pipe lines of some traffic carried by the 
rails under the wartime pressures for 
transport. However, said the bureau, 
there had been considerable postwar ex- 
pansion of the pipe line network. 





Airfreight Ton-Miles Up 


32 Per Cent in January 


Ton-miles of freight transported by the 
nation’s 16 domestic trunk airlines totaled 
5,689,746 in January this year as against 
4,270,337 in the same month last year, 
or an increase of 32.96 per cent, accord- 
ing to latest statistics made available by 
the Civil Aeronautics Board. 

For the 12 months, ended January 31, 
1949, freight ton-miles amounted to 71,- 
848,220 as compared with 37,985,840 for 
the 12 months ended January 31, 1948. 

Major figures given by the board 
showed, for January, 1949, compared with 
January, 1948, a decrease in revenue miles 
flown, from 23,623,783 to 23,141,362; an 
increase in revenue passenger miles, from 
393,637,000 to 418,212,000; a gain in US. 
mail ton-miles, from 2,737,426 to 3,291,- 
742; and a decline in express ton-miles, 
from 2,570,289 to 2,169,455. 

In January this year, according to the 
board, the airlines flew 86.46 per cent of 
their scheduled mileage. Of the 35.66 
average available seats a mile, it said, 
53.48 per cent were occupied by revenue 
passengers, as compared with’ 30.95 aver- 
age available seats of which 55.83 per cent 
were occupied by revenue passengers for 
January, 1948. 

For the 12 months ended with January 
31, 1949, as compared with the 12 months 
ended with January 31, 1948, the board’s 
figures showed an increase in revenue 
miles flown, from 313,001,356 to 315,793,- 






938; a decrease in revenue passenger 
miles, from 6,027,926,000 to 5,846,962,000; 
an increase in U.S. mail ton-miles, from 
32,961,380 to 38,064,238;. and a gain in 
express ton miles, from 29,009,238 to 29,- 
368,049. The revenue passenger load 
factor, per cent of seats occupied, for the 
comparative periods dropped from 65.28 
to 58.14. 





February Truckloadings 
Drop 4 Per Cent 


The volume of freight transported by 
reporting motor carriers in February de- 
creased 4 per cent below January, and 
0.5 per cent below February, 1948, ac- 
cording to statistics compiled by the De- 
partment of Research, American Truck- 
ing Associations, Inc. In no other month 
since January, 1946, had there been a 
decrease in loadings below the same 
month of the previous year, it said. 

“Comparable reports received by A.T.A. 
from 303 carriers in 43 states showed 
these carriers transported an aggregate 
of 2,569,712 tons in February, as against 
2,675,482 tons in January and 2,581,592 
tons in February, 1948,” it continued. 

“Approximately 83 per cent of all ton- 
nage transported in the month was 
hauled by carriers of general freight. 
The volume in this category decreased 
2.6 per cent below January and 0.9 per 
cent below February, 1948. 

“Transportation of petroleum products, 
accounting for about 9 per cent of the 
tonnage, showed a decrease of 15.4 per 
cent below January, and 9.0 per cent 
below February, 1948. 

“Carriers of iron and steel hauled 
about 4 per cent of the total tonnage. 
Their traffic volume decreased 6.1 per 
cent below January, but increased 36.7 
per cent over February, 1948. 

“About 4 per cent of the total tonnage 
reported consisted of miscellaneous com- 
modities, including household goods, 
textiles, groceries, food products, meat, 
agricultural, explosives, paper, heavy ma- 
chinery, tobacco, grain, motor vehicles 
and motor vehicle parts. Tonnage in 
this class increased 0.3 per cent over 
January and 3.8 per cent over February, 
1948. 

“The February tonnage of carriers re- 
porting from the Eastern District repre- 
sented a decrease of 3.4 per cent below 
January, and 2.9 per cent below Febru- 
ary, 1948. 

“Carriers in the Southern Region re- 
ported a decrease of 1.6 per cent below 
January but increased 15.2 per cent over 
February, 1948. 

“Tonnage reported from the Western 
District revealed decreases of 5.7 per 
cent below January, and 1.0 per cent be- 
low February of last year.” 





Carload Waybill Analyses 


The Commission’s Bureau of Transport 
Economics and Statistics has issued a 
19-table report on Carload Waybill 
Analyses, 1948, showing the distribution 
of freight traffic and revenue averages 
for commodity groups and _ selected 
classes by rate territories, terminated in 
the 1948 third quarter. It is Statement 
No. 499. 





Class | Rail Employment 


Class I steam railways, excluding 
switching and terminal companies, had 


Eee 


TRAFFIC Wor ™ Apr 


' 


1,195,289 employes as of the middle 
of March, 1949, according to a compila- 
tion by the Commission’s Bureau of 
Transport Economics and Statistics. This 
represented a decrease under March, 1948, 
of 9.20 per cent, and a decrease under 
February of this year of 2.95 per cent. 

Employment by groups was reported as 
follows: Executives, officials, and staff 
assistants, 15,483; professional, clerical, 
and general, 210,814; maintenance of way 
and structures, 220,520; maintenance of 
equipment and stores, 331,271; transpor- 
tation (other than train, engine, and 
yard), 147,461; transportation (yard- 
masters, switch-tenders, and hostlers). 
16,244; transportation (train and engine 
service), 253,496. 















































March Rail Car Deliveries - 
Highest Since Program Began 


Domestic freight car deliveries in 
March totaled 11,882, highest monthly ; 
production total since the program 
calling for 10,000 cars a month was ini- 
tiated in March, 1947, the Americang B= 
Railway Car Institute, New York City, 
announced. 

Of March deliveries, 8,958 were from 
the car builders and 2,942 were built in 
railroad shops. Production on the lead- 
ing types of cars was: Box, 2,510; 
hopper, 6,744; gondola, 1,163; refriger- a 
ator, 896, and tank, 552. 

In March, a total of 469 new cars was 
ordered, 269 from the car builders, and 
200 from the railroad shops. The back- 
log of orders as of April 1, according to 4 
the institute, was: Car builders, 43,826: 
railroad shops, 29,362; total, 73,188. This 
compared to 85,974 on March 1, and to 
126,028 a year ago. 








Freight Unloaded at Ports 


Carloads of export and coastal freight, 
excluding coal, unloaded at Atlantic, 
Gulf and Pacific ports totaled 100,413 in 
March this year as compared with 9,- 
621 in March, 1948, or an increase of 5 
per cent, according to a report issued 
by G. C. Randall, manager of port traf- 
fic, car service division, Association of 
American Railroads. 

Export grain unloaded accounted for 
29,795 carloads in March, 1949, as against 
11,902 carloads in the same month last 

ear, or an increase of 150 per cent. Ex- 

orts, other than grain, totaled 63,942 
carloads in March this year as compared 
with 76,630 carloads in March, 1948, oF 
a decline of 17 per cent. 

Coastal traffic unloaded for March, 
1949, totaled 6,676 carloads as against 
7,089 carloads in March, 1948, or a de-MA//- 


crease of 6 per cent. V | 
‘> 
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Waybill Analyses Tables 


The Commission has issued two ses 
of tables in connection with its curren 
carload waybill analyses, 1947, state 
ments Nos. 4910 and 4911, covering thé 
distribution of freight traffic and revenvé 
averages by commodity classes and ralt 
territories, No. 4910 for products of 
mines, and No. 4911 for products 4 
forests. 















* * * 


An average freight locomotive whel 
in road service consumes approximate) 
one ton of coal for each seven miles % 
travel, rail statistics show. 
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RIGHT THIS WAY— for fast Rocket Freight service 
tothe West! Important products of the Southeast... 
from the soil, mines, mills, and factories .. . speed 
direct to your Southwest and West Coast customers. 
Important reasons for routing your next shipment 
via Rock Island Lines and the Memphis Gateway: 
Straight-as-an-arrow route across mid-America; 
Expedited, Diesel-powered Rocket Freight service; 


Expert assistance from your nearby Rock Island 
freight representative. 


May we serve you soon? 


| ROCK ISLAND LINES 


THE ROAD OF PLANNED PROGRESS 





THESE STEAMSHIP LINES gms 


CARRY CARGO TO THE 
ORIENT & WORLD PORTS 


Portland is the fresh water port of the Pacific. Ships drop 
their barnacles when they come into Portland, saving owners 
the time and expense of dry-docking. But there are 5 other 
reasons why the steamship companies like Portland: 


1. Shipping from Portland is the 
“shortest route”’ to the Orient. It is 
4,333 miles to Tokyo, only 10 to 18 
days on the ocean. 


2. Portland’s shipside warehouses 
can store any cargo. There are con- 
crete grain elevators, concrete bulk 
storage bins, ventilated warehouses 
and spacious open and covered areas. 


5. Longshoremen and steamship companies 
operate on a friendly business basis to the 
advantage of themselves and shippers. 


3. Four major railroads bring 
freight into Portland daily—cargo 
to be loaded on ships and sent to the 
Orient and other world ports. 


4. Fast lift trucks, electrically driven 
conveyors, suction systems and other 
modern equipment allow Portland’s 
longshoremen to load and unload 


ships with dispatch. 


SEND FOR FREE COPY OF BOOKLET 


“SHIPPING THROUGH PORTLAND, OREGON” 
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Commission of Public Docks 


RTLAND, OREGC 


D. J. McGARITY, General Manager 


1884 N.W. FRONT AVE. « PORTLAND 9, OREGON ¢ PHONE ATWAIE 
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“Ba What Are the Results of Our 
Railroad Consolidation Policy? 





By Dr. William N. Leonard 


When in its sixty-second annual report 

dated November 1, 1948, the Interstate 

Commerce Commission pointed out that 

since 1920 authorization had been 

granted for the consolidation of 126,760 

miles of road by acquisition, lease or 

soe other form of combination, the 

| casual reader might have felt a sense 

of satisfaction and accomplishment. It 

would be easy to infer from this figure 

that in just less than three ‘decades 

nearly one-half the railroad mileage of 

the country had been absorbed by other 

roads. That such is not the case is readily 

apparent from a cursory survey of rail- 

road history since 1920, and it is also 

apparent that the tangible results of our 

consolidation policy during this period 

have fallen far short of achieving the 

objectives set forth in 1920, or of realiz- 

ing in any great measure the possible 

contributions of consolidation toward 

the “efficient and economical” transpor- 

tation system which is the goal of regula- 
tion. 

There are ordinarily a number of steps 
preceding full consolidation, a situation 
which exists technically only when a rail 
company is wholly absorbed by the ac- 
quiring carrier and loses its corporate 
identity. A railroad may begin by acquir- 
ing a controlling stock interest in an- 
other line. Later on it may negotiate a 
lease of this carrier and finally con- 
solidate it outright. Because of this pro- 
gression, it is possible (1) that a carrier 
may have to make several applications 
to the Commission before full consolida- 
tion is achieved, (2) that the acquiring 
carrier may lose control at some stage of 
the process, or (3) that though stock 
control may exist, or even a lease, the 
full measure of economies possible when 
the companies are combined into a single 
physical and corporate entity may not be 
realized. 


_ As illustrative of the sequence of stages 
Involved in consolidation, the Ches- 
apeake & Ohio received authority to con- 
trol the Pere Marquette in 1928 (the 
actual stock purchase had been made in 
1923), and was permitted to consolidate 
the Michigan carrier in 1947. Similarly 
the Gulf, Mobile & Northern was author- 
ized to acquire the New Orleans Great 
Northern in 1930 and to consolidate this 
toad, together with the Mobile & Ohio, 
into a single company in 1938. 

The case of the Mobile & Ohio is an 
exampie also of the second point, namely 
that one road may lose control of an- 
other before consolidation is achieved, 
for the Mobile & Ohio had been under 
the control of the Southern until the 
latter sold its stock interest to the Gulf, 
Mobile & Northern in the 1930’s. A sec- 
ond instance of this took place in the 












Though public policy has fa- 
vored railroad consolidation, 
very little progress towards a 
well-integrated railroad sytem 
has been made. Why has our 
consolidation policy failed? 
Have we reached an impasse 
in merger activity? What steps 
must be taken to obtain the 
substantial contributions which 
railroad consolidation can 
make towards an efficient and 
economical transportation sys- 
tem? Dr. Leonard asks and 
discusses these questions. 


west where the Denver & Rio Grande, 
which the Missouri Pacific had been 
permitted to control in 1924, slipped from 
the M. P.’s hands during reorganization. 
A similar result occurred when the Alton, 
which the Baltimore & Ohio took over 
with the authorization of the Commis- 
sion in 1930, passed out of the B&O’s 
control during reorganization and was 
brought into the system of the Gulf, 
Mobile & Ohio through a lease approved 
by the Commission in 1945. 


There is of course a substantial dif- 
ference between receiving authority to 
consolidate under section 5 of the trans- 
portation act and carrying through the 
consolidation. Unforeseen circumstances 
may arise even at a late stage to prevent 
the proposal from being carried out. In 
1946 the Commission authorized the uni- 
fication of the Chesapeake & Ohio, Pere 
Marquette and Nickel Plate, but the fail- 
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ure of the management of the C. & O. 
and preferred stockholders of the Nickel 
Plate to agree on terms for the exchange 
of securities kept the Nickel Plate out of 
the consolidation of the P. M. and C. & 
O. in 1947. It is also possible that the 
terms under which the Commission 
grants its approval may not prove in- 
viting to the applicant, so that the trans- 
action will not take place. In 1931 the 
Commission authorized unification of the 
Great Northern and Northern Pacific, 
provided they gave up their control of 
the Burlington, a sacrifice which the 
northwest carriers were for obvious rea- 
sons unwilling make. 


Some of the applications approved 
by the Commission under the trans- 


‘portation act of 1920 involved practically 


no change in previous relationships. The 
Southern Pacific obtained permission to 
acquire the Central Pacific in 1923, but 
the S. P. already controlled the Central 
Pacific under a 99-year lease negoti- 
ated in 1894. The New York Central 
was given the green light to lease the 
Big Four in 1939, but had been solidly in 
control of the Big Four for a great many 
years previous to that date. 


In view of the duplications of mileage 
resulting from including certain roads 
twice, the failure of several important 
authorizations to be consummated, the 
“deconsolidation” or separation of sev- 
eral important carriers from their cor- 
porate parents, and the fact that many 
approved applications involved no im- 
portant change in status, the statement 
that since 1920 the Commission has au- 
thorized the integration of 126,760 miles 
of line is not an accurate reflection of 
progress in the field of consolidation. It 
overstates the actual results of our na- 
tional transportation policy which for 
nearly three decades has been favorable 
to consolidation, first under the trans- 
portation act of 1920 and now under the 
1940 Act, but which has falleri far short 
of accomplishing its objectives. 


The men who wrote the transportation 
act of 1920 looked to the formation of 
from 15 to 20 rail systems. They believed 
consolidation should be systematically 
developed and directed the Interstate 
Commerce Commission to plan for the 
combination of strong and weak roads 
into a “limited number of systems” of 
approximately equal earning power, pre- 
serving competition and existing routes 
of commerce as much as possible. How- 
ever, not a single consolidation of the 
type contemplated by the framers of the 
act was ever carried out, and instead 
of a score of systems, there were in 1940, 
547 operating rail companies in the 
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United States, three-fourths of which 
operated less than 100 miles of line. The 
plan of consolidation announced by the 
commission in 1921 encountered a storm 
of opposition from railroad managements, 
each of which had its own idea of what 
the plan should look like, and when for. 
mally completed in 1929, two months 
after the stock market crash, had little 
chance of becoming a reality. In the 
meantime acquisitions of control were 
taking place which, instead of being re. 
lated to the plan as intended in the 
act, disregarded the principle of or. 
derly union into evenly-balanced sys. 
tems. Much of the consolidation activity 
that occurred in the 1920’s involved q 
struggle by major carriers for control of 
strategic rail properties. This struggle 
characterized by President Willard of 
the Baltimore & Ohio as a “return t 
Harrimanism,” tended to accentuate the 
unevenness in earning power between 
systems, resulting in the payment of ex- 
cessive prices for rail securities, and 
wasted the resources of many important 
carriers. 


The failure of the consolidation pro- 
visions of the act of 1920 to achieve the 
results intended by its authors may be 
ascribed largely to the failure of Con- 
gress tO give the Interstate Commerc 
Commission powers adequate to the task 
Lacking authority to compel consolida- 
tion, the Commission delayed, vacillated 
and permitted the competitive rail sit- 
uation to escape its control. The Com- 
mission stood by helpless as_ holding 
companies were established to acquire in 
haste and with little regard for cost 
choice railroad properties, and to cap- 
italize in advance upon any gains which 
might result from consolidation. Some 
years later a similar lack of authority 
plagued the Federal Coordinator of 
Transportation in his efforts to eliminate 
excessive waste and duplication of rail- 
road facilities as he was directed to doin 
the emergency transportation act of 1933. 


Complaint in Depression Years 


During the depression years the com- 
plaint was frequently made by the rail- 
roads that the Commission’s 1929 plan 
prevented rather than promoted con- 
solidation. This complaint was substan- 
tially without foundation, however, for 
the Commission never adhered strictly 
to its plan and did not hesitate to ap- 
prove a unification at variance with the 
plan when it considered it in the public 
interest to do so. Still, a plan with no 
way of carrying it out has little use, and 
in order to eliminate every possible ob- 
stacle to voluntary consolidation, in 1940 
Congress changed the law so as to pel- 
mit acquisitions of control, leases, 0 
other forms of consolidation, to be made 
without any reference to a plan. 


The consolidation provisions of the 
act of 1940 bore little resemblance 
previous policies or policy recommenda- 
tions. The Federal Coordinator of Trans- 
portation, set up by Congress to [4 
tionalize the American railroads, had 
gone beyond the Commission’s concept 
of a “limited number of systems” by 
studying the merits of a seven-system 
consolidation plan—the Prince Plan— 
and had asked that that consolidation 
be made mandatory. In 1938 the Com- 
mittee of Three, consisting of Com 
missioners Eastman, Splawn and Ma 
haffie, had recommended to President 
Roosevelt the establishment of a Fed- 
eral Transportation Authority to pro 
mote consolidation and coordination. 
Later in 1938 the Committee of Six, com- 
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d of three representatives of rail 
management and three railway labor 
executives, had called for the formulation 
of a national transport policy and the 
creation of an independent Transporta- 
tion Board which, in addition to survey- 
ing the relative economy and fitness of 
carriers, would supervise consolidation. 
Congress followed the latter recommen- 
dations to the extent of stating a na- 
tional policy, but instead of setting up a 
transportation agency with power to deal 
with consolidation, it merely authorized 
the temporary Board of Investigation 
and Research to study unification and 
make recommendations. Largely because 
of lack of funds and time, no report on 
consolidation was ever published by the 
poard during the three years of its ex- 
istence. 

The weak treatment given consolida- 
tion in the 1940 act did not go unchal- 
lenged at the time. Mr. Leslie Craven, 
representing the Railroad Security Own- 
ers Association, criticized the omnibus 
transportation bill during hearings be- 
fore Congress, pointing out that the 
Committee of Six upon whose report 
the bill was largely based, represented 
“simply the hired men” who were in- 
clined to look at consolidation conserv- 
atively and had proposed nothing de- 
signed to reduce excessive operating costs 
due to unnecessary competition and du- 
plication of facilities. Mr. L. A. Jenny, 
testified 
that he was convinced of the “hopeiess- 
ness of entrusting the problem of con- 
sllidation to the railroads alone” through 
a voluntary program. He urged con- 
slidation into a single system, or, as 
an alternative, into six regional sys- 





tems, estimating savings under the first 
arrangement at $750,000,000 to $1,000,- 
000,000 a year, and under the second at 
approximately $500,000,000 a year. Com- 
missioner Eastman told Congress that the 
measure failed to provide any assistance 
in the integration of transport facilities, 
except that it opened the door “a little 
wider” to voluntary action. 


Little Done Under Present Act 


Experience has borne out those who 
thought little would be accomplished 
under the consolidation provisions of 
the present act. Only a few section 5 
applications of any importance have 
been brought before the Interstate Com- 
merce Commission since 1940, and several 
of the most significant proposals have 
been denied. It is true that for four or 
five years the carriers were preoccupied 
with handling record volumes of war 
and post-war traffic, but while the war 
may have postponed plans for expansion 
and combination, it gave the railroads 
an opportunity to improve their cash 
position, capital structures and credit, 
laying the basis for voluntary action to 
combine in postwar” years. Yet there has 
been little activity along this line. 


In several instances the commission 
has merely approved relationships which 
existed before 1940, e.g., the consolidation 
of the Pere Marquette and Chesapeake 
& Ohio in 1947. The Michigan carrier 
had been owned by the G. & O. since 1923 
and its control by C. & O. had received 
the Commission’s approval in 1928. Simi- 
larly, in 1942 the Pennsylvania Railroad 
was authorized to control the Wabash, 
but this control had existed since 1928. 


Only two applications to combine 
under section 5 of the 1940 act are 
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worthy of mention, the proposed acquisi- 
tion of the Florida East Coast by the 
Atlantic Coast Line and the lease of the 
Alton by the Gulf, Mobile & Ohio. Cu- 
riously, both of these cases involve end- 
to-end consolidations of lines emerging 
from reorganization. In 1946 the Atlantic 
Coast Line intervened in reorganization 
proceedings of the Florida East Coast 
with an application to acquire the line. 
The Commission approved the applica- 
tion despite opposition by the St. Joe 
Paper Company, the bankrupt’s former 
owner, on the basis of the close relations 
of the two carriers, and evidence indicat- 
ing that consolidation would facilitate 
the movement of trains, improve service 
to shippers and effect considerable re- 
duction in operating expenses. As a con- 
dition to its approval, the Commission 
required that existing through routes be- 
tween the Florida East Coast and the 
Seaboard and Southern railroads be kept 
open. In February, 1949, however, the 
federal district court at Jacksonville, 
Fla., rejected the plan for reorganizing 
the Florida East Coast and referred the 
proceeding back to the Commission. The 
court specifically questioned the Com- 
mission’s decision to approve merger with 
the Atlantic Coast Line in the absence of 
consent of the debtor, chief stockholder 
of which was the St. Joe Paper Co. The 
Commission had taken the position that 
the insolvency of the debtor was such 
that the stockholders were not interested 
parties. 


In the second case, the Gulf, Mobile & 
Ohio asked to take over the reorganized 
Alton in order to form a new direct route 
from Chicago to the Gulf and to acquire 
better terminals in St. Louis. In approv- 
ing the application, the commission 








sion. Some 












f authority — ———— - - - ee = ae ee 
dinator of 
(0 eliminate 
ion of rail- 
ted to doin 
act of 1933. 


Years 


's the com- 
oy the rail- 
; 1929 plan 
noted con- 
as substan- 
owever, for 
red strictly 
tate to ap- 
ce with the 
1 the public 
an with no 
tle use, and 
possible ob- 
‘ion, in 1940 
» as to pel- 
 Jeases, o 
to be made 
lan. 


ons of the 
mblance to 
commenda- 
or of Trans- 
ress to. ra- 
lroads, had 
n’s concep 
systems” by 
even-system 
nce Plan— 
onsolidation 
8 the Com: 
gs of Com 
n and Ma- 
o President 
of a Fed 
ity to pro 
oor dination. 
of Six, com- 
























distribution-24 hours a day! 


- 


ane 
ae 


-_— 








stop at L. & L. where distribution engineers are constantly developing 






new techniques to speed your merchandise to market, 









in time to anticipate consumer demands. 










* 
Team up with L. & L., Nerve Center of Distribution—on the 






profit—alert 24 hours a day for the welfare of your business 
baby. Write for the new L. & L. distribution brochure. 











"An Informed Traffic Manager means an Informed Transportation Industry.” 


Support Associated Traffic Club Foundation. 






*Reg. U. S. Pat. Off. 







LEHIGH AT NEWARK LEHIGH AT ELIZABETH LACKAWANNA AT JERSEY CITY 


LEHIGH WAREHOUSE AND TRANSPORTATION C0 
LACKAWANNA WAREHOUSE COMPANY, Inc. 


HEADQUARTERS: 98 FRELINGHUYSEN AVENUE + NEWARK 5, NEW JERSEY 






















76 


pointed to the need for another direct 
connection between Chicago and Gulf 
ports, and estimated that the new 3,000- 
mile system would generate more traffic 
than could be attracted by the Gulf, 
Mobile & Ohio and the Alton in separate 
operation. 


Denials of Applications 


The first denial of an important sec- 
tion 5 petition occurred in 1941, when 
the Colorado & Southern, a subsidiary of 
the Burlington, asked to lease the Ft. 
Worth & Denver City. The C. & S. 
claimed that, after the four-year period 
during which labor affected by the pro- 
posal would be protected under the act, 
some $300,000 in annual operating ex- 
penses could be saved. However, a ma- 
jority of the Commission held that there 
would be no benefit from the application 
in the initial four-year period and there- 
after the fate of employes affected by 
the proposed action, and hence econo- 
mies, would be “uncertain and prob- 
lematical.” Mr. Eastman and two com- 
missioners dissented vigorously, pointing 
out that the arguments of the majority 
would apply to any unification contem- 
plating economies in the use of labor. 
They could not agree that the public 
interest required the railroads to retain 
employees they did not need. 


“As experience has amply shown,” 
stated the dissenters, “if any industry is 
subjected to severe competitive condi- 
tions, as the railroads are, any attempt 
to preclude economies in operation will 
in the end reduce rather than increase 
the opportunities for employment in that 
industry. Under such conditions the 
only way to make work is to operate 
with the utmost economy and efficiency, 
not to indulge in waste.” 


Denial of two major post-war applica- 
tions to combine provides further evi- 
dence that the Commission is construing 
its mandate to promote the public inter- 
est through consolidation very narrow- 
ly. The first involves the efforts of 
Robert R. Young to add the New York 
Central to the other properties con- 
trolled by the Allegheny Corporation 
which he heads. Unable to agree with 
Nickel Plate preferred stockholders on 
terms for the absorption of that carrier 
into the Chesaveake & Ohio system, 
Allegheny distributed its Nickel Plate 
holdings to stockholders and acquired 
400,000 shares, equal to a 6 per cent in- 
terest, in the New York Central. Next 
Young and R. J. Bowman, president of 
the C. & O., asked for authority under 
section 20 (a) to serve as directors of the 
Central, to vote the stock held by Al- 
legheny, and for a finding that “affilia- 
tion” of the Central with the C. & O. 
would accord with the public interest. 
No application was made under section 
5, petitioners asserting they were not 
sure of control, but considerable evi- 
dence was introduced to show that the 
two railroads were complementary rather 
than competitive, and that they would 
form a well-balanced system capable of 
offering effective competition to the 
Pennsylvania-Norfolk & Western-Wa- 
bash combine. Applicants contended the 
C. & O. would strengthen the New York 
Central financially and that the Alle- 
gheny management, which the Commis- 
sion had termed able and efficient in a 
previous decision and which had insti- 
tuted numerous’ railroad “reforms”, 
would improve the Central’s operations 
and finance. 


The Commission held, however, that 
to permit the proposed inter-locking di- 








rectorships would prejudice independent 
action by the two companies and restrict 
competition between them. It held that 
the application bipassed section 5 and 
that, in the absence of such an applica- 
tion, evidence as to benefits of unify- 
ing the two properties was irrelevant. 
Nevertheless, the Commission went into 
many of applicants’ statements as to 
purported benefits of “affiliation” of the 
C. & O. and Central critically and suf- 
ficiently to indicate that, while the way 
had been left open for a section 5 appli- 
cation, the Commission was unlikely to 
approve unification. Given _ especial 
weight by the Commission was the con- 
tention of the Virginian, sole rail inter- 
venor in the proceeding, that association 
of the Central and the Chesapeake would 
divert from the Virginian traffic handled 
jointly with the Central over the Deep- 
water, W. Va., Bridge. 


Burlington-Santa-Fe Case 

In another interesting and significant 
action, the Burlington and Santa Fe 
agreed to lease the Kansas City branch 
of the Alton, acquired in 1945 by the 
Gulf, Mobile & Ohio, with the latter re- 
taining trackage rights over the line. 
The proposed action permitted the Bur- 
lington to shorten its line between Kan- 
sas City and Chicago and gave the 
Santa Fe a long-sought-after entrance to 
St. Louis. At hearings before the Com- 
mission the Gulf carrier stated that, in 
addition to receiviing a yearly rental of 
$330,000, it would be saved maintenance 
expenses estimated at $667,000 annually 
as well as large capital expenditures re- 
quired to rebuild the Kansas City 
branch. These expenditures would in- 
stead be borne by the Burlington and 
Santa Fe under a $9 million improve- 
ment program. Witnesses for the Santa 
Fe and Burlington presented evidence 
to show that passenger service between 
Kansas City and St. Louis would be 
speeded up, that freight service between 
these points would be improved, that car 
delays at Kansas City would be reduced, 
and that freight and passenger move- 
ments would be expedited by single-line 
service between the west coast and St. 
Louis. 


In an 86-page decision a majority of 
the commission swept aside applicants’ 
claims as to benefits of this proposal and 
denied the petition on the grounds that 
competing railroads in the area would 
lose traffic. Although only four of the 
western competitors of the Santa Fe and 
Burlington had protested the application 
—the Missouri Pacific, Rock Island, 
Frisco and Cotton Belt—the commission 
observed that, in contrast to applicants’ 
earnings and dividend records, protes- 
tants had in the past been unable to pay 
dividends or even meet fixed charges 
and that three of the protesting roads 
had recently been reorganized, while the 
Missouri Pacific had yet to complete re- 
organization. Although there had been 
considerable dispute about the probable 
extent of traffic diversion from protes- 
tants, the commission thought that the 
diversion would be substantial and might 
lead to abandonments of line and facil- 
ities in the southwest. 

To this position Commissioner Ma- 
haffie, joined by Commissioners Splawn 
and Miller, took strong exception. He 
pointed out that the chief test in de- 
ciding a section 5 application was the 
public interest in an economic and effici- 
ent transportation system and believed 
the petition met this test. Commissioner 
Mahaffie could not agree that the pros- 
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pects of diversion were such as to jcop- 
ardize service in the southwest, and 
further stated: 

The reasoning of this report, if applieq 
generally, would pretty much freeze the 
railroad plant. If it had been applied two 4]] 
transportation as of, say 1920, it would 
have prevented the entry of motor carriers 
and perhaps the air carriers into the trans. 
portation field. It is not, as I see it, in ac. 
cord with the principles of the act which, 
as indicated above, are intended to promote 
adequacy and efficiency of transportation 
service for the benefit of the public. 


What the Figures Show 


The meager accomplishment of ow 
consolidation policy is attested by the 
following figures. At the end of 1946 
there were 513 rail companies in the 
United States operating 227,599 miles of 
line. Of this number 375, or 73 per cent, 
operated less than 100 miles of road and 
223, or 43 per cent, less than 25 miles of 
road. There were 138 companies operat- 
ing more than 100 miles of line as 
against 144 in 1940. 


Combination has developed to a 
greater extent in the south and west 
than in the east, since the average of 
miles operated by Class I carriers at the 
close of 1946 was 1,491 miles in the south, 
2,470 miles in the west, and only 1,076 
miles in the east. The multiplicity of com- 
panies, terminals, shops and other facil- 
ities, leading to excessive duplication of 
plant and preventing efficient use of 
technology, has been a major factor in 
the declining earning power of eastern 
roads relative to those in other parts of 
the country. As an example of waste, 
the Port of New York Authority recently 
reported that nine railroads maintained 
104 facilities within a few miles of each 
other on the New Jersey side of the 
Hudson River. The Authority declared 
that if freight moved through consoli- 
dated terminals, there would be greater 
efficiency in movement, a reduction in 
terminal costs and a release of useful and 
expensive property now occupied by du- 
plicate facilities. This kind of situation 
exists in many metropolitan areas in 
the east, though perhaps not in such a 
spectacular fashion as on the New York 
waterfront, and at some southern and 
western points. 

While the opposition of labor has been 
instrumental in blocking one important 
application under the present law, it 1s 
not at present a major obstacle, for the 
provision of the transportation act that 
required the interest of labor to be pro- 
tected in a given unification, while it 
tends to postpone the realization of econ- 
omies does not prevent them. Should 
widespread unemployment appear, how- 
ever, labor opposition to consolidation 
might become intensified and lead to ad- 
verse decisions on individual applica- 
tions. 


















































































Protection of Weak Roads 


The attitude of the Interstate Com- 
merce Commission represents a barrier 
to consolidation under the present law 
primarily because of the emphasis which 
the Commission has given to the protec- 
tion of weak roads. The Commission 
has shown an increasing tendency t 
subordinate the public interest in ef 
ficient and economic transportation, the 
first and dominant consideration in na- 
tional policy, to the maintenance of a2 
existing competitive balance which, } 
disturbed, might adversely affect weak 
carriers through traffic diversion. As 
Commissioner Mahaffie pointed out 2 
the Burlington-Santa Fe applicatiot, 
this attitude tends to freeze the railroads 
competitive situation, preventing the 
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more effective rivalry and greater ef- 
ficiency of larger and better integrated 
systems. Since Division 4 of the Com- 
mission, in addition to consolidations, 
handles reorganizations under section 77 
of the bankruptcy act and has the re- 
sponsibility in such cases for the for- 
mulation of a plan which will permit 
the reorganized company to meet its 
fixed charges under ordinary levels of 
business, this division acquires, and im- 
parts to the Commission, a paternal in- 
terest in reorganized roads. There is 
thus a marked unwillingness on the part 
of the Commission to allow the earning 
power of one of the reorganized carriers, 
whose weaknesses are generally chronic, 
to be further impaired as the result of 
consolidation, especially if the consoli- 
dation is proposed, as it usually is, by a 
strong road. 

The Commission faces a serious handi- 
cap in the fact that it functions in con- 
solidation cases as a court and its judg- 
ment applies only to the parties and is- 
sues before it in a given proceeding. If 
Road A has asked for authority to con- 
trol Road B, and Road C intervening 
claims that it would be injured if con- 
trol is permitted, the Commission must 
decide the case as between these parties 
on the basis of the evidence presented 
in the record. It may feel that the com- 
bination of A and B would be desirable 
and that C’s situation could best be 
taken care of by consolidation of C with 
Road D. But Road C is not a party to 
the proceeding and the Commission has 
no authority to bring D into the case 
or even to initiate conferences aimed at 
bringing about the desired consolidation. 
There is of course no power given to the 
Commission to compel consolidation, nor 
does the Commission have a plan that 
would indicate, if systems AB and CD 
were consummated, what associations of 
other lines in the affected area would 
be appropriate. 


Administrative Agency Proposed 


The need for an administrative agency 
backed up by an adequate delegation of 
federal authority is clearly indicated. 
Such an agency would provide a pro- 
pulsive force to consolidation which is 
now lacking. In the formulative stages 
this agency would find ways of settling 
differences of opinion and obtaining the 
co-operation of railroad managers, se- 
curity holders, rail labor, and other 
interested parties by expert negotiation 
and persuasion, using compulsion only 
when necessary to carry out its objective. 


In this writer’s opinion it would be 
possible to overcome the resistance of 
labor to consolidation either by a con- 
tinuance of the protection that now ex- 
ists in the transportation act, by a pro- 
gram of dismissal pay, or by forming a 
national labor pool, with first claim to 
railroad job vacancies given to men dis- 
placed by consolidation. 


To be effective, consolidation must not 
only be promoted by administrative ac- 
tion with the co-ordinating agency hav- 
ing powers of enforcement, it must also 
be carefully planned. Experience under 
the transportation act of 1920, far from 
proving that a consolidation plan was 
not required, proved exactly the reverse. 
The fault of the commission’s plan lay 
not so much in the details of its execu- 
tion as in the fact that it could not be 
enforced. Unquestionably the twenty-one 
systems mapped in the commission’s 1921 
plan represented an improvement over 
the situation existing at that time and 
over the situation today, which finds 513 
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rail companies still operating in competi- 
tion with each other and with newer 
forms of transportation that have re- 
duced the railroads’ share both of freight 
and passenger traffic. If, subsequent to 
1921, it had been determined that ten. 
or seven, or even fewer systems were re- 
quired in order to obtain greater econ- 
omy and efficiency, a reduction in 
systems could have been readily 
achieved. It was amply demonstrated 
under the act of 1920 that, if they have 
the option, rail executives will seek to 
take over the choicest lines, leaving weak 
and undesirable pieces of property litter- 
ing the countryside. Such a process re- 
sults in uneconomic groupings of rail- 
way properties, the dissipation of finan- 
cial resources in competitive bidding for 
select roads, and an increasing unbalance 
in the strength of rail systems. By con- 
trast, a national plan based upon prin- 
ciples laid down by Congress and backed 
up by a clear assertion of governmental 
authority is the best means of ensuring 
a rationalization of the railroad plant 
which will be orderly, effective, and in 
the interest both of the industry and the 
public. 


Consolidation Neglected 


Confronted in the postwar period with 
higher labor and material costs eating 
into revenues, the railroads have met the 
situation in two main ways: (1) invest- 
ment in new technology and (2) success- 
ful appeals for higher rates. Over a 
longer period progress has been made 
in the reduction of debt and fixed 
charges by the majority of roads, especi- 
ally by those which have undergone re- 
organization. But consolidation, a means 
of reducing operating expenses as well as 
fixed charges and producing better serv- 
ice for the public, has been largely neg- 
lected, and neglected at a time when 
economic conditions were propitious and 
the prospect of a recession later carried 
an ominous threat to railroad stability 
and private ownership. Moreover, the 
failure to consolidate has detracted from 
the advantages of new technology, first 
because many improvements, e.g. diesel 
locomotives, may not be used to fullest 
extent because of short runs and a mul- 
ticiplicity of terminals—a situation par- 
ticularly characteristic of the east—and 
second because intensive investment in 
plant by individual companies tends to 
accentuate excess capacity and to aug- 
ment the waste inherent in duplication 
of plant. 


It is unreasonable to expect railroad 
management of its own initiative to 
bring about the degree of integration re- 
quired today. Nor can this objective 
be achieved through the Interstate Com- 
merce Commission with its conserva- 
tism, judicial character and limited pow- 
ers. 


For nearly thirty years the nationa! 
policy has favored rail consolidation. 
Every President from Wilson through 
Truman has advocated consolidation in 
messages to Congress, yet Congress has 
so far failed to enact legislation appro- 
priate to the carrying out of a compre- 
hensive and effective consolidation pro- 
gram. 

Revised Law Urged 

A revision of our transportation stat- 
utes is required which will establish ma- 
chinery adequate to accomplish consoli- 
dation. Such machinery should include 
these three major items: (1) Creation 
of a Federal Transportation Authority 
(or Department of Transportation) to 
supervise the consolidation of the na- 
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tion’s railroads into from four to ten 
large systems, members of this Author- 
ity to be appointed by the President with 
the consent of Congress. It would be 
desirable that this agency also be given 
power to co-ordinate the various types of 
transportation. (2) Preparation by the 
Authority of a plan of consolidation 
which would consider the merits, not just 
of regional, but also of coast-to-coast 
systems. The Authority should have 
power to approve proposals for consoli- 
dation submitted by the carriers and to 
formulate its own plans where the par- 
ties cannot agree. The deadline for the 
presentation of plans to the Authority 
should be eighteen months, and for the 
promulgation of the final consolidation 
plan, two years from the date of enact- 
ment of the legislation. (3) Delegation 
to the Authority of power to compel ad- 
herence to the final consolidation plan. 


Hoover Recommendations 


In its recent report on the regulation 
of transportation by government, the 
Hoover Commission recommended that 
certain “executive functions” of the In- 
terstate Commerce Commission, the Civil 
Aeronautics Board and the U. S. Mari- 
time Commission be transferred to the 
Department of Commerce. In order to 
improve overall planning and coordina- 
tion of our transportation system, the 
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A.A.’s Air Freight Service 


Direct air freight service from San 
Francisco to other major cities of the 
United States was inaugurated March 30 
by American Airlines, according to Rich- 
ard W. Baker, San Francisco district 
sales manager. Utilizing DC-4 “air- 
freighters,’ American is offering daily 
flights five days a week, Monday through 
Friday, from the Bay Area to the south- 
west and the Atlantic seaboard, provid- 
ing shippers with “first-day” delivery 
of their products to distant markets, Mr. 
Baker states. The planes depart from 
the San Francisco municipal airport 
at 9:30 p.m., providing direct service to 
Dallas, Memphis, Nashville, Washington, 
D.C., and Philadelphia, and terminating 
the run at Newark airport at 9:30 p.m. 
the following evening. For pick-up or 
delivery of shipments totaling 1,000 
pounds, the plane will also make a flag 
landing at Oklahoma City. 

In addition to service to the cities at 
Which the local “airfreighter” will land, 
American will be able to provide fast 
delivery to Chicago, St. Louis, Detroit, 
Cleveland and 10 other major cities of 
this country through connecting sched- 
ules, according to Mr. Baker. 


Air Test of Cargo ‘Bumping’ 


An instrument known as the “ride- 
Tecorder”, developed to test the amount 
of bumping and jolting sustained by 
cargo during shinment by truck, rail 
and air, was recently tested for the first 





commission would also have Congress 
charge the Secretary of Commerce with 
the task of developing general route pat- 
terns for land, sea and air carriers. In 
addition, the Secretary of Commerce 
would testify before the regulatory agen- 
cies on applications involving route 
changes and could, on his own initia- 
tive, recommend changes in routes for 
consideration of the appropriate regu- 
latory body. These proposals of the 
Hoover Commission recognizes that the 
several commissions regulating trans- 
portation have failed to plan suitably for 
the various enterprises under their juris- 
diction and that overall transport coor- 
dination is essential. For the purpose of 
developing a properly planned railroad 
system, however, the powers which it is 
proposed to give to the Secretary of 
Commerce are inadequate, for the Sec- 
retary still must come before the Inter- 
state Commerce Commission on matters 
affecting consolidation and there is as 
yet no authority vested in either the 
Secretary of Commerce or the Commis- 
sion to ensure that any plan of consoli- 
dation which is worked out on paper can 
be realized in practice. If any substantial 
contributions which consolidation can 
make to an economic and efficient rail- 
road system are to be realized, legislative 
technology adequate to the purpose must 
be developed. 
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time in the air, aboard a DC-3 aircraft 
of Trans World Airline on a round trip 
flight from Mansfield, O., via Burbank, 
Calif., and Newark, N.J., according to a 
T.W.A. report. 

Produced by the Westinghouse Electric 
Corporation, in cooperation with the 
“safe transit” program of the Porcelain 
Enamel Institute, Washington, D.C., the 
ride-recorder successfully registered 
horizontal and vertical jars and vibra- 
tions, said T.W.A., adding: 

“Data derived from the tests is being 
used to inform shippers how to package 
their goods sa they can withstand to- 
day’s normal transportation shocks. 
Responsibility for shipping damage, it 
has been found, can be divided in many 
cases among the manufacturer, the 
carrier and other handlers at points 
between the production line and the 
consumer... 

“Arrangements for T.W.A.’s partici- 
pation in the program were made through 
Air Cargo, Inc., the scheduled airlines’ 
association for the forwarding of air 
cargo.” 
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Chronology of Railroads 


A “Chronology of American Railroads 
Including Mileage by States and by 
Years,” a new publication which re- 
places “Growth of Railway Mileage,” 
one of the items in its railway informa- 
tion series, has been issued by the Asso- 
ciation of American Railroads. 

_ The new booklet contains the same 
information (revised) as the earlier one 
—that is, tabulated statistics on the 
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United Van Lines 
*SANITIZED vans 
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See classified phone book 
or your United agent. 


Uj nited VAN LINES, Inc. 
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WANTED.... 


TRAINED MEN to answer 


TRAFFIC 
QUESTIONS 


Business firms need traffic trained men 
—executives skilled in the technique 
of traffic management. ; 


This can spell opportunity for you 
as it has for hundreds of today’s traffic 
managers who followed LaSalle’s 
Problem Method of Traffic Manage- 
ment training. LaSalle traffic training 
has been formulated by experienced 
traffic men—is recognized as an au- 
thoritative guide to traffic careers. 


i 4 


Here’s why— 


You Learn by Doing 


Suppose you could work every day 
under the personal supervision of an 
expert traffic manager—solving easy 
problems at first, then more difficult 
ones. With his advice, you’d soon mas- 
ter them all. 


That’s what LaSalle’s Problem 
Method gives you. You learn by doing 
—by solving the very problems you 


must face as a traffic manager. The 


training is based on practical material - 


compiled and reviewed by 175 of the 
country’s leading traffic executives— 
authorities in the field. 


Men just like you are advancing 
rapidly—earning better jobs and more 
money—with the 
aid of LaSalle. Per- 
haps you can, too— 
and the first step is 
to fill in the coupon 
and mail it NOW. 


LASALLE extension university 
A Correspondence Institution 


417 S. Dearborn St. Dept. 495-TA Chicago 5, Ill. 


Please send me, free of all cost or obligation, 
your 48-page illustrated book, and the facts about 
your training for success in Traffic Management. 
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* 
Covered and open storage 
. 
Complete mechanical 
equipment 
° 


Grain Elevator and 
Cold Storage 


PORT OF TACOMA 
P. O. Box 1612 @ Tacoma, Wash. 


Cable “Portacoma” 


Industrial sites available for lease or sale 
et very reasonable rates. Served by four 
trans-continental rail lines. Electric power 
and water services at low costs. 


Serving 
BERMUDA « VIRGIN ISLANDS 
HAITI © DOMINICAN REPUBLIC 

TRINIDAD 

BRITISH WEST INDIES 
FRENCH WEST INDIES 
NETHERLANDS WEST INDIES 
BRITISH GUIANA 
FRENCH GUIANA 
NETHERLANDS GUIANA 
VENEZUELA 


ALCOA STEAMSHIP COMPANY, Inc. 


1408 Chicago Title & Trust Bidg. 
Chicago 2 Randolph 4730 


BALTIMORE 2, MD.: 710 Garrett Bidg. 
CLEVELAND 13, OHIO: 818 Standard Bidg. 
DETROIT 26, MICH.: 1021 Lafayette Bidg. 
KANSAS CITY 6, MO.: 809 Dwight Bidg. 
LOS ANGELES 14, CAL.: 108 W. Sixth St. 
MOBILE 9, ALA.: 500 N. Commerce St. 
MONTREAL 1, CAN.: 276 St. James St. W. 
NEW HAVEN, CONN.: 956 Chapel St. 
NEW ORLEANS 16, LA.: 1 Canal Street 
NEW YORK 4, N. Y.: 17 Battery Place 
NORFOLK 10, VA.: 621 Citizens Bank Bidg. 
PITTSBURGH 2, PA.: 527 Park Bidg. 

ST. LOUIS 2, MO.: 1203 Landreth Bidg. 
SAN FRANCISCO 11, CAL.: 420 Market Street 
TAMPA 1, FLA.: 209 Franklin Street 
TORONTO 1, CAN.: 16 Temperance Street 
WASHINGTON 6, D. C.: Ring Building 
WINDSOR, ONT.: Douglas Bidg. 
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growth of railroads—but, in response to 
demand for information of the sort. 
there have been incorporated, and given 
major emphasis to, chronological data 
on the history of American railroads. 


1948 Annual Review of | 
Transport Developments 


Ready for Distribution 


, The Traffic Service Corporation, pub- 
lisher of Traffic World, has published a 
book, “Transportation in 1948.” 


It is a running account of the more 
important developments in the regula- 
tion of transportation in 1948, including 
the vital statistics of the industry, de- 
signed as a quick reference work for the 
student of transportation, the legislator, 
the traffic manager, the practitioner, and 
others who may need to have their mem- 
ories refreshed or their attention di- 
rected to the key happenings of the year 
as they affected transportation. 


The book has 214 pages, and a gener- 
ous index of the material. 


It has nine main sections: At the 
Threshold of 1948 (a quick look at 
transportation matters as they stood at 
the beginning of the year), followed by 
sections on Rail Carriers; Motor Car- 
riers; Freight Forwarders; Water Car- 
riers; Air Carriers; Transportation La- 
bor; Legislation; and General Develop- 
ments. 


An introduction to the book says it 
contains “a review of the major develop- 
ments in the regulation of transporta- 
tion in 1948. Thus, it includes legisla- 
tive action, reviews of proceedings 
decided by the regulatory agencies, the 
Interstate Commerce Commission, the 
Civil Aeronautics Board, and the United 
States Maritime Commission, and court 
decisions, together with significant 
statements on transportation matters by 
those who, because of their position in 
government or in the industry, speak 
with authority.” 


It is intended, the publisher says, to 
be the first of a series of handy review 
volumes to be compiled by the editorial 
staff of Traffic World. The price of the 
book is $4, cloth bound. 


HIGHWAY 


Ways Suggested to Bring 
Down Ratio in Trucking 


Transportation Cost 


In the war years, and immediately af- 
terwards, the costs of transportation 
constantly increased, but so did com- 
modity prices, so that the percentage of 
transportation costs to sales were quite 
favorable, according to J. N. Bauman, 
vice-president of White Motor ©0, 
Cleveland. However, Mr. Bauman said 
that conditions had recently changed, 
in that prices had been declining steadily 
and yet transportation costs were not 
decreasing but were still increasing. 

“The only offset to bring this ratio of 
transportation cost in per cent of sales 
down to the one we have enjoyed during 
the past years,” he asserted, “is in better 
and more efficient operation.” 


Mr. Bauman suggested that truck own- 
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ers check the following four points about 
their operations: 

Seek to obtain more efficient operation 
of transportation equipment, through 

etter routing. 

Strive for precious scheduling of truck 
or tractor-trailer loads so that the driv- 
er’s time is used to the maximum ad- 
vantage. 

Assure that the equipment is depend- 
able, by purchasing equipment that is 
big enough and that has been engineered 
to fit exactly the work that is to be 
done. Then give the equipment accurate 
preventive maintenance. 

Take care in selecting drivers who 
have the proper characteristics for the 
job. 

“We should give consideration,” said 
Mr. Bauman, “to the fact that we are 
entrusting to the driver’s care a piece 
of equipment valued at $7,000 to $8,000, 
plus a very expensive cargo, with no su- 
pervision from the time he leaves the 
warehouse until he returns. It calls for 
a much more dependable and better- 


trained man than a job where he is 
under direct supervision at all times.” 





Maryland Truckers’ Meeting 


The annual dinner meeting of the 
Washington County Chapter of the 
Maryland Motor Truck Association will 
be held April 27, at 6:30 pm., in the 
Franklin Court Auditorium, Hagerstown, 
Md., F. J. Cave, general manager of 
Masser Motor Express, Hagerstown, and 
chairman of the chapter’s publicity com- 
mittee, has announced. The speaker 
will be Jack Mayor, of Paducah, Ky. The 
chapter anticipates an attendance of ap- 
proximately 450. State and city govern- 
ment officials as well as officials of the 
Maryland Motor Truck Association and 
the American Trucking Associations, 
Inc., Washington, D. C., have been in- 
vited. Amos C. Baer is president of the 
chapter and Roger O. Charlton is gen- 
eral banquet chairman. 


WATER 


Huge Copper Cyclotron Coils, Barred 
From Highways, Get Long Water Haul 


When two 92-ton copper cyclotron coils 
from Brooklyn, N. Y., where they were 
built, arrived at Carnegie Institute of 
Technology’s Nuclear Research Labora- 
tory at Saxonburg, near Pittsburgh, Pa., 
April 3, a unique chapter in transporta- 
tion history was closed, according to the 
Dravo Corporation. 

The coils left Brooklyn January 17 
and arrived at Kittanning, Pa., March 4. 
Movement of the coils from that point 
to Saxonburg was delayed pending com- 
pletion of arrangements to permit final 
shipment by highway. The transporta- 
tion of the coils was completed April 3. 
The R. R. Shubert Co., heavy haulers 
and riggers, of Butler, Pa., handled the 
unloading and highway transportation. At 
one time the Pennsylvania State High- 
way Commission demanded a $100,000 
bond against possible highway damage, 





but this was finally reduced to $50,000. 
State police cleared the highway between 
Kittanning and Saxonburg and thousands 
lined the highway to observe the move- 
ment. 

“Twenty feet in diameter, the magnet 
coils were too wide for railroad flat- 
cars,” said the corporation. “Pennsyl- 
vania highway officials refused to permit 
the shipment to be made (across Penn- 
sylvania) on state highways. The equip- 
ment could not be dismantled for 
piece-meal transportation because of its 
design. 

“The problem was solved by using a 
river barge, operated by Union Barge 
Line Corporation, to move the coils some 
2000 miles from New Orleans up the 
Mississippi, Ohio and Allegheny Rivers 
to Kittanning, Pa., where they were load- 
ed on two large trailer trucks for the 33,- 





Here the cyclotron coils in the hold of the Union Barge Line barge are shown being inspected at Dravo 


Insti 


Tporation’s Neville Island shipyard by (left to right) James A. Thompson, researc 


assistant, Carnegie 


tute of Technology; Stanley R. March, public relations director, Carnegie Tech; J. Harvey Coleman, 


sines manager of the Cyclotron Project, Carnegie Tech, and Louis J. Sparvero, Pittsburgh representative 
of the Office of Naval Research. 
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mile trip to Saxonburg. The coils had 
been shipped from New York to New Or- 
leans by a Seatrain vessel. 

“Transfer of the coils from the steamer 
to the barge was accomplished by two 
100-ton cranes. The coils, crated with 
metal and heavy timber, were blocked up 




















Route of the 3700-mile ocean and river journey 
from Brooklyn, N. Y. for the two 92-ton atom- 
smashing cyclotron coils is shown on this map. 


so chains could be slipped under them 
for hoisting. The blocking also helped 
spread the weight of the coils over the 
floor of the barge. 

“Union’s towboat, Pennsylvania, moved 
the 35-foot wide, covered hopper barge 
carrying the coils from Belle Chasse, La., 
near New Orleans, to Dravo Corpora- 
tion’s shipyard at Neville Island, Pa. 
There, physicists from Carnegie Tech 
and representatives of the Office of Naval 
Research inspected the units. 

“Although movement of the unusual 
cargo aroused great public interest, 
Union Barge Line officials said no diffi- 
culty was experienced in maneuvering 
the large barge through Ohio River 
locks and around tough Mississippi River 
bends with the Diesel-powered towboat, 
Pennsylvania. ‘It was just routine,’ a 
Union spokesman said. The barge was 
nested in a fleet of other barges. 

“Carnegie’s 400-million volt synchro- 
cyclotron, being built at a cost of more 
than 1% million dollars, is expected to 
be in operation for atomic research 
sometime next year. The two giant cop- 
per coils will be installed on the cyclo- 
tron magnet frame which already has 
been assembled at the Saxonburg re- 
search center.” 





Port of Baltimore Program 


The expanded Port of Baltimore pro- 
motion program of the Association of 
Commerce has moved forward with the 
appointment of Joseph L. Stanton as 
director of the Export and Import Bu- 
reau and the official opening of the new 
port office in Pittsburgh. it is announced 
by Charles S. Garland, president of the 
association. 

The association’s two other port field 
offices, in New York and Chicago, would 
step up their activities and traffic cov- 
erage, through increased budgetary al- 
lotments, said he. 

G. Stewart Henderson, transportation 












director of the association, has also been 
given new responsibilities in connection 
with the traffic aspects of the intensified 
port development plan, under a Ccoor- 
dinated picture of rail, water, motor 
truck and air transportation. 

G. H. Pouder, the association’s execu- 
tive vice-president, has been director of 
the Export and Import Bureau since 
1926, and since 1930 has combined that 
position with his administrative duties 
aS executive vice-president. While con- 
tinuing to supervise the port work, he 
will now concentrate on the administra- 
tive and policy aspects of the associa- 
tion’s growing program in port, indus- 
trial and civic development, and other 
departmental activities. Mr. Pouder first 
entered Baltimore port development 
work in 1920, with the former Export 





Claude W. Jacob, vice-president-secre- 
tary of American Airlines, has been 
named assistant to the airline’s presi- 
dent, C. R. Smith, in addition to his 
vice-presidential duties. He has trans- 
ferred his headquarters from Washington 
to the company’s general office in New 
York, but will continue to be responsible 
for the Washington office, which includes 
supervision of the airline’s contact with 
the federal government and other mem- 
bers of the air industry through the Air 
Transport Association. William H. Hipple 
has been appointed western regional di- 
rector of public relations for American 
Airlines, with headquarters in Los 
Angeles. He was formerly southern re- 
gional director for the company. 

* oo * 


H. W. Morrison, former Ohio state 
senator, spoke on “How Laws Are Made” 
at the March meeting of the Cleveland 
(O.) Chapter of the Delta Nu Alpha 
Transportation Fraternity. A. J. May- 
worth, vice-president of Commercial 
Traffic Co., presided. The chapter will 
be host at the Hotel Allerton June 4 
and 5 for the National board meeting 
of Delta Nu Alpha. A. H. Brown, trans- 
portation commissioner and commerce 
counsel, Cleveland Chamber of Com- 
merce, will address the national gather- 
ing on June 5. 

« . * 

Edward C. Sweeney, of Chicago, for- 
mer member of the legal staff of the 
Civil Aeronautics Board and now pro- 
fessor of law, Northwestern University 
School of Law, specializing in trans- 
portation law, has been named con- 
sultant to the Senate interstate and 
foreign commerce committee. 

* * * 

Admiral DeWitt C. Ramsey, retiring 
commander in chief of the Pacific 
Fleet, U.S. Navy, has been elected presi- 
dent of the Aircraft Industries Associa- 
tion of America, Inc., Washington, D.C. 
He will take over the new post July 1 
from Oliver P. Echols. Mr. Echols re- 
tired as general manager of the associa- 
tion on February 1 to become chairman 
of the board of Northrop Aircraft, but 
has continued as president pending elec- 
tion of a successor by the A.I.A. board. 
Captain Leland D. Webb, vice-president 
of the association, who has been serving 
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and Import Board of Trade, one of the 
association’s predecessor organizations. 

The Pittsburgh office will be headed by 
Harry E. Zwinggi, a native of Pittsburgh 
and former secretary of the World Trade 
Council of the Pittsburgh Chamber of 
Commerce. His title will be “Tri-State 
Representative”, and his solicitation terri- 
tory will include Ohio and West Virginia 
as well as Pennsylvania. 

Mr. Stanton, the new director of the 
Export and Import Bureau, for the past 
14 months has been executive director 
of the Maryland Public Expenditure 
Council. Preceding that post he was for 
two years aviation director of the As- 
sociation of Commerce, during which 
time he established the organization’s 
Aviation Bureau and was in close con- 
tact with the port work. 






as acting general manager since Feb- 
ruary 1, will return to Los Angeles to 
resume his post as manager of the west 
coast office of the association when re- 
lieved by Admiral Ramsey. 

oo cd 7 


T. J. Kane has been promoted from as- 
sistant superintendent to superintendent 
of the Tacoma division of the Northern 
Pacific Railway, succeeding I. P. Iversen 
who retired March 31 under the com- 
pany’s pension rules after nearly 40 
years of service. 

* * * 

William B. Hanrahan, industrial agent 
of the Lackawanna Railroad, retired 
March 31 after 53 years of railroad 
service, 29 of which were with the Lacka- 
wanna. In World War I, he was with 
the U.S. Railroad Administration, Wash- 
ington, D.C., assigned to the Shipping 
Board and later to the War Department, 
in the purchase, storage and traffic di- 
vision. L. E. Tenney, formerly general 
agent for the Lackawanna at Cleveland, 
has been named manager of commercial 
development in New York and J. A. Cor- 
coran has been promoted from industrial 
department representative to industrial 
agent. 

* ” - 

E. R. Oliver, of Washington, vice- 
president in charge of traffic for the 
Southern Railway System, will address 
the Delta Nu Alpha transportation fra- 
ternity at the University of Tennessee, 
April 15, Professor William Way, Jr., 
head of the university’s department of 
transportation and public utilities, has 
announced. Mr. Oliver will speak at 
the chapter’s. annual banquet in the 
Highlands Grill. Herbert Qualls, Sr. 
assistant director of the Commission’s 
Bureau of Motor Carriers, Washington, 
D.C., visited the university’s transporta- 
tion March 28 and spoke to students on 
the regulation of motor carriers with 
respect to trip leases and interchange of 
equipment. 

* * 

William L. Taylor has been .promoted 
from assistant freight traffic manager 
to assistant to the vice-president of the 
Southern Railway System at Wasling- 
ton, D.C., succeeding S. R. Goodman who 
is temporarily assigned to the Ra’ way 
Express Agency national comm ‘tee. 
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Carl W. Dilli, who has been assistant to 
the freight traffic manager at Washing- 
ton, succeeds Mr. Taylor in his former 
position, while John S. Martin, chief 
clerk to assistant vice-president (traffic), 
at Washington, assumes the position of 
assistant general freight agent there. 
*€ + = 


E. A. Russell, heretofore general agent 
for the Grand Trunk-Canadian Na- 
tional’ Railways, New York City, has 
been appointed general agent, with head- 
quarters in Toledo, O., succeeding W. F. 
Schroeder, retired. 

+. * * 

J. F. Casey has been named commer- 
cial agent, at Denver, Colo., for the Mis- 
souri Pacific Lines, succeeding A. E. Up- 
ton, deceased. 

* » 

Colonel C. F. Payton, executive direc- 
tor of the Army Transportation Associa- 
tion, was recently presented with a 
plaque on becoming a member of United 
Air Lines’ 100,000 Mile Club—a club 
made up of veterans of more than that 
number of miles of air travel via com- 
mercial air lines. The presentation was 
made by Clyde D. Doran, United’s dis- 
trict traffic and sales manager in Wash- 
ington. 

+. ” * 

Joseph J. Miller, now general traffic 
manager for the North Atlantic and 
Gulf Steamship Co., Inc., will become 
the company’s vice-president in charge 
of traffic, effective April 15, succeeding 
Roscoe M. Greene who will retire on that 
date after having served 45 years in the 
shipping industry at New York. Mr. 
Greene joined his company on Septem- 
ber 15, 1934, after having been associated 
with the Munson Steamship Line. 
Richard J. Dobbins, assistant traffic 
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manager of the company, will assume 

the post of traffic manager, and John 

J. Durr will serve as assistant traffic 

manager in charge of solicitation for al! 

Norgulf services. 
*” + * 

A. H. Snider has been appointed gen- 
eral agent, at Detroit, for the Delaware, 
Lackawanna & Western Railroad Co., 
succeeding O. H. Warmbold, deceased. 
Named general agents for the railroad 
are J. D. Given, at Los Angeles; A. B. 
Collins, at San Francisco; and W. A. 
Branning, at St. Louis. W. J. Nolan, 
formerly general agent at St. Louis, has 
been appointed assistant general freight 
agent for the railroad at Chicago. 

~ * . 


R. Leo Esdorn, Jr., has been appointed 
general agent for the Illinois Central 
Railroad, at Houston, effective May 1, 
succeeding Frank H. Webber who will 
retire on that date at his own request. 
Raymond C. Porteous has been named 
general agent for the railroad at Mon- 
roe, La., succeeding Mr. Esdorn in his 
former position. 

* + + 

Benjamin F. Feinberg, former New 
York State Senate majority leader, as- 
sumed duties March 31 as chairman of 
the New York Public Service Commis- 
sion. 

* * * 

The educational committee of the Cen- 
tral New Jersey Chapter of the Delta 
Nu Alpha Transportation Fraternity 
held a mock I.C.C. hearing at a meet- 
ing of the chapter April 6 at Sally’s Res- 
taurant in Highland Park, N.J., for the 
benefit of members unfamiliar with I.C.C. 
hearing procedure. Charles Brockman, 
president of the chapter, presided at the 
meeting. 


Building, Washington 5, D. C. Delay due to mailing to Chicago office often eliminates news 


value. 
week. 
informed as to the club’s activities. 





J. Joseph Brune, assistant manager 
of the Waterman Steamship Corpora- 
tion, was recently elected president of 
the Traffic Club of 
Baltimore, Inc., 
Baltimore, Md., for 
the ensuing year. 
Formerly district 
manager of the 
U. S. Maritime 
Commission, Mr. 
Brune has been en- 
gaged in transpor- 
tation since 192i 
when he _ first 
joined the Pacific 
Mail Steamship Co. 
He has also held 
traffic positions with the Baltimore 
Oceanic Steamship Co., the American 
Export Lines and R. A. Nicol & Co., 
agents of the Quaker Line. Also elected 
were Arthur M. Bastress, traffic man- 
ager, Maryland & Pennsylvania Rail- 
road Co., vice-president; John P. Hupp- 
mann, foreign freight traffic repre- 





J. J. Brune 


Items should reach the Washington office early in the week to assure publication that 
It should be made the duty of someone in the club to keep us adequately and promptly 
Copies of a club’s publication or the notices it sends to mem- 
bers are usually not sufficient, because often they are received too late to be of value. 


sentative, New York Central System, 

secretary; and B. A. J. Howard, passen- 

ger representative, Pennsylvania Rail- 

road Co., treasurer. 
oe * & 

Frank Lockwood, superintendent of 
claim prevention, Rock Island Lines, Chi- 
cago, will discuss “Loss and Damage 
Claim Prevention” and show a film, 
“Transportation Via the Burma Road,” 
at a claim prevention night meeting of 
the Waterloo (Ia.) Transportation Club 
to be held April 20 at the Hotel President. 

a ae cd 


The railroads will be host to the Clear- 
ing-Cicero Traffic Conference, of Chicago, 
at its “Rail Transportation” night meet- 
ing scheduled for April 21. Dr. J. O. 
Christianson, superintendent of the 
School of Agriculture, University of Min- 
nesota, will speak on “Rediscovering 
America.” John Andrews is chairnian 0 
the committee on arrangements. 

* * ok 

At a meeting of the Richmond (Va.) 

Traffic Club held March 21 at the John 
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Marshall Hotel in Richmond, designated 
as “Richmond Railroad Night”, Donald 
D. Conn., executive vice-president, 
Transportation Association of America, 
spoke on “Railroading—The First Line 
of the American Enterprise System.” 
The program was prepared by a com- 
mittee consisting of men from the local 
railroads, with J. P. Kelley, general 
freight traffic manager, Chesapeake & 
Ohio Railway, as chairman. 
* OK * 


The next regular dinner meeting of the 
Grand Rapids (Mich.) Transportation 
Club has been dedicated to freight claim 
prevention and will be held April 21, 6:30 
p.m., at the Park Congregational Church 
in Grand Rapids. Speakers include H. 
E. Chapman, chairman of the claim pre- 
vention committee, Great Lakes Regional 
Advisory Board, who is traffic manager 
of the S.S. Kresge Co., at Detroit; and 
Tom O’Neill, chairman of the national 
freight classification committee of the 
American Trucking Association. Mr. 
Chapman will represent both the shipping 
and rail interests while Mr. O’Neill will 
handle the motor freight part of the 


program. 
+ s — 


The West Towns Traffic Club, of Bell- 
wood, Ill., held its “Perfect Shipping 
Month” meeting April 12 at Mangam’s 
Shateau, in Lyons, Ill. R. Frank Weber, 
who has charge of materials handling, 
loading and product protection research 
for the International Harvester Co., and 
board chairman of the Society of Indus- 
trial Packaging and Materials Handling 
Engineers, was guest speaker. He was 
assisted by J. F. Wisner, materials han- 
dling research engineer of the manufac- 
turing- research department, Interna- 
tional Harvester Co. 


The Transportation Club of Sioux 
Falls will observe “Perfect Shipping 
Month” at its regular meeting the eve- 
ning of April 20 in the Sioux Falls Cham- 
ber of Commerce dining room. The 
speaker will be I. H. Buckle, freight 
claim agent of the Minneapolis & St. 
Louis Railway Co., Minneapolis, Minn. 

~ * * 


“Industrial Development of the Inter- 
mountain Empire,’ was the subject of 
an address delivered by Gus P. Backman, 
executive secretary of the Salt Lake City 
Chamber of Commerce at a dinner meet- 
ing of the Transportation Club of Salt 
Lake City April 15 at the Newhouse Ho- 
tel. The club had, as its special guests, 
16 graduate students in winter transpor- 
tation classes at West High School, who 
were presented certificates of award for 
completed work. The course was spon- 
sored by the club in conjunction with the 
Salt Lake City Board of Education. 

~ * * 


A graduation dinner for 45 students of 
the School of Traffic, sponsored by the 
Traffic & Transportation Association of 
Pittsburgh, who successfully completed 
two-year courses in traffic management 
and I.C.C. law, will be held in the Gold 
room of the Fort Pitt Hotel the evening 
of April 26. Walter F. Schulten, assist- 
ant to the vice-president, Pittsburgh Con- 
solidated Coal Co., will deliver the prin- 
cipal address while Arthur C. Roy, traffic 
manager, Eastern Gas & Fuel Associates, 
will serve as toastmaster. 

* * * 

The Women’s Traffic Club of Metro- 
Politan St. Louis announces that it is 
among the first clubs in St. Louis “to 
yield to the square dancing epidemic” 
to the extent that it is foregoing its usual 
program to permit its members to at- 
tend a square dancing lesson, following 
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a buffet dinner, April 21 at the Hotel 
DeSota. A group of its members will 
attend a six-weeks class in square danc- 
ing, beginning April 27, at the Hadley 
Technical High School. The club will 
hold its annual card party the evening 
of May 14 at the Hotel Jefferson, pro- 
ceeds from which will be used in con- 
nection with its new project of furnish- 
ing film projectors, rug looms, and 
recreational therapy items for patients 
at the City Infirmary. 
* * * 

The New Haven (Conn.) Traffic Club 
will hold a “Perfect Shippers’ Night” 
meeting the evening of April 21 at the 
Hotel Taft. Reservations are being 
handled by Robert A. Knight. 

* oe * 


The first golf tournament of the 
Traffic Club of Jacksonville, Jacksonville, 
Fla., will be held April 18 at the Hyde 
Park golf course. George Nourse is 
chairman of the golf committee. 

~ * & 

The Traffic Club of Tulsa, Tulsa, Okla., 
will hold its annual spring dinner dance 
and bridge party April 19 at the Mayo 
Hotel and its annual picnic and dance 
June 7 at the Indian Hills Country Club. 


* * * 


The annual formal spring dinner 
dance and bridge party of the Traffic 
Club of Pittsburgh, Pittsburgh, Pa., will 
be held April 23 at the Chartiers Country 
Club. Frank J. Ryan, of the Detroit, 
Toledo & Ironton Railroad, at Pitts- 
burgh, is in charge of arrangements, 

ok of * 

The nominating committee of the 
Bridgeport (Conn.) Traffic Association 
has selected the following slate of of- 
ficers to be presented for consideration 
at a meeting of the club May 16: For 
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president, John J. Tiernan, of Bassick 
Co.; vice-president, Paul Swanson, of 
Spector Motor Service, Inc.; secretary, 
Harmon E. Snoke, of Manufacturers 
Association; and treasurer, Herman 
Mohrwinkel, of Jenkins Brothers Co. 
s « e 
The Bronx (N.Y.) Traffic Club will hold 
its next regular meeting April 22 at the 
Hotel Concourse Plaza. Plans are being 
made for the club’s annual family outing 
and picnic to be held June 25. 
co ES + 


The Transportation Club of Louisville, 
Louisville, Ky., will hold a spring dance 
for members and guests April 23 in the 
Knights of Columbus Building. 

* * oe 


The Rock River Valley Traffic Club, of 
Rockford, Ill., will hold a “Perfect Ship- 
ping Nite” dinner meeting April 20 in 
Rockford. Speakers will be A. L. Green, 
of the Association of American Railroads, 
and Edward Shands, of Geo. D. Roper 
Corporation. 

* * * 

An educational luncheon meeting fea- 

turing perfect shipping and handling 


‘will be held by the Transportation Club 


of Buffalo, Inc., April 21 in the Elk’s 
Club ballroom. Guest speakers will be 
Irving M. Peters, general chairman, na- 
tional management committee 1949 per- 
fect shipping month campaign, National 
Association of Shippers’ Advisory Boards. 
and traffic manager of Corn Products 
Refining Co., Chicago; and Charles H. 
Vayo, president of the American Society 
of Traffic and Transportation and gen- 
eral traffic manager of Eastman Kodak 
Co., Rochester, N.Y. Harry F. Rose is 
general chairman of the committee on 
arrangements. Horace Carpenter, presi- 
dent of the Buffalo Chamber of Com- 
merce, will serve as toastmaster. 
* A + 

Mrs. Virginia Bassett, who performed 
motion picture and radio character work 
for several years in southern California, 
will address the San Francisco Women’s 
Traffic Club at its meeting April 21. 
She will entertain with some of her 
selections which she wrote about her 
screen activities. 

ak = * 

L. C. Allman, vice-president and di- 
rector of public relations for the Frue- 
hauf Trailer Co., Detroit, will speak on 
“Are We All Sleep” at a spring meeting 
of the Transportation Club of Des 
Moines, Ia., April 18, 6:30 p.m., at Moose 
Home. 

* a * 

The St. Louis Traffic Club will sponsor 
a joint luncheon with the Trans-Mis- 
souri-Kansas Shippers Advisory Board 
April 18 at the Statler Hotel in St. Lcuis. 
Speakers will be C. A. Neffziger, super- 
intendent of stations and claim preven- 
tion for the Missouri Pacific Railroad, 
St. Louis, and John Iselin, assistant sec- 
retary and traffic manager, Blackmer- 
Post Pipe Co., St. Louis, who will talk 
on “Perfect Shipping and Claim Preven- 
tion.” 

oo * * 

The annual spring “Ladies Night’ din- 
ner dance of the Savannah (Ga.) Traffic 
Club will be held April 28 at the DeSoto 
Hotel. Newly elected officers for the 
ensuing year will be installed. 

3 * * 

The Toledo Transportation Club held 
its annual “Railroad Night” dinner meet- 
ing April 4 at the Commodore Perry Ho- 
tel, Toledo, O. Approximately 275 at- 
tended, among whom were vice-presi- 
dents and traffic managers of practically 
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all the railroads serving, or represente4 
in, Toledo. R. E. Deitemeyer, of tl 
Textileather Corporation, president 

the club, presided. W. R. Cox, freig 
traffic manager, western region, Pen) 
sylvania Railroad, spoke on “America: 
ism,” in a subject on which he had pr 
viously talked before the Ky-O-Va Tra: - 
fic Club at Huntington, W. Va., and tie 
Allegheny Regional Advisory Board at 
Pittsburgh, Pa. He spoke of the dangers 
of federal ownership of the railroads. 

at ck ok 








‘ ‘ 4 ct rn 








H. B. Stewart, Jr., president of the 
Akron, Canton & Youngstown Railroad 
Co., will speak on the proposed Lake 
Erie-Ohio River conveyor line at a 
luncheon meeting of the Traffic Club of 
Detroit April 26 at the Hotel Tuller, De- 
troit, Mich. 

x * * 


Robert S. Henry, vice-president, public 
relations, Association of American Rail- 
roads, was speaker at a luncheon meet- 
ing, designated as “Railroad Day,” held 
by the Traffic Club of Kansas City, Inc., 
Kansas City, Mo., at the Hotel President, 
April 12, in connection with “Railroad 
Week” in Greater Kansas City. 

* * ce 













The Calumet Transportation Associa- 
tion, East Chicago, Ind., will hold its 
eleventh annual “Railroad Nite” May 18 
at Phil Smidt & Son’s Restaurant in 
Hammond, Ind. Guest speaker will be 
Robert S. Henry. vice-president, Asso- 
ciation of American Railroads. Arrange- 
ments for the affair are being handled 
by Joseph L. Vaugier, general agent for 
the Illinois Central Railroad. 

* * OK 










The following newly elected officers 
of the South Bend (Ind.) Transporta- 
tion Club, to serve for the ensuing year, 
were installed at a “Father-Sons & 
Daughters Nite” meeting of the club held 
April 11 at the LaSalle Hotel: W. L. 
Carney, of Shippers Dispatch, presi- 
dent, succeeding G. H. Frank, of the 
New York Central System; C. E. Mc- 
Colley, of Tucker Freight Lines, first 
vice-president; L. W. Miller, of O’Brien 
Varnish Corporation, second vice-presi- 
dent; J. B. Hass, of Bendix Products 
Corporation, third vice - president; 
Richard O’berle, of Clemans_ Truck 
Lines, secretary-treasurer; and E. L. 
Hickman, of N.J. I. & I. Railroad, direc- 
tor for three years. 

* 


















* ea 

The Dallas (Tex.) Traffic Club is spon- 
soring a joint noon-day meeting of 
Texas traffic clubs May 9 at the Hotel 
Adolphus in Dallas. The meeting is 
designated as “A.C. & Y. Day” and will 
be dedicated to the oil and gas pipeline 
industry. Presidents of the Houston, 
San Antonio, Galveston, Fort Worth and 
El Paso clubs will head delegations from 
their respective clubs. J. Lee Burke, 
president of the Stanolind Pipe Line Co., 
Tulsa, Okla., who will serve as toast- 
master, will also head a delegation from 
Oklahoma. Jack H. Webberly, president 
of the Dallas club, will preside, while 
George W. Hewitt, traffic manager of 
the El Paso Natural Gas Co., El Paso, 
will be principal speaker. Reserva- 
tions are being handled by A. 
Hatcher, of the Rock Island Lines, Dal- 
las. According to the Dallas club, the 
meeting complements the forty-third 
annual meeting of the Passenger, Ticket 
and Freight Agents Association o* Texas 
May 6-8 at the Seybold Guest Ranch 
near Mineral Wells, at which Lloyd 
Kiernan, of the Association of A: 
Railroads, Washington, DC., ] 
principal speaker. 










































[Cc WORLD 


presente Jj 
, of the 
ident cf 
, freight 
n, Penr.- 
mericar:- 
had pr:- 
Va Tra‘- 
and the 
Board at 
> dangers 
roads. 


t of the 
Railroad 
sed Lake 
ne at a 
e Club of 
uller, De- 


nt, public 
can Rail- 
on meet- 
ay,” held 
City, Inc., 
President, 
“Railroad 


Associa- 
hold its 
”” May 18 
lurant in 
r will be 
nt, Asso- 
Arrange- 
+ handled 
agent for 


d officers 
ansporta- 
ling year, 
‘Sons & 
club held 
1: W. L. 
h, presi- 
k, of the 
> E. Me- 
ines, first 
f O’Brien 
yice-presi- 
Products 
president; 
ns Truck 
nd E. L. 
yad, direc- 


ib is spon- 
eeting of 
the Hotel 
neeting is 
” and will 
as pipeline 
. Houston, 
Worth and 
tions from 
ee Burke, 
e Line Co., 
as toast- 
ation from 
, president 
side, while 
nanager of 
y., El Paso, 

Reserva- 
py A. F. 
Lines, Dal- 
s club, the 
forty-third 
ger, Ticket 
yn of Texas 
aest Ranch 
hich Lloyd 


f Arerical 
ya be 


J+ . 


April 16, 1949 


BOARD OF HARBOR COMMISSIONERS 


































































SHORTEST FASTEST 
ROUTE FOR PACIFIC SHIPPING 


8 AIR LINES 


54 TRUCK ‘LINES 


5 RAIL LINES 





115 STEAMSHIP LINES 





By rail, truck, or air, PORT OF LOS ANGELES is closest to eastern industrial 


areas, saving valuable shipping time for exporters, importers, and traffic 
men. 


PORT OF LOS ANGELES warehouse—nearly 500,000 square feet of storage 
space at shipside for trucking directly to assigned space in warehouse. 


Specify PORT OF LOS ANGELES facilities . . . the Port that was planned and 
built for shipping. 


Write for free Brochure on Port facilities. 


WRITE FOR BROCHURE ON PORT OF LOS ANGELES 








City Hall, Los Angeles 12, California 





Mid-West truck and trailer equipment, 
with steam coils and insulation, is well- 
maintained and especially designed to 
meet your needs for commodities that 
require heat. 25 years service to na- 
tional accounts. Without obligation to 
you, let us tell you how we can serve 
you to your advantage. Call or wire 
collect or write us. Offices conveniently 
located. 


7000 S. PULASKI ROAD @ CHICAGO 29, ILL 
Telephone: POrtsmouth 7-2200 





A GREATER FRISCO 
BRINGS YOU 


FINER TRANSPORTATION 


Representatives in Principal Cities 
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MIDWEST TRANSFER CO. 











A star appears before all docket numbers 
that have been added under a hearing date in a 
period included in previous issue of Traffic World. 


CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in MC-103034, Sub. 9, assigned 
April 11 at Wilmington, Del., postponed to 
a date to be fixed. 

Hearing in MC-63041, Sub. 2, assigned 
April 13 at Baltimore, Md., postponed to May 
23 at U.S. Appraiser’s Stores Bldg., Baltimore, 
Md., before Jt. Bd. 199. 

Hearing in MC-2242, Sub. 1, assigned April 
15 at Reno, Nev., cancelled. 

Hearing in MC-28456, Sub. 1, assigned 
April 26 at Fed. Bldg., Scranton, Pa., trans- 
ferred to April 26 at Hotel Casey, Scranton, 
Pa., before Jt. Bd. 65. 

Hearing in MC-105917, Sub. 11, assigned 
April 26 at Fed. Bldg., Scranton, Pa., trans- 
ferred to April 26, Hotel Casey, Scranton, 
Pa., before Examiner Myers. 

Hearing in MC-109157, Sub. 3, assigned 
April 27 at Fed. Bldg., Scranton, Pa., trans- 
ferred to April 27, Hotel Casey, Scranton, Pa., 
before Examiner Myers. 

Hearing in MC-110779, assigned May 3 at 
Louisville, Ky., postponed to May 9, Ken- 
tucky Hotel, Louisville, Ky., before Examiner 
Russell. 

Hearing in Section 5a, Application 3, as- 
signed May 4 at Washington, D. C., cancelled 
and reassigned May 11, Washington, D. C., 
before Commissioner Rogers. 


April 18—Atlanta, Ga.—State Comm.—Ex- 
aminer Yardley: 
MC 75840, Sub. 88—Malone Freight Lines, 
Inc., Birmingham, Ala. 


April 18—Boise, Ida.—State Comm.—Jt. Bd. 


MC 7746, Sub. 29—United Truck Lines, 
Inc., Spokane, Wash., common carrier 
application. 

fon : > “ee W. Va.—Fed. Bldg.—Jt. 

MC 66562, Subs. 908 and 909—Railway Ex- 
press Agency, Inc., New York, N. Y. Com- 
mon carrier application. 


to ae, W. Va.—Fed. Bldg.—2Jt. 
MC 109204, Sub. 2—West Virginia nee 
Delivery Co., Inc., Charleston, W. Va. Con- 
tract carrier application. 
April 18—Chicago, Ill—Main P. O. Bldg.— 
Examiner Burns: 
MC 104965, Sub. 8—Strassy’s Service Sys- 
tem, Nomence, Ill., contract carrier ap- 
plication. 


icc DOCKET 


som . ee. Ill.—Main P. O. Bidg.— 


mc 110627—De Kalb Trucking Co., De Kalb, 
Ill., contract carrier application. 


April 18—Dallas, Tex.—Hotel Baker—Exam- 
iner Simmons: 

MC-1554, Sub. 7—E. L. Farmer & Co., 
oo Tex., Common carrier apPlica- 

on. 

MC-16454, Sub. 9—Rogers Truck Line, Kil- 
gore, Tex., Common carrier application 

MC-23618, Sub. 5—O. . McAlister, Big 
Spring, Tex., Common carrier application 

MC-43867, Sub. 9—Alton Leander McAlister, 
Wichita Falls, Tex., Common carrier ap- 
plication. 

MC-52511, Sub. 28—Hunsaker Trucking 
Contractor Inc., Dallas, Tex., Common 
carrier application 

MC-55902, Sub. 5—Eagle Trucking Co., Kil- 
gore, Tex., Common carrier application. 

MC-74321, Sub. 15—B. F. Walker, Inc., Ft. 
Worth, "Tex., a ag carrier application 

MC- 93318, Sub. 8—J. D . Hughes, Inc., Hous- 
ton, Tex., common ‘carrier application. 

MC- ~105488, Sub. 33—Combs Truck Line, 
—o Tex., Common carrier applica- 

on 

MC-106069, Sub. 3—McAlister Trucking Co., 
Big Springs, Tex., Common carrier ap- 
plication. 

MC-106407, Sub. 11—T. E. Mercer Teaming 
& Trucking Contractor, Ft. Worth, Tex. 
Common carrier application. 

MC-106509, Sub. 11—Younger Bros—J. M. 
English Truck Lines, Inc., Common car- 
rier application. 


ion /_ a. Conn.—U.S. Ct. Rms.— 


mcr 1see Sub. 20—Trailways of New Eng- 
land, Inc., Springfield, Mass. 


a * Fe Snetenee, Conn.—U. S. Ct.—Jt. Bd. 


Me 107679, Sub. 3—North Branford Trans- 
portation Co., New Haven, Conn., com- 
mon carrier application. 

April 18—Indianapolis, Ind.—U. S. Ct. & P. O. 
—Examiner Brady: 

MC 25567, Sub. 22—Hancock Truck Lines, 

Inc., Evansville, Ind. 


son 18—Newark, N. J.—State Comm.—Jt. Bd. 


MC 110244, Sub. 2—People’s Bus Service, 
Inc., Bound Brook, N. J., contract carrier 
application. 

April 18—New York, N.Y.—641 Washington St. 
—Examiner Fuller: 

30122—James McWilliams Blue Line, Inc., 

et al. v. Campbell’s Creek RR., et al. 
April 18—New York, N. Y.—641 Washington 

St.—Examiner Fuller: 

— 115—Emergency Freight Charges, 

Ex Parte 162—Increased Railway Rates, 

Fares, and Charges, 1946. 

3 — 166—Increased Freight Rates, 
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April am, Pa.—New Fed. Bldg.— 


Mc 108058, Sub. 1—H. Barber, Minerva, 
Ohio, common carrier application. 

April ee Pa.—New Fed. Bldg.— 
Examiner Bad 

MC 25554, Sub. 21—Gladden Trucking Co., 
on, Pa., common carrier appli- 
cation 

April 18—Pittsburgh, Pa.—New Fed. Bldg.— 
Examiner Hurley 

MC-78062, Sub. 7_-Beatty Motor Express 
Washington, Pa., contract carrier applica- 
tion 

April 18—San Francisco, Calif—P. O. Bldg.— 
Examiner Linn: 

MC-107227, Sub. 12—Insured Drive-Away 
Service, Inc., San Leandro, Calif., Com- 
mon carrier application. 

MC-107228, Sub. 15—Insured Drive-Away 
Service, Inc., San Leandro, Calif., Com- 
mon carrier application. 

April i Wash.—State Comm.—Jt. 


MC 34147, Sub. 4—William Hickey Trucking 
Co., Everett, Wash., common carrier ap- 
plication. 

ape i—_- Wash.—State Comm.—Jt. 


MC 106310, Sub. 5—Vanderspek’s Transpor- 
tation, British Columbia, Can., contract 
carrier application. 


ar Sm, Wash.—State Comm.—ZJt. 


MC 110665—Seymour Bus Service, Holly- 
burn, Can., common carrier application. 
April 18—Washington, D. C.—Division 3. 
29987—-The Barbasol Co. v. Aberdeen and 
Rockfish RR. Co. et al. 
MC-C-960—The Barbasol Co. 
Motor Express, Inc. et al. 
April 18—Wilmington, Dela.—U. S. Ct.—Ex- 
aminer Farmer: 
MC 35296, Sub. 1—Cape Charles Transfer 
Co., Inc., Cape Charles, Va. Common car- 
rier application. 


April 19—Boise, Ida.—State Comm.—Jt. Bd. 


MC “2862, Sub. 30—Arrow Transportation 
Co., Portland, Ore., common carrier ap- 
plication. 


April 19—Boise, Ida.—State Comm.—Jt. Bd. 


81: 
MC-573, Sub. 23—H. R. Williams, Inc., Port- 
land, Ore. Common carrier application. 


v. Eastern 


MC-19339, Sub. 12—J. Bookshnis, Portland, 
Ore. Common carrier application. 

MC-52750, Sub. 15—Blue Line Transporta- 
tion Co. Inc., North Portland, Ore. Com- 
mon carrier aggeemen. 

MC-59493, Sub. 19—Silver Eagle Company, 
Portland, Ore. Common carrier applica- 

MC-88161, Sub. 13—Inland Petroleum Trans- 
portation Co. Common carrier applica- 


tion. 

MC-89693, Sub. 15—Pacific Transport Inc., 
— Wash. Common carrier appli- 
cation 

ae! 19—Boise, Ida.—State Comm.—Jt. Bd. 


MC- 100471, Sub. 10—Dependable Tank 
Transport, Inc., Seattle, Wash., Common 
carrier application. 

MC-108703, Sub. 6—Lee & Eastes, Inc., 
Seattle, Wash., Common carrier applica- 


tion. 

MC-110252, Sub. 5—J. J. Williams, Inc., 
Spokane, Wash., Common carrier ap- 
plication. 

MC-23939, Sub. 41—Asbury Transportation 
Co., Los Angeles, Calif., Common carrier 


application. 
Ida.—State Comm.—Exam- 


April 19—Boise, 
iner Proudley: 

MC-109734, Sub. 5—Pacific Inland Trans- 
port, Ltd., Portland, Ore., Common car- 
rier application. 

ae 19—Boise, Ida.—State Comm.—Jt. Bd. 

MC-59289, Sub. 20—Petroleum Transporta- 

tion Co., Seattle, Wash. Common carrier 
application. 
—, —— Pa.—New Fed. Bldg.— 


MC 13134, Sub. 6—Gibbons Motor Express, 
Washington, Pa., common carrier appli- 
cation 
oe eae, Pa.—New Fed. Bldg.— 
MC-110525, Sub. 2—Chemical Tank Lines, 
Inc., Downington, Pa., Common carrier 
application. 


April 19—Pittsburgh, Pa.—New Fed. Bldg.— 
Examiner Badian: 

MC-110525, Sub. 6—Chemical Tank Lines, 
Downington, Pa., Common carrier ap- 
plication. 

ey gy te Francisco, Calif.—P. O. Bldg.— 
MC-110502—California Truckaway Co., 


FOR A SAFE FOOTHOLD 


Serrated top edges of the bearing bars 
in Blaw-Knox Steel Grating give a foothold 
with’ teeth in it on tank car running boards, 


brake steps and platforms. 


Easy installation, easy replacement when damaged, 
long life and ruggedness, and open self-cleaning con- 
struction are valuable additional features. 


Quick delivery to meet your requirements. 
Send for Bulletin No. 2228 


BLAW-KNOX DIVISION 


of Blaw-Knox Company 
2031 Farmers Bank Bldg., Pittsburgh 22, Pa. 


Representatives in Principal Cities 
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Richmond, Calif., Contract carrier ap- 
lication. 
Ap ae Wash.—State Comm. —It. 


Bad. 
MC 25643, Sub. 16—Everts’ 
Wash., 


Transport, Aberdeen, 
carrier application. 
— ee Wash.—State Comm.—Jt. 
Me 36594, Sub. 1—Hurd Transfer Co., Port 
Angeles, Wash., common carrier applica- 
tion, 

MC 110535, Sub. 1—Lopez Auto Frt., Lopez, 
Wash., common carrier application. 
April 19—Springfield, Mass.—Fed. Bldg.—Ex- 

aminer Lee: 
MC 71221, Sub. 1—Ted Fuller’s Express, 
Springfield, Mass., common carrier ap- 


plication. 
April 19—Washington, D. C.—Examiners 
joint 


Commercial 
common 


Hosmer and Barber: 
29885—Official-Southern Divisions, 
rates. 
April 19—Washington, D.C.—Jt. Bd. 68: 
MC-110258—White House Sightseeing Corp., 
Washington, D. C. Common carrier ap- 
plication. 
April ee D. C.—Examiners Al- 
bus and Edd 
Finance 16426 Application of Penns = 
vania, Pennsylvania Co., and Wabash 
authority to acquire control of D. T. & ca 
through stock ownership and Pennsyl- 
vania and Pennsylvania Co., to acquire 
control of Springfield Suburban through 
stock ownership. 
April 19—Wilmington, Dela.—U. S. Ct.—Ex- 
aminer Farmer: 
MC 103034, Sub. 9—Hyder Leonard White, 
— Md. Common carrier applica- 
on. 
April 19—Wilmington, Dela.—U. S. Ct.—Ex- 
aminer Farmer: 
MC 110789—H. L. Hurlock, Jr., Clayton, 
Dela. Common carrier apPlication. 


—«, 20—Boise, Ida.—State Comm.—Jt. Bd. 


MC 34868, Sub. 12—Orange Transportation 
Co., Inc., Pocatello, Ida., common car- 
rier application. 


— 20—Boise, Ida.—State Comm.—Jt. Bd. 


MC "78206, Sub. 9—Kenneth Poorman Co., 
— Oreg., common carrier applica- 
on. 





BLAW-RNOX 


ELECTROFORGED STEEL 
RUNNING BOARDS, 


BRAKE STEPS, AND 
PLATFORMS 
FOR TANK CARS 
















IT’S THE 


plow 


Advertising and 
sales effort create 
demand, but you 
must follow through 
with stock on hand. 


Through 


THAT COUNTS 


easel Mette WITH 


OUR MODERN WAREHOUSING 
AND DISTRIBUTION FACILITIES 


CROOKS TERMINAL WAREHOUSES, INC. 
CHICAGO — KANSAS CITY — LOS ANGELES 


433 W. Harrison St Kansas City 7 - 1104 Union Avo 


New York Office 16-271 Madison Avo 


Chicago 7 - 


Associated with Overland Terminal Warehouse Co., 
1807 E. Olympic Bivd., Los Angeles 21 


Members of the American Warehousemon's Association and 
Interlake Torminals, Inc 








The Road That's Best... 
Links East and West 


Toledo, Peoria & Western 


ETHEL! 
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e EXPERIENCE « KNOW-HOW 


YouriCarigo lM. 
PORT OF OAKLAND 
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ae . “hme W. Va.—Fed. Bidg.— 
MC 110659—L. Ghiz, South Charleston, W. 
Va. Common carrier gpotiensce. 
April a W. Va.—Fed. Bldg.—Jt. 
as 


Bd 

MC 66562, Sub. 921—Railway Express 
Agency, Inc., New York, N.Y., common 
carrier a plication. 


April tm, cago, Ill.—Main P. O. Bldg.—ZJt. 


MC 36436, Sub. 14—Moland Bros, Trucking 

Co., Duluth, Minn., common carrier ap- 
lication. 

ee | . area Ill.—Main P. O. Bldg.—Jt. 


Mc” 52877, Sub. 2—Chicago-St. Louis Ex- 
press, Inc., St. Louis, Mo., common car- 
rier ap lication. 

April 20—Chicago, Ill—Main P. O. Bldg.— 
Examiner Rice: 

I. & S. 5612—Billing weights on iced fish 
& shell fish, express. 

April 20—Chicago, Ill.—Main P. O. Bldg.— 
Examiner Wilkins: 

28881—Bituminous coal rates in Ill. 

April 20—New York, N. Y.—641 Washington 
St.—Examiner Saltzman: 

MC-78344, Sub. 4—National Movers, Inc., 
ay York, N. Y. Common carrier appli- 
cation. 


April om, Pa.—New Fed. Bldg.— 


Jt. 236: 

MC 110241; Sub. 1—Rankin Bros., Car- 
michaels, Pa., common carrier applica- 
tion. 

ae, Pa.—New Fed. Bldg.— 


MC 17379, Sub. 4—M & M Trucking Co., 
Bessemer, Pa., contract carrier applica- 


tio 

MC- 42065, Sub. 1—Sanitary Transfer, Pitts- 
burgh, Pa., contract carrier application. 

April 20—Portland, Ore.—Multnomah Cty. Ct. 

—Jt. Bd. 11 

MC 107643, Sub. 13—St. Johns Motor Ex- 
press Co., Portland, Ore., common car- 
rier application. 


April 20—Portland, Ore.—Multnomah Cty. Ct. 
—Jt. Bd. 172: 

MC 1511, Sub. 80—Pacific Greyhound, San 
Francisco, Calif., common carrier ap- 
plication. 

MC 94481, Sub. 1—Estacada-Milalla Stages, 
Inc., Estacada, Ore., common carrier ap- 
plication. 

April 20—Springfield, Mass.—Fed. Bldg.—Ex- 
aminer Lee: 

MC 92095, Sub. 9—Auto Transport, Inc., 
Springfield, Mass., contract carrier ap- 
Plication. 

April 20—Springfield, 
Examiner Lee: 
MC 110163, Sub. 1—Bulk Limespreaders, 
+ Lee, Mass., contract carrier applica- 

on 


7, ates D. C.—Examiner Naf- 


MC-C 943—Brooks Transportation Co., Inc., 
et al. v. Service, Inc. 
April 20—Wilmington, Dela.—U. S. Ct.—Ex- 
aminer Farmer: 
MC 102616, Sub. 474—Coastal Tank Lines, 
ey York, Pa. Common carrier applica- 
on. 
April 20—Wilmington, Dela.—U. S. Ct.—Ex- 
aminer Farmer: 
MC 110525, Subs. 3, 4, and 5—Chemical 
Tank Lines, Inc., Downingtown, Pa. Com- 
mon carrier application. 


Mass.—Fed. Bldg.— 
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April 20—Wilmington, Dela.—U. 9. Ct.—Ex- 
aminer Farmer: 
MC 110525, Sub. 12—Chemical Tank Lines, 
Inc., Downingtown, Pa., common Carrier 
application. 


April 21—Boise, Ida.—State Comm.—dJt. fd. 


49: 
MC 107311, Sub. 8—L. Alley, Lewiston, 
Ida., common carrier application. 
— 21—Boise, Ida.—State Comm.—Jt. fd. 















Me 110625—Vogt Transfer & Storage Co., 
Ontario, Oreg., common carrier appli as 


tion. 
Ss. C.—U. S. Ct.—lx- 


April 21—Charleston, 
aminer Yardley: 

*MC 42919, Sub. 2—Coastal Truckways, 
Inc., Wilmington, N. C., common carrier 
application. 

April "oe W. Va.—Fed. Bldg.-—Jt. 
Bd 

MC 43468, Sub. 4—Victory Motor Frt., Inc., 
Huntington, W. Va. Contract carrier ap- 
plication. 

April 21—Charleston, W. Va.—Fed. Bldg.—-Ex- 
aminer Crane: 

MC 110681—Beverage Carriers, Inc., South 
Charleston, W. Va. Common carrier ap- 
plication. 

April oe ee W. Va.—Fed. Bldg.—Jt. 
Bd. 6 

MC 110795—Landreth’s Garage, Huntington, 
W. Va. Common carrier application. 

April 21—Chicago, Ill—Main P. O. Bldg.— 
Examiner Burns: 

MC 108453, Sub. 10—G & A Truck Lines, 
Inc., White Pigeon, Mich., contract car- 
rier application. 

April 21—Des Moines, Ia.—U.S. Fed. Ct. Bldg. 
—Examiner Hurley: 
MC-44055, Sub. 27—Bos Truck Lines, Inc., 
Marshalltown, Ia. Common carrier appli- 
cation. 

April 21—New York, N. Y.—641 Washington 
St.—Examiner Saltzman: 
MC 16682, Sub. 44—Mural Trucking Serv- 
ice, New York, N.Y., common carrier 
application. 

April 21—Phoenix, Ariz.—State Comm.—Ex- 
aminer Linn: 

MC-8681, Sub. 2—Western Auto Transports, 
Inc., Denver, Colo. Common carrier ap- 


































plication. 
April ee een, Ariz.—_State Comm.—23t. 
Bd 

MC-110731—Alvine Transportation Co. 
a Ariz., Contract carrier applica- 
tion. 

April 21—Pittsburgh, Pa.—New Fed. Bldg.— 
Jt. Bd. 236: 

MC 110746—H. A. Parks & Son, Union- 

town, Pa., common carrier application. 
April 21—Portland, Oreg.—Multnomah Cty. 
Ct.—Jt. Bd. 45: 

MC 74177, Sub. 8—Willamette Hauling Co., 
gma Oreg., common carrier applica- 
tion. 

April 21—Portland, Oreg.—Multnomah Cty. 
Ct.—Jt. Bd. 81: 

MC 110636—Davidson’s Garage, Arlington, 
Ore., common carrier application. 

— 21—Springfield, Mass.—Fed. Bldg.—4Jt. 

MC athe Sub. 3—The E. J. Kelley Co., Inc., 
Terrington, Conn., common carrier appli- 
cation. 

April 21—Washington, D. C.—Argument: 

MC 107079—Schenley Distillers Corp., Con- 
tract carrier application. 

April 21—Washington, D. C.—Oral Argument: 

MC-96541—Lenoir Chair Co., Lenoir, N. C. 

contract carrier application. 
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Jon, Union- 
application. 
nomah Cty. 


Hauling Co. 
rier applica- 


nomah Cty. 
e, Arlington, 
ation. 

d. Bldg.—Jt. 


lley Co., Inc., 
carrier appli- 


gument: 
s Corp., Con- 


al Argument: 
Lenoir, N. C. 


Pe 


pril 16, 1949 


Apr 7. i TreEEM, D. C.—Examiner Han- 
ac 

MC-109842, Sub. 3—Liquid Haulage, Inc. 

April 21—Wilmington, Dela.—U. S. Ct.—Ex- 
aminer Farmer: 

MC 89778, Sub. 23—Baggett Transportation 
Co., Birmingham, Ala. Contract carrier 
application. 

April 21—Wilmington, Dela.—U. S. Ct.—Ex- 
aminer Farmer: 

MC 89778, Subs. 24 and 25—Baggett Trans- 
portation Co., Birmingham, Ala. Contract 
carrier application. 

ar 22—Bo se, Ida.—State Comm.—Jt. Bd. 


Me_104534, Sub. 7—Vermaas Bus Lines, 
Caldwell, Ida. Common carrier applica- 
on 


apr 22—Boise, Ida.—State Comm.—Jt. Bd 


Me 110336, Sub. 2—Irwin Frt. Lines, Inc, 
Weiser, Ida., common carrier application. 


April Fy peau Mass.—New P.O. Bldg.—2Jt. 


Me 96007, Sub. 8—Hudson Bus Lines, Med- 
ford, Mass. Common carrier application. 
April 22—Boston, Mass.—New P.O. Bldg.— 
Examiner Lee: 
MC-110732—Hudson Bus Lines, Inc., Way- 
a Mass. Common carrier applica- 
on 


April 7 cearten, W. Va.—Fed. Bldg.—ZJt. 


Mc 2260, Sub. 2—M. J. Belt & Son, Parkers- 
burg, W. Va. Common carrier application. 
April 22—Charleston, W. Va.—Fed. Bldg.— 
Examiner Crane: 
MC 108546, Sub. 1—A. G. Trusler, Buckhan- 
non, W. Va. Common carrier application. 


April 22—Des Moines, Ia.—U. S. Fed. Ct. Bldg. 
—Examiner Hurley: 
MC-44055, Sub. 29—Bos Truck Lines, Inc., 
Marshalltown, Ia. Common carrier appli- 
cation 


April 22—Detroit, Mich.—Fed. Bldg.—Exam- 
iner Miller: 

* MC-F 4099—Ralph E. Morgan, Control, 
Morgan Driveaway, yne., Purchase, 
Trailer Transport Co., (James C. Morgan 
Special Administrator). 

April 22—Milwaukee, Wisc.—Fed. Bldg.—Ex- 
aminer Burns: 

MC 110652—Betz Trucking Co., 


Byron, 
Wisc., common carrier application. ” 


April 22—New York, N. Y.—64l1 Washington 
St.—Examiner Saltzman: 

MC 19439, Sub. 2—Butler Trucking Co., 
a N. J., common carrier applica- 

on. 

MC 173587, Sub. 133—Elliott Bros. Trucking 
Co., Inc., Easton, Md., common carrier 
application. 

oe am, Ariz.—_State Comm.—Jt. 

MC-59069, Sub. 21—Southwestern Freight 

Lines, Phoenix, Ariz. Common carrier ap- 
lication. 
ay ss eee Ariz._State Comm.—Jt. 

MC-78786, Sub. 168—Pacific Motor Trucking 
Co., San Francisco, Calif., Common car- 
rier application. 

April 22—Pittsburgh, Pa.—New Fed. Bldg.— 
Jt. Bd. 308: 

MC 110408, Sub. 1—B. Smith, Blairsville, 
Pa., contract carrier application. 

April 22—Pittsburgh, Pa.—New Fed. Bldg.— 
Examiner Badian: 

MC 64446, Sub. 1—W. H. Fitzgerald, Irvine, 
Pa., contract carrier application. 

April 22—Portland, Ore—Multnomah Cty. 
Ct.—Examiner Peterson: 

*% MC 78277, Sub. 5—McCabe Moving & 
Storage Co., Portland, Ore., common 
carrier application. 

so © 22—Washington, D.C.—Examiner Han- 
ack 

MC- 109834, Sub. 6—Novick Transfer Co., 
Tne., Winchester, Va. Common carrier ap- 
plication. 


a a Mass.—New P. O. Bldg.— 


MC 20917, Sub. 2—Fort Hill Finance Corp., 
Boston, Mass., common carrier applica- 
on 


April fe eee Mass.—New P. O. Bldg.—2Jt. 


MC 22851, Sub. 1—Pepperell Trucking Co., 
East Pepperell, Mass., common carrier 
application. 

April 25—Boston, Mass.—New P. O. Bldg.— 
Examiner Saltzman: 

%* MC 2132, Subs. 14 and 19—Newburgh 
Transfer, Inc., Newburgh, N.Y., com- 
mon carrier application. 

April 25—Camden, N. J.—U. S. Ct.—Examiner 
Farmer: 

MC 3076, Sub. 5—Karn’s Transfer, Inc., Haz- 

leton, Pa. Common carrier application. 





Its Time... 


FORIA-GATEWAY 


VW] ayve you slice, or maybe you 
hook—or you might be one of those 
lucky individuals that sock ’em 
right down the middle! 
Whichever category you come 
under you’re sure to be looking for- 
ward to concentrating on your own 
individual perfections or imper- 
fections of the game this summer. 
If you’re in a sand trap, in the 
rough or out on the green, one sure 
way you can keep that score down 
and enjoy swinging up to the 
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April 25—Camden, N. J.—U. S. Ct.—Examiner 
Farmer: 

MC 110717—Salem Bus Line, Salem, N. J. 

Common carrier application. 
April 25—Camden, N. J.—U. S. Ct. Rms.,— 
Examiner Farmer: 

% MC-110555, Sub. 1—Lebak Trucking, Bor- 
dentown, N. J. Contract carrier appli- 
cation. 

April 25—Camden, N. J.—U.S. Ct. Rms.—Ex- 
aminer Farmer: 

% MC-3076, Sub. 5—Karn’s Transfer, Inc., 
Hazletown, Pa. Common carrier appli- 


cation. 
Wyo.—Fed. Bldg.—Exam- 


April 25—Casper, 
iner Proudley: 
57224, Sub. 1—Haines Trucking Co., Wor- 
land, Wyo., common carrier application. 
April 25-——Charleston, W. Va.—Fed. Bldg.—Ex- 
aminer Crane: 
— as Sub. 2—Starck Moving & Storage 
Weirton, W Va. Common carrier 
pn Ra no 
April 25—Des Moines, Ia.—U. S. Fed. Ct. Bldg. 
—Jt. Bd. 53: 
MC-102744, Sub. 4—Glenn Towers Trucking 
Service, Des Moines, Ia. Contract carrier 
application. 


April 25—Des Moines, Ia.—U. S. Fed. Ct. Bldg. 
—Jt. Bd. 54: 
MC 107496, Sub. 15—Ruan Transport Corp., 
Des Moines, Ia. Common carrier applica- 
tion. 


April 25—Des Moines, Ia.—Fed. Ct. Bldg.— 
Examiner Hurley: 

% MC-107495, Sub. 15—Ruan Transport 
Corp., Des Moines, Ia. Common carrier 
application. 

April 25—Lansing, Mich.—Olds Hotel—Exam- 
iner Miller: 

MC-F-4091—Thomas B. Woodworth & Fred 
J. Buckout—Control, Graff Trucking Co., 
Inc., Purchase, Portion, Detroit-Pitts- 
burgh Motor Freight, Inc. 

MC-F-4090—Thomas B. Woodworth and 
Fred J. Buckout—Control, Graff Truck- 
ing Co., Ince., Purchase (Portion) J. 
Austgen. 

April 25—Los Angeles, Calif.—Fed. Bldg.—Jt. 

MC-43054, Sub. 2—American National Van 
& Storage Co., Los Angeles, Calif. Com- 
mon carrier application. 

April 25—Los Angeles, Calif.—Fed. Bldg.— 
Examiner Linn: 


MC-107227, Sub. 14—Insured Drive-Away 





nineteenth hole is to leave your 
shipping worries in trusted hands. 

When you ship via the P. & P. U. 
Ry. through the Peoria Gateway 
you can be “sure” your shipping 
worries are taken care of so you 
can concentrate on that slice and 
sock ’em right down the middle. 

For more details on how you can 
ship swiftly, surely and enjoy your 
game more this summer, write or 
eall E. F.: Stock, General Traffic 
Manager. 


Peoria And Pekin Union Railway Company 


UNION STATION e 
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TRAFFIC WORLD 


MOTOR TRANSPORT SECTION 


PUBLISHED IN THE THIRD WEEK'S ISSUE EACH MONTH 


Maps and Med Dihe Unique 


The maps in this section are different from maps and the allied data are unique in that 
maps published in any other medium. Theyare _ the material is presented in a way shippers all 
special maps designed by TRAFFIC WORLD‘S over the country told TRAFFIC WORLD it 
map department and keyed in accordance with would be most helpful to them in selecting 
the specifications of shippers. Hence, these highway carriers and routing freight. 





Key fo Maps in This SGitien 


qm Daily INTER- and INTRAstate service. 
es Daily INTERstatee service (no INTRAstate). 
sommes: Daily coordinated rail-motor sernce. 
Irregular or special service routes 
cece Connecting lines. 

eeccece Ferries. 


@ O Principal points served. Terminal cities. 



















Unless otherwise noted on maps, motor lines offering an intrastate service 
are also interstate operators when their routes extend into other states. 













CENTRAL & EASTERN STATES 


« OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195); 

Bellevue (Phone 241); Cleveland, 33rd & Hamilton (Prospect 

orwda ruc ine 5350); Clyde, 402 Spring St. (Phone 2561) Defiance (Phone 
556); Elyria, 124 Maple St. (Phone 3484); Fremont, 109 E. 

State St. (Main 2835); Lorain, 202 11th St. (Phone 4135); Mane- 


a . field, 399 N. Main St. (Phone 21606); Medina, 254 Smith 
“Satisfy your Customer s with Rd. (Phone 22181); euees Whane 28741); Norwalk, % 
— Woodlawn Ave. (Phone 266); Sandusky, 30 W. Perkins St. 

Norwalk Service (Phone 2276); Toledo, 135 S. St. Clair St. (Adams 4291; Ver 


milion (Phone 3363); Warren (United Terminals) (Phone 4886). 
MICHIGAN TERMINALS—Adrian, 405 S. Center St. (Phone 


J. F. Ernsthausen 105); Battle Creek, 220 S. Calmy St. (Phone 2-5107); Bay City, 

















President foot of First St. (Phone 6228); Detroit, 175 S. Campbell St. 
(Vinewd 2-1435); Flint, 1812 Beach St. (Phone 41659); Grand 

C. W. Hoke COMMON CARRIER ate, fa by sae: Ca re se . 

A resi: ‘ sego Ave. one ; Kalamazoo, est Bus ‘ 
Vieo-Presifont 1.C.C. Certificate No. 71096 (Phone 22423); Lansing, 904 E. Hazel St. (Phone 49401); Mon- 
Retabiiched 1929 hve. (Phone 29201)" Saginaw, 142 Davenport st (Phone 6228) 
° TN ve. one ; Saginaw, venport St. one . 

Incorporated (Ohio) \ INDIANA TERMINALS—Auburn, 334 W. 9th St. (Phone 618-J); 
Mi Elkhart, 1401 W. Beardsiey Ave. (Phone 466); Ft. Wayne, 1122 

36 Woodlawn Ave. || Sherman St. (Anthony 4363); Goshen, 1201 S. 10th St. (Phone 
i 111); Hammond, 1055 Indianapolis Blvd. (Whiting 783); Ken 

Telephone—266 ] daliville, 900 S. Main St. (Phone 300); La Porte, 902 E. Lin- 
Hi coln Way (Phone 2041); Michigan City (Phone 687); South 


Bend, 843 Rush St. (Phone 39321). 


tf 
} ILLINOIS TERMINALS—Chicago, 18th and Canal (Monree 


NORWALK, OHIO / 
: My, 


PENNSYLVANIA TERMINALS—New Castle, 32 S. Beaver St. 
(Phone 745); Pittsburgh, 202 Penn Ave. (Phone At-5887). 


| 






INSURANCE Co.). Blanket Employees Bond 


. $25/75,000 (The Connecticut (Fidelity & Casualty Co.). Also bonded 
ire ins. Co.). Public Liability, by new A. T. A. bond. EQUIPMENT ; 
y Damage, Workmen's 317 Tractors (309 company owned); 
pensation, — » Liability Insur- TARIFF AGENCIES 432 trailers (all company owned); 
ance on All Terminals (The Travelers Central Motor Freight Assn., Inc. 208 delivery trucks (139 company 


Insurance Co. & The Travelers Liability Ohio Motor Frt. Tariff Bureau owned). 
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Clemans Truck Line, Inc. 


stablished 1929 Incorporated 1934 
815 Pennsylvania Ave., South Bend, Ind. 
A. C. Clemans,-Pres., A. C. Scheetz, T. M. 
H. C. Sanford, Vice-Pres. and Gen. Mgr. 
Telephone 6-6321 
sone CARRIER—!. C. C. Certificate No. M-2136— 
4 $s. = . Nos. 692-A-2-3-4-10 Intrastate Indiana—M. P. 
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is the time to keep the details of your operation 






before the leading shippers of the country. 






» “> 548 Interstate Michigan. 
SERVICE, Overnight service between Elkhart, Indianap- 
















that Listings in this motor transport section are set Se hy ag eg ey Bay 

5 all P . : . Rapids, Kalamazoo, Three Rivers, Mich., and Louisville, 

. up in accordance to specifications of shippers. ey Mi eet erie ty: served between Grand Rap- 

D it NUMBER UNITS: 87 Tractors, = ot — 80 = 

° isi i e tr t a " ° 

ting Advertising rates are extremely low. Write for SN SUR ANCE, Cones 100 CED end 100000 there Caen 

| dena fablea ey, oe ond a Pere 

full details. Conpuenalion (Michigan “Mutual Liability, Guana. 
SAFE—COURTEOUS—SERVICE 





klin 3195); 


» (Pro Shippers from all over the country set up the specifications for the motor transport maps 


used in this section. They are specially designed by Traffic World’s map department and 
rwalk, 36 keyed in accordance with their specifications. Leading shippers find this section helpful 
in routing their highway freight. Recently, an industrial traffic manager of a leading 


industrial manufacturing company in Milwaukee, Wisconsin, wrote the following: 













“In the issue of Traffic World which is published in the third week 
of each month, you have a Mofor Transport Section. We find that 


902 E. Lin- 


SE oot the maps and information which are published in this section to be 


_— superior to any other publication of this type, which we have seen.” 


Beaver St. 

\t-5887). 
Write now for complete details about how you can have your route map prepared 

in accordance with shipper specifications and placed monthly before the leading shippers 


across the country. 
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Service, Inc., San Leandro, Calif., Com- 
mon carrier application. 
April 25—Milwaukee, Wisc.—Fed. Bldg.—Ex- 
aminer Burns: 
MC 46599, Sub. 19—Healzer Cartage Co., 
Kansas City, Mo., common carrier appli- 


cation. 
April 25—Pittsburgh, Pa.—New Fed. Bldg.— 
Examiner Badian: 
MC 2633, Sub. 27—William F. Crossett, Inc., 
Warren, Pa., common carrier applica- 


tion. 
MC 59120, Sub. 5—Eazor Express, Inc., 
Pittsburgh, Pa., common carrier appli- 


cation. 
April 25—Pittsburgh, Pa.—State Comm.— 
Examiner Dishman: 
30093—Burkley Produce Co. v. Pennsylvania. 
April 25—Portland, Ore.—Multnomah Cty. Ct. 
—dJt. Bd. 172: 

MC 12464—Fulton Transfer & Storage, 
Portland, Ore., broker application. 

MC 110680—Powers Bus Lines, Powers, Ore., 
common carrier application. 

April 25—Portland, Ore.—Multnomah Cty. Ct. 
—Jt. Bd. 172: 

MC 70947, Sub. 12—Pacific Trailways, Bend, 
Ore., common carrier application. 

April 25—Washington, D. C.—Argument: 

ee RR. of N. J. v. Akron C&Y 
et al. 

April “Sian D. C.—Examiner Kas- 
sel: 

Ex Parte MC 19—Practices of motor com- 
mon carriers of household goods. 

iat ~ “rica D.C.—Examiner Han- 
ack: 

MC 22214, Sub. 8—Masser Motor Express, 
Hagerstown, Md. 

April 25—Washington, OD. 
Prichard: 

Finance 16501—Application of Los Angeles 
& Salt Lake RR., and U.P., lease, for 
authority under section 5(2) of the In- 
terstate Commerce Act to amend agree- 
ments involving trackage rights over cer- 
tain tracks of S.P. RR., S.P., Co., lessee, 
in Los Angeles and Long Beach, Calif., 
and over certain tracks of Pacific Electric 
Ry., in Long Beach, Calif., as consistent 
with the public interest. 

April 25—Washington, D. 
Prichard: 

Finance 16507—Application of Union Pa- 
cific, Oregon Short Line, Sou. Pac., Cen- 
tral Pacific Ry., and Ogden Union Ry., & 
Depot Co., for authority under Section 
5(2) of the Interstate Commerce Act to 
Amend Agreement covering operation of 
terminal facilities at Ogden, Utah, as 
consistent with the public interest. 

aon _— Mass.—New P. O. Bldg.—Jt. 
. 18: 

MC 110741—Larks Transportation Co., Mal- 

den, Mass., common carrier application. 
April 26—Boston, Mass.—New P. O. Bldg.— 
Examiner Lee: 

MC 110742—Chelsea Transport, Inc., Chel- 

sea, Mass., contract carrier application. 
a 26—Camden, N. J.—U. S. Ct.—Jt. Bd. 


255: 

MC 8132, Sub. 6—Hamblet’s Express, Inc., 
Philadelphia, Pa. Contract carrier appli- 
cation. 

April 26—Camden, N. J.—U. S. Ct.—Examiner 
Farmer: 

MC 30561, Sub. 1—E. A. Fees, Philadelphia, 
Pa. Contract carrier application. 

April 26—Camden, N. J.—U. S. Ct.—Examiner 
Farmer: 

MC 108705, Sub. 6—Marshall Transport Co., 
Havertown, Pa. Contract carrier applica- 
tion. 

April 26—Charleston, W. Va.—Fed. Bldg.— 
Examiner Crane: 

MC 1705, Sub. 1—Allied Transfer & Stor- 
age Co., Parkersburg, W. Va. Common 
carrier application. 


April 26—Charleston, W. Va.—Fed. Bldg.— 
Examiner Crane: 


MC 17002, Sub. 13—Case Driveaway, Inc., 
Huntington, W. Va. Common carrier ap- 
plication. 

April 26—Chicago, Ill—Main P. O. Bldg.— 
Examiner Miller: 

MC-F-4068—Elmer W. Sims, Control, Sims 
Motor Transport Lines, Inc., Purchase, 
Industrial Motor Freight Inc. 

April 26—Chicago, Ill.—Main P. O. Bldg.— 
Examiner Dishman: 

30156—The S. K. Wellman Co. v. Acme 
Fast Frt., Inc. 

30157—Thermoid Co. v. ‘Lone Star Package 
Car Co., Inc. 

April 26—Cleveland, Ohio—Hotel Cleveland— 
Examiner Naftalin: 

I. & S. M-2963—Classifications-enameled, 
glazed or coated paper. 

April 26—Dallas, Tex.—Hotel Baker—Exam- 
iner Simmons: 

MC-107322, Sub. 54—Bell Transportation 
Co., Houston, Tex., Common carrier ap- 
plication. 

April 26—Des Moines, Ia.—U. S. Fed. Ct. 
Bldg.—Examiner Hurley: 

MC-45163, Sub. 5—King Bros. Truck Line, 
Mason City, Ia. Common carrier appli- 
cation. 


C.—Examiner 


C.—Examiner 
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April 26—Des Moines, Ia.—U. S. Fed. Ct. Bldz. Apr 
—Examiner Hurley: 7 
MC-59317, Sub. 3—E. C. Bisom, Newtci, M 

Ia. Common carrier application. 

soe te Angeles, Calif.—Fed. Bldg.—.’«. 
MC-63162, Sub. 3—D. A. Doane Truck Cu., apt 
ee Calif. Common carrier applic:- M 
tion. 
April 26—Louisville, Ky.—Kentucky Hotel— Apr 

Examiner Rice: 

29907—-Kentucky Coal Agency, Inc. M 

A. G. S., et al. 

29999—Illinois Coal Traffic Bureau, Inc. v Apr! 
A. G. S., et al. 
30026—Fifth & Ninth Districts Coal Traitic M 
Bureau v. A. G. S. 3 
. & §. 5561—Coal, Western Kentucky to 
Mitchell, Ga. Apri 
FSA 23472—Coal, Western Ky. to Chatia- P 
nooga, Tenn. M 
April 26—Milwaukee, Wis.—Fed. Bldg.—3Jt. 7 
Bd. 13: Apri 

MC 108023, Sub. 3—R. A. Voigt, Ashippun, ~ 

Wis., contract carrier application. Se 
1 Sane, Wisc.—Fed. Bldg.—Jt. ‘ 
MC 20672, Sub. 2—Webber Cartage Line, Apri 
Inc., Waukegan, Ill., common carrier ap- ” 
plication. ar 
‘o +. ee Wisc.—Fed. Bldg.—ZJt. 
MC 74721, Sub. 20—Motor Cargo, Inc., Ak- [gy APTi 
ron, Ohio, common carrier application. 
April 26—Milwaukee, Wisc.—Fed. Bldg.—Jt. M¢ 
MC_ 82330, Sub. 12—Austin Truck Service, JB APF 
Waukegan, Ill., common carrier applica- i 
tion. MC 
April 26—New York, N.Y.—641 Washington C 
St.—Examiner Williams: 3 
I. & S. M-2983—Minimum charges per April 
shipment to, from N.J. and N.Y. B 
April 26—Omaha, Nebr.—Hotel Fontenelle— MC 
Examiner Proudley: Cc 
MC 109439—Merchants Transfer & Storage April 
Co., Scottsbluff, Nebr., common carrier E 
application. MC 
April 26—Pittsburgh, Pa—New Fed. Bldg.— f 
Examiner Badian: L 
MC 30837, Sub. 85—Kenosha Auto Trans- B APTil 
port Corp., Kenosha, Wisc., common J 
april SPRL ice a4 a 
ortland. re.—Multnomah Cty. : 
Ct.—Examiner Peterson: . April 

MC 69365, Sub. 2—W. Wade Ellis, Salem, te 

Oreg., contract carrier application. MC 
April 26—Portland, Ore.—Multnomah Cty. Cc 
Ct.—Jt. Bd. 45: ~ 

MC 100277, Sub. 2—Tacoma-Port Angeles B 4Pril 
Auto Frt., Inc., Tacoma, Wash., com- ” 
mon carrier application. MC 

April 26—Scranton, Pa.—Fed. Bldg.—Jt. Bd. April 

MC 28456, Sub. 1—Delaware Valley Trans- -. 
portation Co., Stroudsburg, Pa., common A ‘ 
carrier application. ir 

April 26—Scranton, Pa.—Fed. Bldg.—Ex- x. 
aminer Myers: T 

MC 105917, Sub. 11—J. R. Leosine, Strouds- J aprit 

burg, Pa., common carrier application. E 
io- + ire D. C.—Examiner Han- MC. 
ack: 

MC-75651, Sub. 20—R. C. Motor Lines, Inc. . 
Jacksonville, Fla. Common carrier appli- B aypi)° 
cation. P in 

April 27—Boston, Mass.—New P. O. Bldg.— MC 
Examiner Williams: M 

I. & S. M-2975—Roofing from Elizabeth, pl 

N. J. and Norwood, Mass. _——. 





April 27—Boston, Mass.—New P.O. Bldg.— 
Jt. Bd. 18: 
MC 56541, Sub. 43—New England Trans- 
portation Co., Boston, Mass. Common 
carrier application. 


April 27—Boston, Mass.—New P. O. Bldg— 
Examiner Williams: 

MC-C-1021—The New England Motor Rate 
Bureau, Inc. v. Arrow Transportation 
Co., Inc., et al. 

April 27—Camden, N. J.—U. S. Ct.—Examiner 
Farmer: 

MC 67383, Sub. 1—John J. Pettit Storage 
Warehouse, Philadelphia, Pa. Common 
carrier application. 

April 27—Camden, N. J.—U. S. Ct.—Examinet 
Farmer: 

MC 74942, Sub. 1—R. E. Stiles Motor Frt. 

Salem, N. J. Contract carrier application. 
April 27—Chicago, Ill—Main P. O. Bldg.— 
Examiner Miller: J 

MC-F-4052—John F. LaMere and M. J. 
Conroy, Purchase, Byron Transit C0 
Inc. 

April 27—Chicago, Ill.—Main P. O. Bldg— 
Examiner Dishman: 
30193—Summer & Co. v. B. & O., et al. 
April 27—Chicago, Ill—Main P. O. 31dg.— 
Examiner Naftalin: 
. & S. M-2988—Canned Foodstui’s ove 
Darling Freight, Inc. 









































April 27—Cincinnati, Ohio—Fed. Bl ¢.—® 
aminer Crane: : ing 
MC 40655, Sub. 4—The J. W. Powel! —_ 
& Storage Co., Inc., Cincinnat’ Oh 





Common carrier application. 





u, Inc. v. 
oal Traitic 
ntucky to 
o Chatita- 
Bldg.— Jt. 
Ashippun, 
yn. 

Bldg.—Jt. 


tage Line, 
carrier ap- 


Bldg.—4Jt. 
, Inc., Ak- 
plication. 

Bldg.—4Jt. 


ck Service, 
er applica- 


Vashington 
QMarges per 
| WY. 

ontenelle— 


& Storage 
10n carrier 


ed. Bldg— 


uto Trans- 
» common 


omah Cty. 
llis, Salem, 
ition. 

iomah Cty. 


ort Angeles 
lash., com- 


ig.—Jt. Bd. 


ley Trans- 
a., common 


Bldg.—Ex- 
1e, Strouds- 
plication. 
miner Han- 


Lines, Inc., 
arrier appli- 


oO. Bldg— 
1 Elizabeth, 


>.O. Bidg— 


land Trans- 
; Common 


. O. Bidg— 


Motor Rate 
ansportation 


t.—Examiner 


attit Storage 
a. Common 


t.—-Examinet 
; Motor Frt. 
. application. 
. O. Bidg- 


and M._J. 
Transit Co., 


. O. Bidg- 
>., et al. 
. oO. 31dg.— 


ydstuf’s over 


i, Blige 
owel! 
inna‘ 
he 


Aoving 
{ 0. 






April 16, 1949 


April 27—Cumberland, Md.—U.S. Ct Rms.— 
Examiner Badian: 

MC 63473, Sub. 2—Osgood Bus Lines, Mor- 
gantown, W.Va. Common carrier ap- 
plication. 

April 27—Dallas, Tex.—Hotel Baker—Exam- 
iner Simmons: 

MC-82733, Sub. 1—Case Bros., Gainesville, 
Tex. Common carrier application. 

April 27—Dallas, Tex.—Hotel Dallas—Exam- 
iner Simmons: 

MC 105553, Sub. 16—C. J. Simpson, Dallas, 
Tex., common carrier application. 

April 27—Dallas, Tex.—Baker Hotel—Exam- 
iner Simmons: 

MC-106775, Sub. 8—Heavy Haulers, 
Dallas, Tex., 
tion. 

April 27—Dallas, 
iner Simmons: 

MC 105553, Sub. 16—C. J. Simpson, Dallas, 
Tex., common carrier application. 

April 27—Dallas, Tex.—Baker Hotel—Com- 
missioner Rogers: 
Section 5a Application 2—Western Traffic 
Association Agreement. 
April 27—Dallas, Tex.—Baker Hotel—Exam- 
iner Simmons: 
MC 105984, Sub. 5—John B. Barbour 
Trucking Co., Iowa Park, Tex., common 
carrier application. 

April 27—Dallas, Tex.—Hotel Baker—Exam- 
iner Simmons: 

MC 109064, Sub. 3—J. G. Norris, Ft. Worth, 
Tex., common carrier application. 
April 27—Dallas, Tex.—Hotel Texas—Exam- 

iner Simmons: 

MC 109101, Sub. 1—J. H. Marks, Trucking 
Co., Inc., Odessa, Tex., common carrier 
application. 

April 27—Des Moines, Ia.—U. S. Fed. Ct.— 
Examiner Hurley: 

MC 110822—Baker Transfer, Waverly, 

common carrier application. 
or <—- Angeles, Calif.—Fed. Bldg.—Jt. 


MC-33869, Sub. 5—G. F. D. Lines, Inc., Los 
Angeles, Calif. Common carrier applica- 


tion. 
Apri! 27—Los Angeles, Calif—Fed. Bldg.— 
Jt. Bd. 75: 

MC-110610—Varner Bros., Bakersfield, Calif. 
Contract carrier application. 

April 27—Milwaukee, Wis.—Fed. Bldg.—Ex- 
aminer Burns: 

MC 4761, Sub. 3—Lock City Transportation 
Co., Menominee, Mich., common carrier 
application. 

April 27—Milwaukee, Wis.—Fed. Bldg.—Ex- 
aminer Burns: 

MC 91910, Sub. 6—W. O’Donell, Jr., Elk- 
horn, Wis., contract carrier anvplication. 

April 27—New York, N. Y.—641 Washington 
St.—Examiner Croft: 

MC C-2—New York, N. Y. Commercial Zone. 

April 27—New York, N. Y.—641 Washington 
St.—Examiner Croft: 

Ex Parte MC 37—Commercial Zones and 
Terminal Areas. 

April 27—Raleigh, N. C.—Sir Walter Hotel— 
Examiner Crowley: 

MC-F 4114—Alabama Mineral Land Co., et 
al., control; Malone Frt. Lines, Inc., lease 
(portion), Safety Transportation Corp. 

April 27—Scranton, Pa:—Fed. Bldg.—Exam- 
iner Myers: 

MC 109157, Sub. 3—Frank Stover & Son, 
Montgomery, Pa., common carrier ap- 
Plication. 
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MOTOR EXPRESS 




















33rd St. and General Office 
S. Wabash Ave. 8th & Kentucky Sts. 
Chicago Louisville, Ky. 
Daily Package & Refrigerator Service Betw. 
Chi: ago Atlanta, Ga. Indianapolis, Ind. 
Middlesboro, Ky. Lexington, Ky. 
Louisville, Ky. Knoxville, Tenn. 
Connecting lines serving all points in Ken- 
tucky, Tennessee, North Carolina, South 
Carolina and Georgia. 






































April 27—Washington, D. C.—Argument: 

29542—The Keith Ry. Equipment Co. v. 
Ass’n. of American Railroads, M. P., et al. 

— a D. C.—Examiner Han- 

ack : 

MC-27903, Sub. 12—C. W. Karper, Cham- 
bersburg, Pa. Common carrier applica- 
tion. 

April 27—Washington, D. 

Brown: 

30149—Dickerson Co. v. B. & O. et al. 

30197—Cooperative G.L.F. Soil Bldg., Serv- 
ice, Inc., et al. v. Cent R.R. of N. J. et al. 

—<* - Trae D. C.—Examiner Han- 

ack: 

MC-27903, Sub. 12—C. W. Karper, Cham- 
bersburg, Pa. Common carrier applica- 
tion. 

April 28—Binghamton, N. Y.—U. S. Ct.— 
Examiner Myers: 

MC 105214, Sub. 7—Olean Transportation 
Lines, Elmira, N. Y., contract carrier 
application. 

MC 105435, Sub. 3—Ithaca Transportation 


C.—Examiner 
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Service, Inc., Elmira, N. Y., common 

carrier application. 

April 28—Boston, Mass.—New P. O. Bldg.— 
Examiner Williams: 

MC-C-995—E. J. Scannell, Inc., v. Quinn 
Freight Lines, Inc. 

April 28—Camden, N. J.—U. S. Ct.—Examiner 
Farmer: 

MC 64983, Sub. 33—Reader Bros., Inc., Phila- 

delphia, Pa. Common carrier application. 
April 28—Camden, N. J.—U. S. Ct.— Examiner 
Farmer: 

MC 109203, Sub. 1—E. F. Madeira, Hamburg, 
Pa. Contract carrier ee. 

April 28—Camden, N. J.—U. S. Ct.—Examiner 
Farmer: 

MC 107403, Sub. 84—E. Brooke Matlack, 
Inc., Philadelphia, Pa., common carrier 
application. 

April 28—Chicago, Ill—Main P. O. Bldg.— 
Examiner Miller: 

MC-F-4058—C. J. Villeneuve and B. D. 
Kramer, Control, De Luxe Motor Stages. 
of Illinois—Lease, Portion, Trans-Conti- 
nental Bus System, Inc. 











display—$15 a column inch. 








Help Wanted 


FREIGHT AUDITOR for Traffic Service firm 
in Chicago loop. Must know Rail, Truck, 
and Forwarder rates in all territories. Sub- 
mit complete details. Address Box 944, Traffic 
World, Chicago, Illinois. 








Situations Wanted 





CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained by the COLLEGE OF ADVANCED TRAF- 
FIC for our graduates? 


Listed in our files are qualified men for any 
type of position, including General Traffic 
Managers with many years of experience and 
training, as well as young, ambitious, recent 
graduates who can be developed as under- 
studies for positions of responsibility. 

Also included are specialists in many dif- 
ferent phases of Traffic—Practitioners—Tariff 
Compilers—Solicitors—and Claim Agents—as 
well as men with varying degrees of experi- 
ence in Rates—Routes—Transit—Demurrage— 
Storage—Claims—Classifications. In fact, any 
and all duties in a Traffic Department. 


Just drop a line outlining your needs to 
Placement Manager 


COLLEGE OF ADVANCED TRAFFIC 
14 E. Jackson Bivd. Chicago 4, Illinois 





UNIV. GRADUATE, 35, practitioner, now em- 
ployed Traffic Dept. Major RR seeks position 
Traffic Mgr., or Asst. Experienced rates, 
claims, supervision employees. Minimum 
$400 Month. Address Box 952, Traffic World, 
Chicago Office. 


TRAFFIC MANAGER, twenty years’ experi- 
ence, thoroughly familiar with all phases of 
the transportation field. Also familiar with 
purchasing, stock control, packaging, mate- 
rials handling, and warehousing and distri- 
bution. Desire location in town of 75,000 or 
less. Address Box 956, Traffic World, Chicago 
Office. 


Reader ads—$1.00 a line (approximately 5 words), minimum three lines. 


CLASSIFIED ADVERTISING 








Classify 


Address all Classified Advertising Copy to 
Advertising Headquarters, 418 S. Market St., Chicago 7, Ill. 








Situations Wanted—Contd. 


EXPERIENCED—Rail, industry, chamber, in 
rates, transp., practice, etc. Traffic ability 
is offered so at least, for details: Address 
Box 954, Traffic World, Chicago Office. 


TRANSPORTATION GRADUATE of the Uni- 
versity of Washington desires an opportunity 
for start in traffic work. Has good back- 
ground in traffic management. Address 
Box 955, Traffic World, Chicago office. 


TRAFFIC MANAGER—25 years exp. handling 
rail, motor, water, forwarder, air transporta- 
tion. Legal training. Successful I.C.C. Prac- 
titioner. Organized shipper’s rate adjust- 
ment groups. Supervised Procurement, 
sales, distribution varied commodities entire 
U.S.A. Top-flight references. Locate any- 
where. Address Box 958, Traffic World, Chi- 
cago Office. 


Employment Agencies 


CHARLES D. MACKNEE, The Transporta- 
tion Man’s Agency, 2 East 23rd St., New York 
A a, his work is transportation he registers 
Ww us. 


Educational Courses 
I. C. PRACTITIONERS. The only practical, 
authentic I. C: law course available by mail. 
Restricted to Attorneys, Practitioners cr 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 12 E. Jackson Blvd., 
Chicago, Ill. 


Educational Books or Courses 


THE TOOLS OF THE TRAFFIC MAN by 
E. A. Starr is recognized as a ‘“‘need” by 
everyone using tariffs and traffic publica- 
tions. $3.00. Examine for 7 days and if un- 
satisfactory your $3.00 refunded. The Trans- 
portation Press, Box 381, Dallas 1, Texas. 


For Sale 


CONSOLIDATED FREIGHT CLASSIFICA- 
TION. Issues No. 1 to No. 17, used, supple- 
ments reasonably complete. Invaluable for 
use in current Classifications Case and for 
historical value. Price $100.00. Address Box 
957, Traffic World, Chicago office. 





















STOCKTON 


tis eee 








































EDITORIAL 


HE UNSCRUPULOUS PROPAGANDISTS IN THE 

KREMLIN need no help from us in discovering means 
of distorting information to keep the vast population of the 
Soviet Republics, from whom knowledge about western 
civilization is carefully blocked by an “iron curtain,” con- 
vinced of the evils of the capitalistic free enterprise system. 
Hence we do not feel that we are disclosing anything im- 
portant to them by suggesting that the fantastically volumi- 
nous record of the Commission, in Ex Parte 168, ought to 
provide an almost inexhaustible source for quotations cal- 
culated to make the most harassed communist laborer glad 
that he doesn’t have to live in the United States. 


For those who like to lift statements out of their contexts 
in the composition of jeremiads intended to frighten our own 
citizens into anticipating a complete economic collapse, the 
same mountain of testimony and exhibits ought also to prove 
useful. Indeed, if we are to believe everything that was said 
at the hearings, and in the many verified statements put into 
the records, there is hardly an industry in this country that 
is not on the verge of collapse. 


There is something almost standardized in the manner 
in which representatives of particular industries open their 
remarks at such hearings. It goes something like this: 


“The American railroads constitute the finest transporta- 
tion system in the world. They are entitled to earnings, 
under efficient and economical management that will en- 
able them to continue so, because American industry needs 
such a system. Moreover, those who have invested their 
savings in the railroads are entitled to a fair return on their 
investments. If, therefore, the Commission in these pro- 
ceedings should find that an increase in rates is needed to 
insure their continued efficient operation under private owner- 
ship and management, we are in favor of such an increase. 
However... .” 


At that point, standardization ceases except that, almost 
invariably, the witness goes on to protest against any increase 
on 4is commodity. He bolsters his plea with various con- 
tentions: that his point of production is disadvantageously 
placed, geographically, in relation to necessary markets and 
other more closely located production points; that his com- 
modity comes into competition with another or a number of 
others that may be used as a substitute for it and which costs 
less, anyway; that, although he wouldn’t object to paying 
rates somewhat higher, the railroads cannot hope to hold his 
traffic, and other traffic like it, when better service and lower 
rates are available by highway or waterway. 


Lye we are concerned with the witness who insists, quite 
simply and sincerely, that his industry will have to go 
out of business if its costs of distribution are increased ever 
so slightly—who draws a picture of a failing economy that 
will collapse entirely if so much as a cent a hundred is added 
to freight rates. 

That description may be ironical, but it is not imagina- 
tive. If we are to base our opinions on the words of a long 
series of witnesses, not only has our period of inflation ended, 


We're Glad We Don't Have to Decide 






but we are already well into an era of deflation that presages 
a depression such as the country has not as yet seen. 


“The inflation honeymoon is over,” cries one witness, 
regretfully; while another talks eruditely, but in equally 
discouraging terms of “market saturations’ and “flattening 
sales curves.” One talks more plainly of “serious downward 
trends in prices,” while still another warns of the “danger- 
ously low earnings” of an important segment of his industry. 
Seafood has fallen in price to 22.6 per cent below the 1946 
level. Farm prices are “following the pattern of the 1920 
collapse.” Grain growers are reducing acreage; live stock 
raisers (contrary to the average housewife’s belief that meat 
prices are still pretty high, and published reports that winter 
cattle casualties will extend the scarcity) have to face not 
only the fact that their returns are not rising quite so fast, 
but that widening rate dislocations are keeping them out of 
traditional markets. And out in California, we learn to our 
surprise, that the citrus crops have been so large that sur- 
plusses have had to be processed into bottled and canned 
juices in inordinately large quantities—a sad state of affairs 
because such processing is only done at a loss when fresh 
fruit can’t be sold at a profit. 


T is these last enumerated plaints that are hardest to un- 
derstand. We were under the impression, apparently 
erroneously, that the farmer had been doing pretty well te- 
cently. Those of us in the so-called “white collar class,” 
with fixed incomes, have been watching the prices of food- 
stuffs rise by multiple percentages, and dropping only occa- 
sionally by fractions of one percent, until we were reduced 
to trying to compensate by making the white collars do a day 
longer to save laundry expenses. 


Farm mortgages have dropped considerably, if we are 
to believe the statisticians. Income tax payments among 
agriculturalists have been going up radically. And where, by 
accident or design, certain commodities were raised in 
sufficient quantity to promise consumer price reductions 
through the action of the old laws of supply and demand, the 
federal government has been “‘supporting” the prices to 
make sure the producer wouldn’t suffer a decline in income 
or the consumer enjoy a decline in prices. 


It is all very puzzling. The witnesses are telling the 
truth, for they are under oath and, besides, each has put into 
the record endless figures to prove his own precarious finan- 
cial condition. 


Really, we wouldn’t know what to do, if we were called 
on to decide, on such a record, whether or not the railroads 
ought to have an increase in rates. They certainly haven't 
been making much money, and can’t possibly make any more, 
especially since, just recently, wage increases and cuts in the 
working hours of their workers have added more than 
$400,000,000 a year to their expenses. But how can theif 
need be met from additions to transportation costs assessed 
against producers who are all on the verge of poverty? 


We're glad it is the Commission, not us, who has to 
make the decision. 


TRAFFIC WORLD 
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Single and Tandem-axle units in 


capacities from 2000 to 6500 gals. 


Vans in single and Tandem-axle mod- 
els—choice of lengths—also insulated, 


Platform, Stake and Rack, Oil- 
Field Floats in chéice of lengths, 


Provide perfect protection for stock. Avail- 
able with single and tandem-oxles. 


Hear Harrison Wood in “This Chang- 
ing World.’ Every Sunday Afternoon 
over ABC. Consult Your Local Paper! 


FIRST IN TRUCK-TRAILER TRANSPORT! 


Especially designed for hauling 
low-bulk high-weight products. 


HOWN here are only seven of the 
models in the Fruehauf line—a line 
which offers a Trailer or Truck Body 
for just about any load you can think of, 
either liquid or solid. 


In the standard Trailer line alone there are 
seventeen different body types—and if you 
now use motor trucks, it is almost certain 
that one of them will cut your costs, perhaps 
as much as 60%. 


If a standard model isn’t the answer, our 
engineers will gladly design a unit especially 
for you. 


Just let us know what you haul and, without 
obligation, we’ll send complete information 
on a Trailer to suit your needs. 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY 


Detroit 32 - In Canada: Weston, Ontario - Los Angeles 11 


79 Factory Service Branches 


All-Steel Bodies in wheel-housing 
gnd straight frame models — 12- 
14-16 ft. sizes. Many combina- 
tions — doors to suit your job. 


FRUEHAUF TRAILERS 


“ENGINEERED TRANSPORTATION” 





Jammed shipping platforms 
are costly, wasteful. Prompt action 


now...can save you money for years 


to come! 


The prime reason why so many 
trafic managers today are finding it difficult to 
move goods in and out of plants quickly, efficiently 
—is because the shipping facilities weren’t planned 
for future expansion. 


| WAITING TIME || 


Trucks 
Insurance | TOTAL 


Driver ‘6 


Overhead 
Taxes, 
etc.... PER HOUR 


Slow up goods on loading platforms, and what 
happens? An artificial bottleneck is created. Costs 
mount. The savings you’re making in internal 
operation are being slowly drained away by idle 
man and truck hours. That’s true of the trucks you 
own or hire. 


Trucks need adequate platforms — room to move 
around in. The smart thing to do is call in your 
traffic manager, architect or engineer and Jet them 
show you how they can save 
you money— 5, 10, 20 years 
from today! 


CONSULT Your 
Traffic Manage’, 
Architect 
and Engineer 


the AMERICAN TRUCKING \oustey 


American Trucking Associations, Washington 6, D. C. 





